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DON’T USE 
FLIMSY BOXES. 


DON’T COMPEL 
THE RAILROADS To 
DEMAND COSTLY, 
UNWIELDY 
SHIPPING CASES. 


SHIP YOUR 
PRODUCT IN 


H. & D. Corrugated Fibre Boxes 


and you will satisfy the Railroad, please your customer and save money 
for yourself. You might get the railroad agent to accept shaky, insecure 
boxes now, but sooner or later they would come back to you full of trouble. 


H. & D. Boxes are made right. Pack them right and seal them right, 
and they will save you good money now and more of it later. 


Send for our free manual “HOW TO PACK IT” and learn all 
about these reliable and economical boxes. 


THE HINDE & DAUCH PAPER COMPANY 


Canadian Trade Address, Toronto, Ont. Sandusky, Ohio 
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THERE IS ONLY ONE WAY ‘‘teci rue” UP-TO-DATE 


And that is by checking the changes from week to week as they are printed in 


THE TRAFFIC BULLETIN 
THE TRAFFIC SERVICE BUREAU, CHICAGO 













SAMPLES ON REQUEST 





Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 










The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of ths several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. er 


Less Than aDozen Copies Left 


An Indispensable 
Reference Work 









The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Oourt 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 
418 South Market Street, Chicago 
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“To be content with results achieved, 
is the red danger signal of decay” 


If this were not the spirit that animates every 
red-blooded American the train of progress 
would soon be ditched. 

But strange to say, progress—the main secret 
of American growth and prosperity—seemed 
to have overlooked one field, that of the pack- 
ing room, packing methods. 

It has been our inspiration for some years 
to remedy this handicap—and we have done 
it to the satisfaction of the keenest shippers 
and traffic men in America. 

The “National” Method of Sealing Packages 
has meant an improvement in the packing 
room, as great as the typewriter or the tele- 
phone in the office. 


We have carried to its logical conclusion the 
principle of standardization of containers, in- 
augurated by the makers of shipping cartons; 
for no carton is really a shipping container 
until properly sealed—just as no wooden case 
is ready for the carrier until properly nailed. 


The crop of data and experience we gathered 
during years of specialized study, during 
thousands of conferences on shipping and 
packing problems, is at the disposal of any- 
one interested, even those not within the pale 
of our “hopes” as possible customers. Simply 
write to our 


Free Service Bureau 


National Binding Machine Co. 


Pioneers of the Gummed Tape Sealing System 


Chicago 
539 Stock Exchange Bldg. 


=== 


COVINGTON 


ABITA SPRINGS 


New York 


260 West Street 


San Francisco 
Balboa Bldg. 
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PORTS vi NEW ORLEANS, “Panama CANAL” 


MODERN EQUIPMENT, 


SAFETY AND COMFORT, 


EXCELLENT CAFE-PARLOR CARS 


9 
“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC 
THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORT 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 


M. J. McMAHON, Gen. Frt. and Pass. Agt. 


G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 


905 WHITNEY CENTRAL BLDG., New Orleans, La. 
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Your Baggage By Express expre 
seems 

It is often as cheap to a 
send your trunk by express as to check it kicker 
on your railroad ticket. And it*is always 


far more convenient. i 
piel 

By express you pay a ‘nating 

single, definite charge. No truckage fees at often: 
each end—no transfer charges. create 
By express there are ness ¢ 

no bothersome claim-checks. We pick up ment | 
the trunk at your home, and give you a is offi 
receipt for it. From then on, the responsi- if giv 
bility is concentrated in us — until we lay House 
the trunk down at the destination. vhen 
The responsibility is — 

ours; it concerns you not at all. <a ¥ 
n the 


Wells Fargo & Co Express erst 


Carriers to all Parts of the World 
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THE PRESIDENT AND FREIGHT RATES. 


Much has been said as to the views, and his ex- 
pression of them, of President Wilson on the ap- 
plication of the eastern railroads for a five per cent 
increase in freight rates. Without attempting to 
express any Opinion as to whether the President 
is or is not competent to entertain a valuable opin- 
ion on the question, or as to the propriety of his 
expressing his opinion, if he does entertain one, it 
seems to us that it would be well to state the facts 

f the situation, which have been much obscured by 
the dust, political and otherwise, that has been 
kicked up. 

\s we understand it, President Wilson’s private 
ecretary, Mr. Tumulty, told a number of Wash- 
ington newspaper correspondents, assembled in his 
office, that the President favored the proposed in- 
rease in freight rates as a means of restoring busi- 
ness activity. If Mr. Tumulty did this, the state- 
nent of the attitude of the President is to be taken 

s official, since this is one of the recognized means 

giving out news and information at the White 
House. We further understand that a little later, 
vhen the newspaper men were admitted to Presi- 
lent Wilson’s office for their semi-weekly confer- 
nce with him, one of them asked him for his views 

n the rate advance question and he replied that it 

uld be manifestly improper for him to express a 

lew on a matter that was pending before the In- 
erstate Commerce Commission for decision. In 

ther words, if our understanding is correct, 
resident, while refusing to express an opinion di- 
tly, permitted, indeed practically directed, that his 


the 
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opinion, indirectly quoted, be given to the coun- 
ry. This is not an unusual method, nor is it one 
to be criticized, at least in all cases, since it is some- 
times necessary, or helpful, to get the White House 
view before the country, though the President 
cannot himself go rushing into print on every such 
occasion. 

That the printing by the newspapers of the Presi- 
dent’s opinion as given to them by Mr. Tumulty 
has caused ,them nq. trouble is perhaps sufficient 


proof that ‘the statement by the secretary was au- 
thorized by the President, since the White House 
is quick to notice when correspondents overstep the 


line of reliability and the newspaper men who 
“cover” the White House are careful about what 
they say. There has never been any denial that the 
President’s attitude was properly presented. What 
Senator Owen incorporated in the congressional 
record as a reply to Senator La Follette’s strictures 
as to the propriety of the President attempting to 
influence the Commission, was merely what the 
President said when the newspaper correspondent 
asked him for a direct expression of his views. 


EVERYBODY SATISFIED. 


It is seldom that the Interstate Commerce Com- 
mission decides, or can decide, a case in such way 
as to satisfy both sides. They may see the justice 
of the decision and in that sense of the word be sat- 
isfied, but one side or the other sees that it has lost 
and is correspondingly discontented. But not so 
in the Pridham fiber board case. Both sides are 
claiming victory. The decision was first proclaimed 
as a sweeping victory for the manufacturers of 
fiber boxes. Even the American Lumberman said: 
‘The Interstate Commerce Commission has decided 
the fiber box case in favor, on the whole, of the 
manufacturers of fiber boxes.” But now some of 
the wooden box men are asserting that the decision 
is at least as much a victory for them as for the fiber 
or corrugated interests, on the theory that the Com- 
mission says the railroads must carry out their 
rules and regulations as far as substitute packages 
are concerned. 

At least one thing is true, and that is that if the 
railroads enforce their rules a better package will 
be provided for and that is what everybody wants, 
or should want. From this point of view the public 
is also satisfied, so we have a beautiful harmony 
of feeling that does not often follow the decision of 
any disputed case, by a court or otherwise. 


AVERAGE AGREEMENT ABROGATION. 

We are printing elsewhere in this issue the data 
on which the American Association of Demurrage 
Officers bases its action for the abrogation of the 


average agreement. The figures and statements fur- 








42 





nished by the managers of demurrage bureaus show, 
President Taylor explains, that the operation of the 
rule abrogated has increased car detention, thereby 
decreasing car efficiency, and that at the same time 
there has been a decreased demurrage. The figures, 
without exception, show that on the same detention, 
there would have been more demurrage’ under 
“straight” rules than under the average plan. As 
to whether the average agreement has increased or 
decreased car detention, however, the statements 
In the first place, three of 
the bureau managers say the rule has operated to 


are not so conclusive. 


decrease car detention, and, in the second place, no 
figures are given to back up the statements either 
where detention is said to have decreased or where 
it is said to have increased under the average plan. 
At best, these statements seem to be estimates, 
though based on great experience and close observa- 
tion, no doubt. 

So it is not absolutely established that the aver- 
age plan has promoted inefficiency by increasing car 
detention, though the railroads do seem to have 
proved that they get less money under the average 
plan for the same amount of detention. 


ROCK ISLAND CASE SETTLED 


The Rock Island rate case has been settled at Little 
Rock, Ark., in the United States District Court. Judge 
Jacob Trieber has ratified the compromise effected be- 
tween the Arkansas railroad commission and the railroad. 


The railroad company agrees to pay $132,500 in settle- 
ment of the claims against ‘the road. 
This money will be distributed as follows: Thirty 


thousand dollars, or so much thereof as necessary, will be 
used to pay the refund on the passenger coupons; this 
to be paid in transrortation mileage; $100,000 is to be pro- 
rated on the freight claims, and $2,500 to pay clerical help. 
The latter amount was immediately paid by the Rock 
Island and the balance held in reserve, to be paid upon 
demand. when bills..are audited. 

Arrangements have been made by the commission with 
R. P. Allen, former member of the commission, to audit 
these claims. ‘ Offcers ‘of the commission are ready to 
receive claims. All claimants will have until midnight of 
Saturday, August 8, to file claims. Claims should be for- 
warded direct to the railroad. commission of Arkansas, and 
the auditing will be done in that office. 


COST OF LA FOLLETTE SPEECH. 

Senator La Follette was charged with:-‘‘a. gross abuse 
of the rrinting privilege” in the House .Thursday by Rep- 
resentative Barnhart, chairman of the printing committee. 
Mr. Parnhart referred to the insertion in the record of 
a 368-page speech by Mr. La, Follette, which contained 
protests from individuals ‘and’ Organizations against the 
proposed 5 rer cent increasé: of ‘railroad freight rates. 
The speech ccntains. 900.000 words and weighs.two pounds 
in printed form, Mr. Barnhart estimated that, tbe printing 
of the La Follette speech for the current and. permanent 
record represented an outlay of $12,468. =" 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob 
lems—and the Good Work 
They Have Done 








D. C. Whitmire, recently appointed traffic manag 
of the John Magnus Co., was~born in Texas, educated i 
the publie schools and first worked as a dispatcher’s me: 
senger. 






At 18 years of age he was made collector and 
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D. C. Whitmire. 


assistant cashier with the M., K. & T. His career 
Chicago began in November, 1905, in the local office 
the C. G. W. He left railroad service and took a positio! 
with the traffic department of Sears, Roebuck & Co. in 
1909. Later he went to the L. Fish Furniture Co. as traffic 
manager, remaining there until January, 1914, when 
took his present position. 


CANCELLATION A LOCAL SUBJECT. 

The [Illinois public utilities commission has announ 
that the question of the cancellation of through rates 
formerly made by trunk line railroads with the industrial 
lines would be considered as a local subject by the « 
mission, no matter what ruling may be made by 
Interstate Commerce Commission. Representatives 
eight industrial lines operating in Illinois appeared Tus 
day before the commission and petitioned that the trunk 
lines be ordered to withdraw their cancellation. : 
petition was supported by several shippers located uj on 
industrial lines. If the cancellation, which has heen 5s 
pended until July 30 by both the Illinois and the Interst: ‘ 
commissions, should be allowed to stand, the shipp: rs 
assert that their shipping charges will be substanti: | 
increased with no betterment of service. The hear 1s 
was continued until June 10. 
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CURRENT TOPICS IN WASHINGTON 


New Haven Inquiry.—The United 

States Senate is an eminently respect- 

able body, enjoying more or less of 

popular confidence all the time and 

only occasionally falling under such 

condemnation that any member of the 

House of Representatives has the 

temerity to offer an amendment to 

the constitution abolishing it. How- 

ever, when it adopted the Norris res- 

olution directing the Interstate Com- 

ree Commission to find out who got the New Haven's 
oney it certainly laid a load on an overworked instru- 
entality of the government of extremely doubtful value. 
iless the Commissicn can do something about a matter, 
y should it be burdened with an investigation of it? 
certainly cannot be said that the Commission is becom- 
atrophied for lack of something to work upon. The 


is it has so much to do that it is running behind. 
has had to postpone legitimate tasks time and again 


ause of lack of time. There is not a thing the Com- 
ssion can do, even after it finds the facts. If there 
ve been embezzlements, they are offenses against state 
ws. If there have been plain thefts of money, the same 
Of what value is it in the fixing of reasonable 
rates to know whether Billard worked with his own or 
th the New Haven’s money? It has become fairly 
pparent that a man named Lawrence owned and con- 
rolled a large block of Boston & Maine stock which he 
sked the New Haven to buy at 190. it refused. It 
.ganized schemes by means of which it got it at various 
es much less than 190. Naturally Lawrence is “sore,” 

it why should the people of the United States be re- 
lired to pay the bills because Lawrence wants to play 


true. 


even: 


Other Loads on the Commission.—The New Haven 
estigation is not the only diversion of the Commission 
m the performance of its proper duties. What license 

is that body to inquire how the railroads shall improve 
eir revenues? None at all that the most fervid sup- 
orter of that branch of the inquiry can place his finger 
pon with confidence that any large percentage of the 
ell informed will admit is clear warrant for the inquiry 
long those lines. As a friend of the carriers and of the 
iprers, suggestions from the Commission as to how the 
venues might be increased without asking it to reverse 
decisions with regard to switching, differential routes 
nd many other things, undoubtedly, would be greatly 
preciated. It is all right at times for the Senate and 
er bodies to play politics, but asking the Commission 
) do likewise is not the best way on earth to keep the 
ommission on the high pedestal of public esteem on 
hich it has placed itself by what it has hertofore done. 
Senator La Follette would have performed a much better 
blic service had he protested against the various bur- 
ns placed upon the Commission that do not come 
trictly within the line of its defined duties, than by roar- 
ng about anonymous communications sent to it, about 
e publications of the railroads and the use made of the 
ita by the newspapers. Time was when there were 
en in the Senate who objected to overloading any depart- 
nt or branch of the government with work of the kind 
it has been laid upon the Commission. There do not 
pear to be any in that body now. 
Briefs Blue-Penciled.—Judges Warrington, McCall and 
“anford, sitting in the middle district of Tennessee, have 
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directed the clerk of the court to-use his blue pencil on 
briefs filed in the case of the Louisville & Nashville and 
the Nashville, Chattanooga & St. Louis to set aside an 
order of the Commission on the ground of confiscation. 
Blackburne Esterline, representing the government, re- 
marked in his brief thgt the “oath of a traffic manager 
whose relation to this proceeding does not appear, may not 
swear away an order of a duly constituted tribunal of gov- 
ernment.” In the reply brief of the railroads, the attorneys 
for the railroads observed that that remark of Esterline’s 
was an unjustifiable attack upon the affidavit of the traffic 
manager. Then, as the court, in its opiniOn, said, the brief 
made strictures upon the Commission and one of the Com- 
mis ioners, which in its opinion, were scandalous and 
irrelevant. The government moved to strike out the ob- 
servations about the Commission and the Commissioners 
from the record. That the clerk was instructed to do, 
but he was also instructed to strike from the brief the 
assertion that tne “oath of a traffic manager, whose re- 
lation to this proceeding does not appear, may not swear 
away an order of a duly constituted tribunal of govern- 
ment,” thereby clearing the entire record of the tiff be- 
tween the attorneys. 


Gossip of Advanced Rate Case.—The belief among 
well-informed men that the Commission will allow in- 
creases in Central Freight Association territory, which 
came into existence soon after the first hearing in the 
advanced rate case, is becoming generally known through- 
out the country and is leading to the report that the 
Commission has already come to the conclusion that it 
must allow an advance throughout Official Classification 
territory. Dozens of telegraphic inquiries have been com- 
ing to Washington asking if it is true that the Com- 
mission has decided to allow a three and a half per cent 
increase in rates. The three and a half per cent idea 
obviously arises from the other understanding that even 
in C. F. A. the increase will not be allowed on coal, 
coke, iron ore and other heavy commodities on which 
the Commission, on formal complaint, has fixed rates 
within the last ten or fifteen months. It has been figured 
that the five per cent increase on class rates will figure 
out a three and a half per cent increase when spread 
over class and commodity rates. That is a horseback 
calculation as to what such an increase would amount 
to in percentage, but for purposes of discussion it is 
accurate enough. It is worth remarking that during the 
last advanced rate case there was no leak of any real 
information as to what the Commission intended doing, 
nor is one likely now. The Commissioners themselves 
probably have no more definite idea of what ought to 
be done than any of the other human beings who listened 
to all the testimony, and are now examining the financial 
summaries for March, in which there is an upward bulge 
in gross and net, small as to the gross and considerable 
as to the net, because the effect of retrenchments prior 
to March become fully visible in the March returns. 
Should the upward tendency continue when the rerorts 
for April and May begin coming in, it would not be at all 
surprising if there were no detision until well along in 
July. A downward movemeétit might have the effect of 
bringing a decision a little earlier, but all these sugges- 
tions as to the effect of facts and possible facts is 
speculation. There’ are no announcements or even hints 
as to how the Commissioners are going about the .work 
of sifting the mass of testimony, or how they are re 
garding facts brought out by the financial summaries. 

A. E. H. 
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Decisions of Interstate Commerce Commission 


VIOLATIONS IN THE SOUTHEAST from New York to stations on the Central of Georgi 





Railway between Savannah and Augusta found unuu: 
discriminatory. Rates trum New York to stauons on ince 











‘ . i . a ‘ Central of Georgia Kailway east of Macon tound unduly 
FOURTH SECTION APPLICATIONS Nos. 458, 461, 484, discriminatory. kates from New York to stations on tn 
2 K4A9 9 @n2 702 700 «729 «9 Fe ~ 9 Seaboard Air Line Kailway between Cordele and Mon 
540, 542, 601, 602, 603, 703, 769, 782, 799, 915, 972, 1021, gomery found unduly discriminatory. hates trom New 
1024, 1477, 1478, 1479, 1530, 1548, 1561, 1573, 1594, 1625, Seek Se seations on, the Wouthers altway between De- 
3 a he ed ae joneal ; ; 4 mopolis and Selma found unduly discriminatory. 
1782, 1952, 2025, 2043, 2045, 2138, 2172, 2218, 2234, 3912, 8. Carri€rs authorized to continue rates from New Orleans 
3918. 3965. 4048. and 4984 to Augusta lower than to intermediate points. Present 
° ’ . ; rates, New Orleans to Macon, Columbus, Montgome! 
30 I. C. C., 153-336. Selma, and Albany, found unduly preferential. Authori 
(30 Cc » 153-336.) to continue lower rates from New Orleans to Montgom 
IN THE MATTER OF APPLICATIONS FOR RELIEF . ery, Selma, Columbus, Macon, and Albany than to inter- 
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9 AGNTT ~ . 1 x Louisville to Augusta, Macon, Columbus, Montgome: 
OF THE ACT TO REGULATE COMMERCE, AS and Selma lower than to intermediate points. Authorit 
AMENDED JUNE 18, 1910, WITH RESPECT TO CLASS to Conte lower rates from Cincinnati and Louisvil 

~ - si ais ane . . to Albany than to intermediate points denied. Practice of 
AND COMMODITY RATES FROM EASTERN CITIES, meeting competition of eastern carriers at Macon and not 
OHIO RIVER CROSSINGS, AND NEW ORLEANS, LA., meeting this competition at intermediate points held t 
ger; 8 ; be unduly preferential to Macon, and unduly discrimir 
TO SOUTH ATLANTIC AND GULF PORTS, CERTAIN atory against intermediate points. Rates from Latavil 
a ai : ’ to stations on the Georgia Railroad between Atlanta and 
POINTS ON NAVIGABLE STREAMS, AND CERTAIN Augusta held to be unduly discriminatory. Rates from 
INTERIOR BASING POINTS IN SOUTHEASTERN Cincinnati to stations on the Southern Railway betwee: 
- 2 s Atlanta and Macon found unduly discriminatory. Rates 
AND MISSISSIPPI VALLEY TERRITORY; WITH RE- from Louisville to stations on the Central of Georgia Rail 
. 1 / , > way between Columbus and Macon found unduly discrim 
SPECT ALSO TO CLASS AND COMMODITY RATES inatory Rates from C‘nc'nnati to stations on the Sout! 
FROM ST. LOUIS, MO., AND CHICAGO, ILL., TO =e Baway between McDonough, Ga., and Comesves found 
- ¥ 7 unduly discriminatory. Rates from Louisville to stations 
GULF PORTS, MISSISSIPPI RIVER POINTS, AND TO on the Central of Georgia Railway, Birmingham. Ala., to 
y y , . x Columbus found unduly discrimiratory. Rates from Cir 
MERIDIAN AND JACKSON, MISS. cinnati to stations on the Georgia Southwestern & Gulf 
‘ a a1: ido 1) 18 ‘ Railroad between Cordele and Albany fovnd unduly dis 
Submitted March 24, 1913. Decided April 13, 1914. etteinalaeey Mates tam Caneinantl to etetions om th: 
1. Carriers authorized to continue all-rail rates via Potomac Seabcard Air Line Railwav between Monteomerv and 
Yards. Va., and water-and-rail rates via Norfolk, Va., Albany fcund unduly discriminatory. Rates frem C'ncir 
from New York to Charleston, S. C.; Savannah, Ga.; nati to stations on the Atlanta & West Print Railroad 
Brunswick, Ga and Jacksonville, Fla., lower than to fovnd unduly discriminatorv. Rates from Cincinnati 
intermediate pc ints. stations on the Southern Ra'‘lway between Birminghan 
2. Carriers authorized to continue all-rail rates via Potomac and Se'ma found unduly discrimiratory. Retes frem Cir 
Yards and water-and-rail rates via Norfolk or south At- einneti to voints on the Circinnati, New Orleans & Tevras 
lantic ports from New York to New Orleans, La., Mobile, Pacific Railway. north of Chattanooga, found unduly dis 
Ala., and Pensacola, Fla., lower than to intermediate criminatory. Rates from Louisville to stations on the 
points. Nashville. Chattanooga & St. Louis Railway found undul 
3. Carriers authorized to continue rates from New Orleans discriminatory. 
to Charleston, Savannah, Brunswick, Jacksonville, and 10. Carriers authorized to continue water-and-ra‘'l rates fro 
Tampa, Fla.. lower than to intermediate points. Rates New York to Birmingham, Ala., Rome, Ga., Meridian, and 
to intermediate points on routes New Orleans to Savan- Jackson, Miss.. lower than to intermediate pints. Au 
nah, Brunswick, and Jacksonville found unduly discrim- thority to cortinue rates from New Yerk to Atlenta 
inatory. Ga., Athens. Ga., and Cordele. Ga, lower than to inter- 
4. Carriers authorized to continue rates from Cincinnati, mediate neints dented Rates from New Yerk to stations 
Oh‘o, and Louisville, Ky., to Charleston, Savannah, Bruns- on the Central of Georgia Railway between Macen and At 
wick, and Jacksonv.lle, lower than to intermediate points. lanta fovnd undvrlyv diseriminatorv. Rates frem New York 
Rates from Louisville to stations on the “Seaboard Air to statiens an the Central ef Georeia Railwav between 
Line Railway between Cordele, Ga., and Savannah found Savannah ard Athens found undulv discriminatory. R»tes 
unduly discriminatory. Rates from Cincinnati to points frem New York te stations on the Seaboord Air Tine 
on the Southern Railway between Macon, Ga., and Jack- Pailwav between Savarnah and Cordele fornd vundu!l 
sonville found unduly discriminatory. Rates from Louis- dieer'minatorv. Pates from New Yor to stations on the 
ville to stations on the Seaboard Air Line Railway be- Southern Railwav intermediate to Rome fovrnd vundvly 
tween River Junction, Fla., and Jacksonville found dis- discriminatory Rates from New Yerk to po'nts en the 
criminatory as compared one with another; their align- Alabama Creat Southern Railroad between Rirmincha: 
ment prescribed. ; and Meridian found undvlv discriminaterv. Rates fro 

5. Carriers authorized to continue rates from Cincinnati, New York to ststions on the Alabama & Vicksbvre Rail 

Louisville, Cairo, IL, St. Louis, Mo., Chicago, Ill., to Gulf road between Jackson and Meridian found unduly dis 
ports, lower than to intermediate points. Rates from St. criminatory. Authoritv to continue water-and-rail raté 
Louis to stations on Mobile & Ohio Railroad between from New York via Mobile and New Orleense to Meridia 
Meridian, Miss., and Mobile, Ala., found unduly discrim- and Jackson. lewer than to intermediate points denied. 

inatory. 11. Authority to continue rates from New Orleans to Atianta 

6. Carriers authorized to continue rates from Cincinnati, Birmingham, Athens. Rome, and Cordele, lower than 

Louisville, Cairo, St Lcuis and Chicago to Memphis, intermed‘ate points v‘a direct lines denied. Rates fro 
Tenn., Greenville, Miss.. Vicksburg, Miss., and Natchez, New Orleans to stations on the Atlanta & West Pol! 
Miss., lower than to intermed'ate points. Rates from Railroad fovnd unduly discriminatory. Rates from Ne 
Cairo, St. Touis. Louisville and Chicago to certain Orleans te staticns on the Seaboard Air Line Railwa 
staticns en the Yazoo & Mississippi Valley Railroad found between Montgomery and Cordele found undulv discrin 
undulv discrimiratory. inoterv, Petes frem New Orleare to. stations on ti 

7. Carriers authorized to continve all-rail and water-and-rail Southern Railway between Birmingham and Rome foun: 

rates from New-York to Auegveta, Ga., Memphis. Macon. ’ vndulv discriminatory. 

Milledgeville, Ga., Hawkinsville, Ga., Dublin, Ga., Co- 12. Autherity to continue rates from Cincinnati and Louisvill: 
lumbus, Ga, Monteomerv, Ala.. Selma, Ala.. Demopclis, ta Atinnta. Rirri--ham. ‘thens. Cordele end Rome lowe 
Ala.. and Tuscaleosa Ala.. lower than to intermediat? than to intermediate points denied. Authority to con- 
points. Present rates to Macon and Milledeeville, Haw- tinue rates trom Ciro, st. I ovis, Chicago, Louisville and 
kinsville. Dublin, and Columbus found unduly preferen- Cincinnati to Meridian and Jackson lower than to inte! 
tial. Authority to continue lower rates from New York mediate points denied. Rates from Cincinnati to stations 


to Albany, Ga., than to intermediate points denied. Rates on the Southern Railway, north of Atlanta, found undul; 
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discriminatory. Rates from Louisville to points on the 
Seaboard Air Line Railway between Montgomery and 
Cordele found unduly discriminatory. Rates from Cincin- 
nati to staticns on the Georgia, Southern and Florida, 
north of Cordele, found unduly discriminatory. Rates 
from Cincinnati to points on the Southern Railway, north 
of Rome, found unduly discriminatory. Rates from St. 
Louis to stations on the Mob‘le & Ohio Railroad, north of 
Meridian, found unduly discriminatory. 


J. J. Hickey for the Interstate Commerce Commission. 

R. Walton Moore, M. P. Callaway and C. D. Drayton 
for Alabama & Vicksburg Railway, Co., Alabama ‘Great 
Southern Railroad Co, and other carriers in southeastern 
territory. 

R. V. Fletcher for Illinois Central Railroad Co. and 
Yazoo & Mississippi Valley Railroad Co. 

Nelson W. Proctor, Albert S. Brandeis, and W. A. Col- 
ston for Louisville & Nashville Railroad Co. 

C. C. P. Rausch for Missouri Pacific Railway Co. and 
St. Louis, Iron Mountain & Southern Railway Co. 

F. H. Wood for St. Louis & San Francisco Railroad Co. 

W. P. Levis for Clyde Steamship Co. 

Stiles Hopkins for receivers of Atlanta, Birmingham 
& Atlantic Railroad Co, ; 

Claudian B. Northrop for Southern Railway Co. 

H. F. Bohr for receivers of Chattanooga Southern Rail- 
way Co. 

John P. Ross for Chamber of Commerce of Macon, Ga. 

Chas. S. Henderson for Alabama Railroad Commission. 

C. C. Henderson for Municipality of Greenville, Ala. 

J. R. Tally for Commercial Club of Hattiesburg, Miss. 


Report of the Commission. 


BY THE COMMISSION: 

This is an investigation undertaken by the Commission 
vith reference to the applications of carriers operating in 
the territory south of the Ohio and east of the Mississippi 
rivers, who, through their applications, ask authority to 
continue their present system of freight rates, which are, 
in many instances, in contravention of the provisions: of 
the fourth section of the act to regulate commerce, as 
amended June 18, 1910. 

Hearings were held at Atlanta, Ga., Birmingham, Ala., 
Chattanooga, Tenn., New Orleans, La., Chicago, Ill., and 
Washington, D. C. The railroad commissions of the south- 
ern states and chambers of commerce of Atlanta, Ga., Bir- 
mingham, Ala., Chattanooga, Tenn., New Orleans, La., 
Macon, Ga., Cincinnati, Ohio, Savannah, Ga., and many 
other cities were notified of these hearings. Representa- 
tives of some of the commercial interests of Greenville, 
\la., Hattiesburg, Miss., Macon, Ga., Knoxville, Tenn., Chat- 
tanooga, Tenn., and a representative of the Alabama rail- 
road comm‘ssion appeared at some of the hearings, but 
offered little testimony in support of or in opposition to any 
of the applications. 

These applications were very voluminous, and usually 
but one application, with respect to freight rates, was filed 
by each carrier. Such applications set forth with great 
particularity the reasons which were relied upon as jus- 
tifying the methods of rate making and the systems of 
rates in force. The many different situations and rates 
were not described in the applications in detail, and these 
matters were developed in the course of the testimony 
urnished at these hearings. The position and conforma- 
tion of the territory involved have brought about com- 
etitive transportation conditions therein to some extent 
inlike those existing in any other large section of the 
ountry. It is bounded on all four sides by navigable 
vater and on the north also by strong lines of railroad of 
high traffic density maintaining rates materially lower than 
‘he southern lines can usually afford to accept. The ter- 
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ritory is also pierced by numerous streams which afford 
means of transportation between various points that have 
had the effect of depressing the rates between such points to 
a level below what they might have been were it not 
for the influence of these streams. The railways serving 
these southern points, in seeking to meet the competition 
of the water carriers, have thought it necessary, in many 
instances, to depart from the rule of the fourth section and 
concerning such departures have sought at the hands of 
this Commission relief from the strict application of that 
section. 


In other instances, at points where water competition 
does not exist, relief is sought upon the ground that the 
influence of rival] markets and contending railroad and 
commercial interests have so reduced the rates to such 
points as to bring them below the level of fairly reason- 
able and remunerative rates for the service rendered. 


This report deals with class and commodity rates via 
defined routes between certain specified points, and the 
situations described are representative of many others in 
this territory, differing therefrom only in details and 
degree, but not in principle. Throughout the report the 
rates given are in cents per 100 pounds unless otherwise 
stated, 

In many situations we have found the rates to the 
more distant points justified by the competition there ex- 
isting and the rates to intermediate points bearing rea- 
sonable comparisons with other rates made for like dis- 
tances in the same territory under fairly similar conditions. 
In the absence of complaint with reference to the rates to 
such intermediate points, we shall permit for the present 
the continuance of the lower rates to the more distant 
points and the present higher rates to the intermediate 
points. This, however, must not be construed as a find. 
ing that these rates to the intermediate points are just 
and reasonable. In other situations we have found the 
rates to more distant points justified by competition there 
existing and the rates to intermediate points not bearing 
reasonable comparisons with other rates for like distances 
in the same general territory. In such cases we should 
permit the continuance of the lower rates to more distant 
points and higher rates to intermediate points, provided 
the rates to intermediate points do not exceed the scale of 
rates hereinafter named. This scale of rates is derived from 
an average of many rates made to noncompetitive points in 
the same general territory. The Commission does not ex- 
press any opinion with reference to the reasonableness of 
such rates as may be established to intermediate points in 
accordance with this report. Both the rates established 
and the rates continued to intermediate points in the 
situations herein described are subject to complaint, in- 
vestigation, and correction if in violation of any provisions 
of the act. 

The carriers petitioners herein have sought authority 
through their applications as above numbered to continue 
class and commodity rates from eastern cities, from the 
Ohio River crossings and from New Orleans, La., to south 
Atlantic and Gulf ports, to points on navigable rivers and 
to certain interior basing points in southeastern and Mis- 
sissippi Valley territory, which are lower than the rates 
concurrently in effect on like traffic from the same points 
of origin to intermediate stations. Petitioners also seek 
authority to continue class and commodity rates from Chi- 
cago, Ill., and from St. Louis, Mo., to Gulf ports, to Mis- 
sissippi River points, and to Jackson and Meridian, Miss., 
which are lower than the rates concurrently in effect on 















like traffic from the same points of origin to intermediate 
stations. 

New York City, N. Y., has been selected as a repre- 
sentative eastern city. Cincinnati, Ohio, and Louisville, 
Ky., have been selected as representative Ohio River cross- 
ings. Augusta, Ga., on the Savannah River; Macon and 
Hawkinsville, Ga., on the Ocmulgee River; Milledgeville 
and Dublin, Ga., on the Oconee River; Columbus, Ga., 
Fufaula, Ala., River Junction, Fla., on the Chattahoochee 
River; Albany, Ga., on the Flint River; Montgomery and 
- Selma, Ala., on the Alabama River; Tuscaloosa, Ala., on 
the Warrior River; Demopolis, Ala., on the Tombigbee 
River; Chattanooga, Tenn., on the Tennessee River; and 
Memphis, Tenn., on the Miss‘ssippi River, have been se- 
lected as representative destination roints located on 
navigable rivers. Atlanta, Athers, Cordele, and Rome, Ga., 
Birmingham, Ala., Meridian and Jackson, Miss., have been 
selected as representative interior basing points of des- 
tination. Greenville, Vicksburg, and Natchez, Miss., have 
been selected as representative Mississippi River points. 
New Orleans, La., Mobile, Ala., Pensacola and Tampa, Fla., 

have been selected as representative Gulf ports. 

Much testimony has been taken with reference to rates 
to points other than the ones above named, but this report 
will be confined to the testimony which has been directed 
to the justification for the present rates from and to the 
,0ints above named, as compared with rates concurrently 
applicable on like traffic from the same roints of origin 
to intermediate stations. From any point of origin above 
named to any of the destinations there are so many routes 
over which traffic may move and does move that it is 
impracticable to undertake to discuss the rates via all 
of these routes. In most cases but one or two routes will 
be taken, and an examination will be made of the rates to 
the long-distance points and to the higher-rated interme- 
diate points on the route selected. This report will be 
divided into 12 subdivisions, designated, respectively, sub- 
divisions A, B, C, D, etc. The rates discussed in the se- 
eral subdivisions will be as follows: 

Subdivision A.—Rates from eastern cities to south 
Atlantic ports. 

Subdivision B.—Rates from eastern cities to ports on 
the Gulf of Mexico. 

Subdivision C.—Rates from New Orleans, La., to south 
Atlantic yorts. 

Subdivision D.—Rates from the Ohio River Crossings 
to south Atlantic ports. 

Subdivision E.—Rates from the Ohio River crossings, 
from St. Louis, Mo., and Chicago, Ill1., to Gulf ports. 

Subdivision F.—Rates from the Ohio River crossings, 
£t. Louis, Mo., and Chicago, Ill., to Greenville, Vicksburg. 
and Natchez, Miss. 

Subdivision G.—Rates from eastern cities to points on 
navigable rivers, 

Subdivision H.—Rates from New Orleans, La., to points 
on navigable rivers. 

Subdivision I.—Rates from the Ohio River crossings to 
points on navigable rivers. 

Subdivision J.—Rates from eastern cities to interior 
: basing points. 
Subdivision K.—Rates from New Orleans, La., to in- 
terior basing points. 

Subdivision L.—Rates from the Ohio River crossings, 
St. Louis, Mo., and Chicago, IIl., to interior basing points. 

An investigation was carried on and testimony was 
developed in connection with this case, for the purpose 
of ascertaining the effect upon the revenues of the car- 
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tiers in southeastern territory of an absolutely rigid 
forcement of the long-and-short-haul clause of the fou 
section accomplished by reductions in rates to inter: 
diate points and without any increase in rates to k 
distance points now taking lower rates. Thirty-th 
railway systems, operating upward of 29000 miles of r 


way, and three steamship companies joined in a check 


concerning all freight traffic. that moved from, to, or 
tween points in this territory during certain representat 
periods. 

Among the principal railway systems that joined 
the check were Atlantic Coast Line Railroad Co.: 
of Georgia Railway; Louisville & Nashville Railroad: ( 
cinnati, New Orleans & Texas Pacific Railway: Mobil 
Ohio Railroad and Southern Railway of Mississippi; Na 
ville, Chattanooga & St. Louis Railway; New Orleans 
Northeastern Railroad; Alabama Great Southern Railro 
Seaboard Air Line Railway; and Southern Railway. 
three steamship companies that joined in the check w: 
Baltimore Steam Packet Co.; Ocean Steamship Co 
Savannah; and Old Dominion Steamship Co. The peri 
selected were the first seven days of December, 1910, 
the first seven days of March, June, and September, 
spectively, 1911. The purpose of the check was to 
termine 
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First. The actual charges on the traffic that moved 


curing these periods at the rates effective June 1, 1912 


Second. The charges that would have accrued on suc! 


traffic had the lowest rate applicable on such shipme: 
to any more distant point been applied. 

Third. The difference between the charges wl 
actually accrued and those which would have accrued un 
the lower rates as maxima. 

The differences so found on actual shipments mo\ 
during the 28 days taken were summarized and the ré 
multiplied by 13 to obtain the approximate reduction 
revenue for one year on all these lines if such reduct 
were made at the intermediate points. The reduction 
revenue, for one year, as ascertained by this che 
amounted to $12,869,727.81. The gross freight revenu: 
all the lines that participated in the check, for the fisca 
year ended June 30, 1911, was $175,936,358. 

The foregoing does not include estimated losses 0! 
large number of small lines resulting from the applicat 


of the long-and-short-haul rule on the intraline traffic: that 


is to say, traffic which was not interchanged with the 
porting lines, but which moved wholly between points 
these small nonreporting lines. These smaller lines 

an aggregate freight revenue during the same year 
$15,205,226. The total freight revenue of these rerort 
and small lines for the fiscal year ended June 30, 1911, 

$191,141 585. The computed losses were, as before stat 
$12,869,727.81, which amounts to 6.73 per cent of the t 
freight earnings. 

Certain other lines of considerable consequence 
not join in the check. These will be called the no! 
porting lines, and were the Durham & Southern Railw 
reorgia & Florida Railway, Illinois Central Railroad so 
of the Ohio River, Yazoo & Mississippi Valley Railr: 
Merchants & Miners Transportation Co., Mississippi C 
tral Railroad, New Orleans Great Northern Railroad, 
Norfolk & Western Railway. 

The gross freight revenues of these nonreporting 1i 
for the year considered, exclusive of the revenue f! 
coal traffic on the Norfolk & Western Railway, was $ 
$06,161. Based upon the same approximate ratio of loss 
shown by the reporting lines—namely 6.73 per cent- 
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iosses of these nonreporting lines due to a rigid appli- 
ation of the long-and-short-haul clause, were no increases 
made to the lower-rated points, would have been $3,156,- 
784.63. 

The total estimated losses accruing to all lines in 
outheastern territory brought about by a rigid application 
of the long-and-short-haul clause in the manner above de- 
fined, would have been $16,026,512 for the year considered. 
There are very nearly 39,900 mi'es of railway in this terri- 

ry operated by approximately 140 different companies. 
For the fiscal year ending June 30, 1911, the records of 78 
f these companies show a surplus varying from $300 to 
$8,500,000. Eight of the systems show a surplus of more 
than $1,000,000; 16 show a surplus of between $100,000 and 
€1 000,000; 25 show a surplus of between $10,000 and $100,- 
000; and 29 show a surplus of less than $10,000. The total 
surplus shown is $39,573,012 left to these various companies 
at the end of a year after paying operating expenses and 
fixed charges. Forty-five show deficits varying from $500 
io $1000,000 in amount and aggregating $2,878,381. 

The net surplus of al] the lines in southeastern terri- 
tory for the year considered was $36,694,631. If from this 
sum the losses as above ascertained are subtracted, there 
remains the sum of $20,668,109 available for the payment 
f dividends. The total mileage of roads in this territory 
showing a deficit that year was 3,430 miles. 

While the check as made showed without doubt the 
\pproximate loss to all of these lines that would result 
from the application of the long-and-short haul clause in 
he manner assumed, the check did not show and could not 
show the losses accruing to each particular system, If it 
be assumed, however, that the losses as above computed 
ould bring about a like reduction on all lines, it is clear 
that the surplus on the following-named 20 lines, aggregat- 
ng 3,345 miles of railroad, would be wirei out. The surplus 
hown for the year 1911 would have been turned into a 
deficit on the Georgia Railroad; Louisville, Henderson & 
St. Louis Railway; Mobile & Ohio Railroad and Southern 
Railway in Mississippi; New Orleans, Mobile & Chicago 
Railroad; Aberdeen & Asheboro Railroad; Atlantic & West- 
ern Railroad; Atlanta & St. Andrews Bay Railway; Brinson 
Railway; Durham & South Carolina Railroad; Florida East 
Coast Railway; Georgia Southwestern & Gulf Railroad; 
Gulf Line Railway; Georgia & Florida Railway; New Or- 
leans Great Northern Railroad; Pickens Railroad; Raleigh 
& Charleston Railroad: Sumter & Choctaw Railway; Syl- 
vania & Girad Railroad; Tampa & Jacksonville Railway; 
nd Tallassee & Montgomery Railroad, 

In addition to the railroads above named whose sur- 
lus would have been entirely wiped out by a rigid ap- 
piicat‘on of the long-and-short-haul clause as above 
lescribed, three other lines, with an aggregate mileage of 
2,280 miles of railway, would be subjected to such radical 
reductions as to reduce their surrlus for the year to an 
imost negligible quantity. Among the most notable .of 
ich lines in the Central of Georgia Railway, a system 
omprising approximately 1,900 miles of railway and reach- 
g to almost all parts of the State of Georgia, with its 

rthern terminus at Chattanooga, Tenn., western termini 

Montgomery and Birmingham, Ala., and its eastern 
erminus at Savannah, Ga. 

In round numbers it may be stated that the mileage 
f all roads south of the Ohio River and east of the Mis- 
issippi River is 40,000 miles. The net surplus for the 
Were the 
ng-and-short-haul rule rigidly applied in this section and 
» increases made in rates to the lower rated points, the 
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average net surplus per mile of road would be reduced to 
$516. 

While it is not possible to tell with any degree of 
certainty the exact effect upon the revenues of each of 
the lines individually, the check made leaves little room 
for doubt as to the ultimate average effect of such a change 
in rate making in this territory as above described. It 
is entirely clear that the revenues of a large percentage 
of the lines in southeastern territory would be so impaired 
by such a procedure as to make it impossible for them 
to meet their operating expenses, taxes, and fixed charges 
and leave to their stockholders even a moderate return. * 

The rate situation in the southeast presents many cases 
where the Commission must exercise that discretion vested 
in it by law to relieve the carriers from a rigid application 
of the long-and-short-haul rule in special cases. Many of 
these special cases are described in the succeeding pages 
of this report. 

SUBDIVISION A, 


Rates from New York, N. Y., to South Atlantic Ports. 

The all-rail routes here selected from New York City 
to the South Atlantic ports of Charleston, S, C., Savannah 
and Brunswick, Ga., and Jacksonville, Fla., are in all in- 
stances via the Pennsylvania Railroad to Potomac yards. 
From Potomac yards three routes have been selected to 
each of the ports named: One via the Southern Railway; 
a second via the Richmond, Fredericksburg & Potomac to 
Richmond, Va., thence via the Atlantic Coast Line; a third 
via the Richmond, Fredericksburg & Potomac to Richmond 
and the Seaboard Air Line over its own rails to Savannah, 
Prunswick, and Jacksonville. The Seaboard Air Line also 
furnishes a route to Charleston via its own rails from Rich- 
mond to Columbia, S. C., thence via the Southern Railway 
to Charleston. These three routes to each of the above- 
named ports furnished by the Southern Railway, the At- 
lantic Coast Line, and the Seaboard Air Line will be re- 
ferred to hereinafter as the Southern Railway route, At- 
lantic Coast Line route, and Seaboard Air Line route, 
respectively. 

Water-and-Rail Routes. 

The water-and-rail routes here selected from New 
York City to the South Atlantic ports are in all instances 
via the Old Dominion Steamship Co. from New York 
City to Norfolk, Va. Rail routes are furnished from Nor- 
folk to the ports above named via the Southern Railway, 
the Atlantic Coast Line and the Seaboard Air Line. The 
testimony shows that the distance from New York City 
to Norfolk via the steamer lines is assumed by the car- 
riers for the purpose of division of rates to be the equiv- 
alent of 160 miles of rail haul. For the purposes of this 
report this assumption will be followed and the water 
haul from New York City to Norfolk will be assumed 
as the equivalent of 160 miles of rail haul. Under such 
assumption, by the water-and-rail mileage named in this 
report from New York City to the various South Atlantic 
ports, will be meant the constructive mileage. Below 
are given the distances all rail and water and rail via the 
routes above described from New York City to Charleston, 
Savannah, Brunswick and Jacksonville: 


New York -to Charleston: Miles 
Via Bowtie Tesveay; Oe COA ison oie vik os adabedcnese 846 
Weer | GM PEs v4 <2 a ee ae nadicdect coeTPEP eee ric eee ck 746 
Via Atlantic Coast Line, all Tail. i... cceccccceseeciccss 739 
ED wn Shed Mavdben se eS agacawaade es bak 552 
Vis Beancara Ale Lime, all Gai. cic. nc. cimctk ks ttle oe 83! 
re ONE UE 6 ok obi gidEw a dow octane savin is cae 666 

New York to Savannah: 
Via Southern Railway, all rail... oi. eters cece 870 
 -OOE SR a Be ga 8 5, ahd, s bis.dae's 6 hos Sid wtebaate 770 
Vm Atlantic Coest-Eibe, OM ralh. .... ccc cesar csvens 854 


reer MN Oe os sk i oe. te Swot ante ees 
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Vem. SaneanG: Air Tine. OE BOM. oo sg svc tiecccicedves%ioves 845 
Ps elie Gnas ob bacon oe strobe antic tedets 680 
New York to Brunswick: 
Via Southern Railway, all rail............cccccececeeees 966 
ME SE hia ss bene ¥dsele bscchevko nn eeben att 866 
Vee A eeeeeee ees cee, OEE, PORE, ois ccc esuwvcsseddcuncess 1,008 
I a edn we weak eu ten gcbhadawmeedab-o kbs 821 
Wa SRD A I, ED GOES oe ke cs wise doses euceesss 932 
i ER, Bala 250 5 Gb4.0 vs epithe Vee shes Se Ca RKN es 767 
New York to Jacksonville: 
Via Southern Nallway, all rall.......cccecsctecccccccces 1,042 
I scat Riine 6a aun end. shew tb wane sine sudanakae 942 
Vem. Aes COMME EAM, MI OOF)... 02. ecccccnccccccuces 1,026 
COMI Gi Sean. desc ondact owekses beeeewe sues 839 
We MAE BN WE FORE on oc occ cccandocccsccsapes 982 
EE EY MG LaMar ais does bs ods cebddeevelech bevehaet 817 


: The rates on the numbered ciasses, all rail, water 

and rail, and all water, from New York City to Charleston. 

Savannah, Brunswick and Jacksonville, are here shown: 
New York, N. Y., to South 


Atlantic ports 1 2 3 4 5 6 

To Charleston via— 

Phd se hnaee OO es > ob «ne 84 70 59 42 35 305 

, Oa ee eer 72 60 50 35 29 25 

i i ow iin cy 6M patie ebiale.s 57 47 37 29 24 19 
To Savannah via— 

BE SE hohe nh 64% 66 Kee hws S4 70 58 43 41 32 

Wester GRE TAM... wccccsces 72 60 50 35 29 25 

ee MR Seb aacdbcadcSwees 57 47 37 29 24 19 
To Brunswick via— 

, 2 RS aera 87 73 59 50 41 32 

Water and rail............ 75 63 53 37 31 27 

SG bln ceamdcnd' ase é 57 47 37 = 24 17 
To Jacksonville via— 

RS yr rere 106 87.5 71.6 51.5 41 35.5 

Water and rail............. 75 63 53 37 31 27 

BG cide be dee ried 6 cer 67 57 47 33 26 20 


Discriminations via the Southern Railway all-rail 
route from New York to Charleston begin at Pelham, N. 
C., 9 miles from Danville, Va., and 482 miles, all rail, 
from New York. Discriminations via the Southern Rail- 
way, water-and-rail route, begin at Greensboro, N. C., and 
group, 255 miles south of Norfolk. The class rates to 
Greensboro are as follows: 


PR. BRa 6s scccees 96 83 70 55 47 27 
Water and rail... .84 73 61 47 41 32 


showing discriminations against this point as compared 
with the rates to Charleston of 9, 10, 8, 10, 10 and 5 cents 
on classes 1 to 6, respectively. The all-rail rates from 
New York to nearly al] points in the Carolinas and Georgia 
exceed the water-and-rail rates through Norfolk by the 
following differentials: 
12 10 y s 6 5 

on the first six classes. The rates from New York to 
points on the Southern Railway increase with distance 
up to the group of stations beginning with Sharp, S. C., 
and ending with Fairwold, S. C. Alli stations, however, 
from Winnsboro to Fairwold, S. C., a distance of ap- 
proximately 25 miles, take almost exactly the same rates. 
Ridge-way in nearly in the center of the group so rated 
and may be fairly looked upon as the high-rate point on the 
Southern Railway on the route to Charleston. The rates 
to Ridgeway on the first six classes are as follows: 


[3 BA ee 119 104 92 74 62 49% 
Water and rail...107 94 83 66 56 44% 


Ridgeway is 26 miles north of Columbia, S. C. It is 691 
miles, all rail, and 591 constructive miles, water and rail, 
from New York. A depression appears in the rates on 
the Southern Railway at Columbia, S. C., due to the com- 
petition of steamers operating on the Congaree and Santee 
rivers. The rates to Columbia are: 


Oe Pike tech nd 108 91 79 66 53 42 
Water and rail.. 96 81 70 58 47 37 


Stations Hopkins, S. C., to Branchville, S. C., take the 


highest rates of any points between Columbia and Charles- 
ton. The rates to these points are: 


Mk “QEEs e8cdennes 110 97 83 68 56 44 
Water and rail.. 98 87 74 60 50 39 


South of Branchville the rates decrease with distance as 
Charleston is approached. On the route of the Southern 
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Railway between Columbia and Savannah the highest rated 
intermediate stations are Yenome to Seigling which take 
the following rates: 


yp eo RPA 120 111 92 75 60 51% 
Water and rail...108 101 83 67 54 46% 


Depressions appear in the rates to points on this line 
at stations Barnwell and Allendale, S, C. The depressed 
rates at Barnwell are due to competition at this point with 
the Atlantic Coast Line Railway, and the lower rates made 
over that line through the nearby South Carolina ports 
The depression at Allendale is due to an intersection at 
this point with the Charleston & Western Carolina Rail 
way and the lower rates made over that line via Port 
Royal, S. C. South of Savannah, on the route of the 
Southern Railway, the rates increase with distance and 
reach a maximum at Jesup, Ga. The rates at Jesup are 

|) 2 Serer ree 117 101 85 67 54 40 


Water and rail..... 105 91 76 59 48 35 

After passing Jesup the rates steadily decline as Bruns 
wick is approached, due to lower combinations which may 
be made on Brunswick. On the route from Savannah to 
Brunswick and Jacksonville, the Southern Railway oper- 
ates over the rails of the Atlantic Coast Line. The highest 
rated point intermediate to Jacksonville is Blackshear, Ga., 
which takes the following rates: 


A Cin wateutewars 122 108 91 76 60 49 
Water and rail..... 110 98 82 68 54 44 


Blackshear is 85 miles north of Jacksonville and 957 
miles, all rail, and 857 constructive miles, water and rail 
from New York via the route of the Southern Railway 
It is 941 miles, all rail, and 754 constructive miles, wate! 
and rail, from New York via the Atlantic Coast Line. 

On the route of the Atlantic Coast Line, discrimina 
tions in the all-rail rates begin at Gary, N. C., 80 miles 
south of Richmond. Discriminations in the water-and-rail 
rates begin at Whaley, Va., 31 miles south of Norfolk. 
With the exception of Tarboro, N. C., the rates via the 
Atlantic Coast Line increase with distance up to Coward, 
S.C. Tarboro, N. C., is on the Tar river and the depression 
in rates at this point is due to competition of steamers 
on this river. The rates to all stations from Hope Mills 
N. C., to Saxon, S. C., a distance of approximately 16) 
miles, are almost exactly the same. Florence, 8S. C., is 
nearly in the center of the group so rated and may fairly 
be accounted the high-rate point for this line on ‘the route 
to Charleston. The rates to Florence are: 

> 110 97 83 6S 56 i4 
Water and rail.. 98 87 74 60 50 39 

The rates to Florence have been considered by the 
Commission in connection with the application of the At 
lantic Coast Line Railroad Co. No, 703, and that compan) 
has been given authority in Fourth Secticn Order No. 18 
approved by the Commission on May 4, 1911, to continue 
its present rates from New York to Charleston and to 
continue higher rates to the intermediate station, Florence 
s. C. On the route of the Atlantic Coast Line from 
Charleston to Savannah the highest rated intermediate 
station is Green Pond, S.C. The rates to Green Pond are 


Un BOE nice esdeens 127 106 90 71 58 {8% 
Water and rail...107 90 81 67 53 151% 


It may be here noted that the usual differentials by 
which the all-rail rates from New York exceed the waie! 
and-rail rates are not observed as to points on the Atlantic 
Coast Line between Charleston and Savannah. Gree! 
Pond is 438 miles from Norfolk, 785 miles, all rail, «nd 
598 constructive miles, water and rail, from New York 
This is the high-rate point on the Atlantic Coast Line 0? 
the route both to Savannah and to Brunswick. The ries 
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steadily decline after passing Green Pond as Savannah is 
ipproached. South of Savannah the rates reach a maximum 
on the route to Brunswick at Hoboken, Ga. The rates to 
Hoboken are: 


All rail 101 86 67 54 45 
Water and rail. .105 91 77 59 48 40 


On the route to Jacksonville the highest rated point 
is Blackshear, Ga., the rates and distances to which have 
been given in connection with the description of the South- 
ern Railway. 

On the route of the Seaboard Air Line from New York 
to Charleston, Savannah, Brunswick, or Jacksonville, dis- 
criminations in the all-rail rates against intermediate 

oints begin at Hagood and Bracey, 420 miles from New 
York. The discriminations in the water-and-rail rates 
beg’n at Purvis, Va., 26 miles south of Norfolk. The rates 
increase with distance to Osborne, N. C., the first station 
south of Hamiet. The rates to Osborne are: 

All 97 83 68 56 44 

Water and rail.. 98 87 74 60 50 39 

The rates named to Osborne, N. C., are blanketed to 
all stations from Osborne, N. C., to Blaney, S. C., a dis- 
tance of approximately 80 miles. It has been stated that 
the Seaboard Air Line does not reach Charleston by its 
On the route of the Seaboard Air Line between 
Columbia and Savannah the highest rated intermediate 
point oecurs at Swansea, S. C., 22 miles south of Columbia, 
399 miles south of Norfolk, and 724 miles, all rail, and 559 
constructive miles, water and rail, from New York. The 
rates to Swansea are: 


ywn rails. 


| a eageeee 137 118 102 84 68 56 

Water and rail....125 108 93 76 62 51 

Depressions appear in the rates at Denmark, S. C., and 
Fairfax, S. C., due to competition met at the first point 
of the Southern Railway and at the second poiui of the 
Charleston & Western Carolina Railway. South of Sa- 
on the route to Jacksonville the rates reach a 
The rates to Woodbine are: 


vannah 
maximum at Woodbine, Ga. 

OF ee wees 131 113 94 73 61 

Water and rail...119 103 85 65 55 

Woodbine, Ga., is 573 miles from Norfolk; 934 miles, 
all rail, and 769 constructive miles, water and rail, from 
New York. 

Below are given representative examples of 
modity rates applied by the regular steamer lines from 
New York City to the various South Atlantic ports, to- 
gether with the current water-and-rail and all-rail rates 
applicable on the same commodities: 


com- 


CANNED GOODS. 
Water rates to— 
Charleston and Brunswick, c. 
Jacksonville, ec. 
_ Jacksonville, 1. c. 
Water-and-rail rate to— 
Charlesten and Savannh, ec. 
Charleston and Savannah 1. 
Brunswick and Jackscnville, c. 
Brunswick and Jacksonville, 
\ll-rail rate to— 
Charleston, c. 
Charleston, 1. 
Savannah, ec. 
Savanneh, 1. 
Brunswick, ec. 
Brunswick, 1. ec. 
Jacksenvil'e, ec. 
Jacksonville, 1, 


Water rate to— 
Cherleston. Savannah, 
Jacksonville 
Water and rail to— 
Charles‘on and Savanrah 
sn hy a. - DROMMOMOTND «6.65 < oie e053 ERS 209 Bee 
1i-TA] —X—— 
Charleston 
Savann?h 
Brunswick 
Jacksonville 
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COFFEE, GREEN, IN DOUBLE SACKS, C. L. OR L. C. L. 


Water rate to— 
Charleston . 
Brunswick and Jacksonville 
Water and rail rate to— 
Charleston and Savannah 
Brunswick and Jacksonville 
All-rail rate to— 
Charleston . 


FERTILIZER, C. L. 
Water rate to Charleston, Savannah, Brunswick, 
Jacksonville . 
GREEN APPLES, BEETS, CABBAGE, ONIONS, 
2 ORs, fee 


Charleston, Savannah, Brunswick, 


Water rate to 
Jacksonville 
Water-and-rail rate to— 
Sees DIRE eNO ics ino wikecebueant¥eceDocccery 
Brunswick and Jacksonville 
All-rail rate to— 
Charleston . 
Renee "Gen IO 36's hs «bun hOeea skh bpewd ehaaa 32 
Jacksonville . 
FLOUR IN SACKS. 


Water rate to Charlesten, Savannah, Brunswick; 
Jacksonville, any quantity 
*Per ton; all other rates in cents per 100 pounds. 


L. AND L. C. L. 
Brunswick, 


IRON AND STEEL ARTICLES, C. 


Water rate to Charleston, Savannah, 
Jackscnville 
Water-and-rail rate to— 
Charleston and Savannsh 
Brunswick and Jacksonville 
All-rail rate to 
Charlesten . 
Savannah ,. 
Brvnewick . 
Jacksonvil'e . 
RAILS AND FASTENINGS, STRAIGHT OR MIXED, 


C L, PER TON OF 2,240 POUNDS. 


Water rate to— 
Charleston. Savannah, and Brunswick................ *200 
Jacksonville 
Water-and-rail rate to— 
Charleston and Savannah 
Rrrmswick and Jacksonville... ............cesseeveeecens 27 
All-rail rate to— 
NE So i ene bb aeons ei de thee aes 30% 
Rrvnewirk and Savannah.........cccccccccacccccseveces 32 
Jacksonville . % 
BACON AND SALT MEATS, ANY QUANTITY. 
Water rate to Charleston, Savannah, Brunswick, and 
Jacksonville 


MOLASSES AND SYRUP. 


Water rate, c. L, to— 
Charlesten. Savannah, and Brunswick 
Jacksenville . 
Water rate, l. c L, to— 
Cherlesten. Savannah, and Brunswick 
Jacksenville . 
Water-ard-rail rate to— 
Charleston and Savannah 
Brunswick and Jacksonville 
All-r«'l rate to— 
Charleston . 
Savannah, Brunswick, and Jacksonville 


SUGAR. 


Water rate to— 
Char'eston. 
Jacksenville 

Water-and-rail rate to— i 
Charleston and Savannah........ccceeccccceccereeeneeee & 
Brunswick and Jacksonville 

All-rail rate to— 

Charleston : 
Savannah, Brunswick, and Jacksonville 


Savannah, and Brunswick 


*Per ton; all other rates in cents per 100 pounds. 

The respective rates shown above are cited to indicate 
the relation of the water rates to the South Atlantic ports 
to the rates made by the all-rail lines and the water-and- 
rail lines on the same commodities. In a number of the 
instances cited no commodity rates are published rail and 
water from New York to the south Atlantic ports, and the 
rates named to these ports are the class rates applying 
upon these articles. It is impracticable to show the com- 
modity rates to the intermediate points for the reason that 
to many of the intermediate points few commodity rates 
are published, and the only rate applicable is either the 
class rate or rate made by combination on some near-by 
low-rated point. 
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The Defense. 

The defense of the petitioners for continuing lower 
rates, all rail and water and rail, from New. York City 
to the South Atlantic ports than the rates contempora- 
neously applicable on like traffic to intermediate stations 
rests upon the following allegations: 

1. The rates from New York City and the entire north 
Atlantic. coast to the south Atlantic ports carried by the 
rail lines and the rail-and-water lines are necessitated by 
the competition of water carriers, regular and irregular 
in character, over whose rates these petitioners exercise 
no control. The petitioners secure but a limited portion 
of the traffic moving from the north Atlantic coast to the 
south Atlantic ports, and any increase in the current rates 
would result in a loss of traffic and a consequent loss of 
revenue to the rail lines. 

2. The lower rates necessitated, as above described, 
are subnormal and are less than reasonable and fairly 
remunerative rates for the service given. 

3. Although the rates accepted by the rail Jines and 
the water-and-rail lines are less than reasonable and fairly 
remunerative they still pay something more than the ad- 
ditional cost of the traffic. Acceptance by the carriers of 
this traffic does not result in loss to the petitioners but 
adds something to their net revenues and does ‘not add to 
but subtracts from the burden carried by the _ higier- 
rated intermediate stations. 

4. The rates to the intermediate stations as measuréd 
by the rates made to the highest-rated stat‘ons are not 
unreasonable as measured by the usual and ordinary 
standards by which the Commission may test the reason- 
ableness of rates. 


Water Transportation from New York to South Atlantic 
. Ports. 


The Clyde line has 20 vesse!s in service with a total 
freight capacity of 3,508,000 cubic feet. The service con- 
sists of four round trips per week between New York and 
Charleston and between New York and-Jacksonville; two 
round trips per week between New York and Wilmington 
and Georgetown, S. C.; two round trips between Boston 
and Charleston and Jacksonville; three round trips per 
week between Jacksonville and Palatka, Fla., and to the 
points on the St. Johns river; three round trips per week 
between Philadelphia and Norfolk. 

The Ocean Steamship Co. has four ships in New York- 
Savannah service with a combined freight capacity of 
1,308,706 cubic feet. Th‘s company has three ships in 
the service from Boston to Savannah with a combined 
freight capacity of 721,300 cubic feet. These ships make 
three round trips per week between New York and Sa- 
vannah and two round trips per week between Boston 
and Savannah. 

The Merchants & Miners Transportation Co. furn‘shes 
a service three times a week between Baltimore and 
Jacksonville; three times a week between Baltimore and 
Savannah; twice a week between Philadelphia and Sa- 
vannah; and five sailings per week between Savannah 
and Jacksonville. 


The Southern Steamship Co. operates a line of boats 
from’ Philadelphia to Charleston with a capacity per week 
of 1000 tons. The same line operates from Philadelphia 
to Jacksonville. 

The Ph'ladelphia & Gulf Steamship Co. has two sail- 
ings per month between Philadelphia, Charleston and New 
Orleans. 

The Baltimore & Carolina Steamship Co. operates 


weekly service between Baltimore and Charleston an 
Georgetown, with a weekly capacity of 1,000 tons. 

The Charlestcn Steamship Co. operates twice a wee 
between Charleston and Georgetown. 

In addition to the freight carried by the regular stean 
ship companies, large and important quantities of lo\ 
grade commodities move into and out of the south Atlant 
ports by tramp steamers and steamers belonging to lun 
ber companies moving loaded out of the south Atlanti 
ports and returning empty except for such traffic as ca 
be obtained. Considerable tonnage is handied by sail: 
vessels. Cement, coal, fertilizer materials, etc., move 
the south Atlantic ports in large quantities by these i 
regular steamships on lower rates than are afforded b 
the regular steamship lines. The service of these tram) 
steamers, lumber steamers, sailing vessels, ete., constituté 
a check upon the rates of the regular steamship lines 
compelling low rate from them, particularly as to 
classes of low-grade traffic which can be handled to a 
vantage by the irregular steamers and sailing-vesse! 
service. 

Charleston.—During the calendar year 1910, 98 pe 
cent of all the freight which moved from New York Cit 
to Charleston went by water. During the last half of t 
year 1911, of all the tonnage coming into Charleston from 
every direction, excluding the tonnage by irregular steam 
ers and schooners and excluding also commodities no! 
handled at all by water, 25.7 per cent moved via th 
steamer lines. Of the packing-house products, grain, an 
grain products received at Charleston during the same 
period, 43.2 per cent came by water. 

Savannah.—During the year 1911 Savannah handled ov: 
2.500,000 bales of cotton and, next to Galveston, Tex., 
the largest. cotton market in the world. During the sam: 
year, 404 irregular vessels, consisting of schooners, barks 
and steamships, not includ'ng any vessels of the Ocear 
Steamship Co. or of the Merchants & M‘ners Transportatio: 
Co., entered Savannah. Such of these vessels as moved 
to and from eastern ports hand'ed fertilizer materi: 
salt, cement, plaster, coal, iron and steel articles, bri 
oil, gravel, and hay from north Atlantic ports to Savanna 
and lumber and crossties from Savannah to the north 
lantic ports. The approximate amount of traffic carried 
by these irregular vessels, exclusive of foreign traffic, from 
the north Atlantic ports to Savannah was 130,172 to: 
and during the same period 50000 000 board feet of lum! 
and crossties were shipped from Savannah by these v: 
sels. These outside vessels brought into Savannah 10 %53 
tons of cement at a rate of approximately 97 cents a ton 
as compared with the rate of the regular steamship c: 
panies of $1.50. The approximate rates charged by these 
irregular vesels from north Atlantic ports to Savannah 
are: 


ee ee 


eee ene 


7 


ow . 


Per ton Per 
DC nc ncsteeertes ce $1.50 COGS. 5s picad ndtaden Feros v's $ 
WE. fe avivins trices een d<s 1,33 SEE: adhesin acuwah~euee 
Tron and steel articles... 1.79 SS ch aa te hid arn C6 pee 
CERES ere -97 


Brunswick and Jacksonville—During the calendir 
year 1911, besides the regular sailings of the Clyde | 
Brunswick had entrances of 143 steamships and 122 s 
ing vessels engaged solely in coastwise trade. Jackson\ 
is the principal city of:Florida, with a population in 
of 57,.€99. It is served by the following steamship cc 
panies: 

Clyde Line—From New York four sailings per we 
from Boston two sailings per week. 

Southern Steamship Co.—From Philadelphia, Cha! 
ton, Key West and Tampa one sailing per week. 
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Merchants & Miners Transportation Co.—From Balti- 
Savannah and Jacksonville three 
Savannah ‘to Jacksonville five 





sailings per 
sailings per 


re to 
k; from 


ek, 


a alanis 


Interoceanic Steamship Co.—Between Jacksonville and 
ilatka tl 
Jacksonville 


ree times a week. 
& Mayport line.-—Between 
nd Fulton, Fla., six times a week. 
i Independent line.—Between Jacksonville 
ve, Fla., six times a week. 
Beach & Miller line.—Between Jacksonville and Cres- 
nt, Fla., on the St. Johns river, three times a week. 
Arrivals and clearances in the 
§ i111 were 3,492 The 
mounted to 223,786,999 board feet. 


Jacksonville 


and Green 


coastwise trade for 
vessels. lumber tonnage alone 
The steamships above noted plying upon the Atlantic 
Atlantic and south Atlantic 
d carrying freight at rates far below those of the rail 
nes have the effect of depressing the rates not only be- 
themselves but between stations in eastern 
and the south Atlantic The 

lowing are representative examples of class rates made 

New York, rail and ocean, from some of these interior 

tions to the south Atlantic ports as compared with the 
all-rail rates between the same points: 


ycean between north ports 


een ports 


I coast. 


ik line territory 


—Rail and Ocean. 





From 1 2 3 { 5 6 
to Charlestcn..... ...-60 50 i 33 28 22 
iny to Savanmah............ 60 50 40) 31 25 21 
to Jackscnville...... tate 63 51 37 28 23 
alo to Charleston............ 70 60 59 ty) 30 25 
I fa'o to Savannah...... pin See 50 50 { oJ 25 
Buffalo to Jacksonville..........75 63 51 ii 0 25 
; hnstown to Charleston........ 7) 60 50 40 30 25 
: Ichnstown te Savannah......... 70 60 50 4 30 25 
§ nstown to Jacksonville....... 75 63 51 ‘0 39 25 
1 City to Charlestcn.......... 70 69 50 4/) 30 25 
City to Savannah....... Fy 60 59 10 30 25 
City to Jacksonville......... 75 63 51 40 30 25 
oO te ET SOREON... oko swe ee 70 60 50 36 28 23 
weeo to Savann7h............. 70 69 50 49 30 2 
M Jacksonv'il'e. ‘* 75 63 51 40) , 25 
t to Charlesten... .70 69 50 40) 2 
to Savannah .70 60 50 19 ) 25 
‘ to Jacksonville 76 63 51 40) } 22 
ester to Charleston... .70 60 9 af 28 2 
‘ter to Savannah..........70 69 59 10 30 ) 
ester to ‘ackscnville....... 75 63 51 40) 30 25 
racuse to Charlesten..........79 60 59 36 28 3 
racuse to Savennah......... oa 60 50 49 30 > 
racuse to Jacksonville.........75 63 51 40) 30 25 
TO. CRATIOSIOR 6 v8 cov eters 70 60 50 36 28 23 
CR CH  BRVRBRE ..g ot v0.00 eo ceen's 70 9 50 40 30 25 
ica to Jackesonville....... aren 63 51 10) 30 25 
eling to Charlesten.......... 70 69 50 10) 30 25 
celine to Savennvh..... ve eee 69 59 40 30 25 
eling to Jacksenville........75 63 51 40) 30 25 
—All Rail 
From— 1 2 3 4 5 6 
nv to Charlesten......... 86 72 59 44 36 31% 
anv fo Savennah.......... £6 72 5S 44 42 33 
anv to Jackeconville....... 108 8914 71% 2% 4° 36% 
ffalo to Cherlecton......... 95 80 75 70 58 16 
Prin to Savanneoh.......... 95 89 75 70 5 16 
iffaln to Jaeckescnvitle........ 95 80 15 70 5S 46 
rnstown to Chorlesten..... 95 £0 75 70 58 46 
rstown to Savannah...... 95 80 75 79 58 16 
rstown to Jackeorville.... 95 80 75 70 58 46 
(tv to Charlesten........ 95 80 75 79 58 46 
©il City to Savannah......... 95 89 75 7 58 46 
City to Jackscnville....... 95 80 75 70 58 46; 
wero to Charleston......... £6 72 59 44 36 31% 
wero to Savannah.......... 86 72 56 44 42 33 
sweeo to Jactsonville....... 198 89% 71% 62% 42 36% 
ttshureh to Charleston...... 95 80 75 70 ~3=6 58 46 
ttshureh to Savannah...... 95 0 75 70 58 46 
ttshureh to Jarcksonwille.... 95 &0 75 70 58 46 
‘hester to Charlectcn...... 86 72 59 44 36 31% 
hester to Savannoh....... RG 72 AR 44 42 = 
hester to Tackecory'lle..... 198 89144 711%, 52% 42 26% 
acuse to Charleston........ 86 72 9 44 36 21144 
raevse to Savarnwh......... £6 72 58 44 42 32 
raevee to Tacksenville..... 108 89% 71% 82% 42 361 
tfea to Charlesten........... RG 7? - a 44 6 26 31% 
Se 86 72 As 44 42 23 
itica to Inckeervitle.......-. 19 =—- 89H TI 2H 42 BAG 
nee ee ee to Charleston....... 95 80 75 70 58 46 
‘heel'ne to Savannah........ 5 £0 75 7 58 46 
Wheeling to Jacksonville..... 95 80 75 70 58 46 


The testimony shows also many rates published from 
points in central freight association territory to the south 
\tlantie ports via rail to New York and thence by ocean 
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to the south Atlantic ports, which are materially less 
than the rates offered by the rail carriers. Below are 
shown representative examples of class rates via New 
York and ocean from some of these points as compared 
with the rates made by the rail lines operating through 
the Ohio-river crossings: 


Savannah, Brunswick, and 


Jacksonville from— 1 2 3 4 5 6 
Albion, Mich: 

Via rail and ocean...... 108 93% 74% 55 4344 354 

Lc a. SE ee. 135 114 100 80 65% 52% 
Ashtabula, Ohio: . 

Via rail and ocean...... 82 69 52 40 30 25 

Wee We Sivas s coecase cet 130% 111 924%, 74 61 . 48 
Chicago, IIl.: 

Via rail and ocean...... 1J2 97 77 57 45 37 
Wee We. SO anc ebesws ou 139 110 97 82 68 54 
Detroit, Mich.: - 

Via rail and ocean...... 951% 82% 66 49% 58% 31% 

Ls Se. | eee, Berns 131% 111% 93 74% 61% 48% 
Grand Rapids, Mich: 

Via rail and ocean..... 109 94% 75 55% 44 36 

Vis: 00) we, es. woo ss Ges 138 116% 102 80% 67 53 


tates are published via rail and ocean through New 
York to all south Atlantic ports from nearly every im- 
portant point in central freight association territory which 
are materially lower than the all-rail rates applicable 
upon like traffic. Among other representative points from 
which such rates are published are Benton Harbor, Mich., 
Dayton, Ohio, Fort Wayne, Ind., Jackson, Mich., Peoria, 
Ill., South Bend, Ind., Springfield, Ohio and Toledo, Ohio. 
These rates are forced by the water lines from New York. 
They publish their rates from New York and absorb the 
rail rates to New York against the wishes of the rail 
While the testimony does not indicate the exact 
amount of freight moving from New York to the south 
Atlantic ports by water as compared with the amount 
moving by rail, it at the same time strongly indicates that 
the bulk of the tonnage coming from north Atlantic coast 
cities to the south Atlantic ports comes by water at rates 
materially lower than the rates of the all-ra‘l lines and 
the water-and-rail lines through Norfolk. It is clear that 
the rates from New York City to the south Atlantic ports 
are strongly influenced by water competition on the At- 
lantic Ocean and that any substantial increase in the all- 
rail rates or the water-and-rail rates would result in loss 
of tonnage and a consequent loss of revenue to the peti- 
tioners herein. 


2. Are the rates from New York City to the south 
Atlantic ports, all rail and water and rai] through Nor- 
folk, less than reasonable rates for the service give a? 

Below are given the all-rai] and the water-a:@scail 
rates from New York to the four ports named and fepre- 
sentative examples of rates from New York to other im- 
portant bas‘ng points in southeastern territory made over 
like distances: 
New York, N. Y., to— 


Charleston: 


lines. 


Miles. 1 2 3 4 5 6 


RHE, Gee 6 cinco d 3% 739 84 79 59 2 35 3014 

Water and rail.... 552 72 60 50 35 29 25 
Savannah: 

ee, CRs ko ceawteos 845 84 70 58 43 41 32 

Water and rail.... 667 72 60 50 35 29 25 
Brunswick: 

ek ins 4 +b de 9°2 87 73 59 59 41 32 

Water and rail.... 767 75 63 53 37 31 27 
Jacksonville: 

oS ere 982 106 87% 71% 51% 41 35% 

Water and rail.... 817 75 63 3 37 3 27 


Chatt?ncora: 
. FO aes 846 105 93 83 68 56 44 
Water and rail.... 846 105 93 83 68 56 44 
Atlanta: 
Pe. Cicchs <kagnie 876 117 103 92 76 62 49 
Water and rail.... 776 195 93 83 68 56 44 
Monterrrerv: 
3 SPSS 1,051 129 1°5 93 77 €3 50 
Water and rail.... 951 108 95 84 69 57 45 
Birm‘ngham: 
ke, Se 1,044 126 
Water and rail.... 944 114 98 
Athens, Ga.: 
om oS 851 117 103 92 7 63 50 
Water and rail.... 751 105 93 83 68 56 44 


108 95 81 66 54 
. 86 7 60 49 


. 
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The four points, Chattanooga, Atlanta, Montgomery 
and Birmingham, rates to which have been chosen for the 
purpose of comparison, are large and important railroad 
and distributing centers. The rates made to these points 
are materially less than the rates made to intermediate 
stations. Exhibit 117, filed at the Washington hearing, 
with reference to these applications, showed 800 different 
rates in southeastern territory made from some of the 
principal cities which distribute therein, including Cinc‘n- 
nati, Louisville, New Orleans, Memphis, Chattanooga, Sa- 
vannah and Birmingham. The rates shown in this exhibit 
have been tested by comparisons with the rates shown in 
the tariffs on file with the Commission and have been 
found to be in substantial accord therewith. They are 
in nearly every instance rates made to non-compet'tive 
points, although in some instances the rates to these points 
may have been influenced by their contiguity to com- 
petitive points. For the purpose of instituting comparisons 
with rates that are the subject of consideration in this 
report, a table has been compiled showing the average 
rates on the first 13 classes as shown by this exhibit for 
distances from 300 to 750 miles. Examination of these 
rates and the routes over which they were made disclosed 
a higher average of rates when made over two or more 
line than when made over a one-line haul. The following 
table shows the average rates as found from the rates 
given in the exhibit referred to for distances from 300 to 
750 miles made over a one-line haul and when made over 
a haul of two or more lines: 


Distance 1 2 3 4 5 6 

300 miles: 

I MS ah ed cw ete ag was 96 84 69 63 51 45 
Twa or more lines.......... 106 92 79 66 56 47 

350 miles: 

OO Ee 193 R9 73 €9 55 47 
Tw or more lines.......... 110 95 84 69 58 48 

400 miles: 

RASS Sh epee ee 119 95 77 69 58 49 
Two or more lines......... 112 98 87 72 60 49 

450 miles: 

Gh TRG hst 6.09 bdo she vce ewes 115 98 £0 69 59 51 
Two or more lines.. .... ..114 100 89 74 62 50 

500 miles: 

CE SDC aNs Cid Se Kee R eee 146 99 83 70 60 hl 
Two. or more lines.......... 120 104 92 76 64 52 

550 miles: ' 

SEU SEENON tb vito need c Gann eed 1'7 100 85 72 61 53 
T~-. or more lines.......... 128 112 99 83 69 56 

600 miles: e 
CGR es de ote eaten ndes s 118 32 R65 74 6% A 
To or more lines.......... 131 114 101 85 70 58 
m'les- 

el fae tare So SPP ee ey 12% «196 Rg 78 66 56 
T-. or more lines.......... 137 118 106 90 74 60 
miles: 

a One I ee ee eee 1°8 110 94 R2 70 59 
Tm or more lines.........-- 142 126 113 94 80 66 
milec: 

~ oe EOD 6 as 1224194 ag 86 7% 82 
Two or more lines.......... 147 130 138 98 84 69 

Distance. A B S D E H F 
miles: oe e 

5 Orne UNG... 00ccisccees 28 aR a1 25 4a 5 a 
Tn. or more lines... .40 44 30 26 52 56 55 
miles: - 

or ee ee eee 49 41 2% 26 BA BR ne 
Two or more lines....39 44 32 27 52 59 57 

400 miles 5 = ee 
Ce WAGs is. nists oes 4 we S82 2 
To. or more lines... .39 44 32 27 54 60 7 
mi . 

- fan ten edad ei ebet ee eke 41 44 a4 28 A? #4 en 
Te. or more lines....39 44 33 27 55 62 6 

A milee- 

i Ce Wiss ac cera pecs s ies 41 45 R4 29 F% £2 2 
Tn. or more lines....40 46 34 29 56 64 60 

550 miles: 

Pe CO nce snasses sae 4% 4& 2h an F4 eA et 
TT. or more lines....43 48 37 31 61 69 64 

600 wesc: 
tay POP Pee 44 47 26 2n RG a4 F4 
T-. or more lines....44 49 38 32 62 71 66 

650 m'lec- 

a ee. OP er ee 45 49 27 22 RO wd RS 
To. or more lines....47 51 40 33 66 74 68 

700 miles: 

Se Re oe 47 1 28 33 63 €9 79 
Two or more lines... .50 53 43 35 65 77 71 

750 miles: 

OS rae ee 49 54 39 24 70 73 73 


Two or more lines..... 53 56 45 36 74 80 73 
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It is evident from an inspection of this table, thai 
the all-rail rates made from New York to Charleston, Sa- 
vannah and Brunswick are less than the average rates 
shown in this table for a distance of 300 miles over a one- 
line haul, and the rates made to Jacksonville are less 
than the average rates appearing in this table for a dis. 
tance of 300 miles over a two-line haul. It is evident 
also that the rates to the south Atlantic ports are fa: 
below the level of the rates made to Chattanooga, Athens 
Birmingham, Atlanta and Montgomery, the rates to which 
points are regarded as strongly competitive. The rates 
to the south Atlantic ports are not lower than the rates 
for like distances in trunk line territory. The testimony) 
shows, however, a marked difference between the trans- 
portation conditions on the lines engaging in this traffic 
south of the Ohio river and the great trunk lines operat- 
ing in an easterly and westerly direction north of th: 
Ohio river. The traffic density of the Atlantic Coast 
Line, the Seaboard Air Line, or the Southern Railway 
can not be fairly compared with the traffic density of the 
eastern trunk lines. The conclusion is warranted that as 
judged by the standard of comparison with other rates 
made to either competitive or non-competitive points in 
southeastern territory, the rates made from New York to 
the south Atlantic ports are subnormal and are brought 
about by an active, forceful competition that prevents se- 
curing the traffic at higher rates. 

3. Are the rates made from New York City to south 
Atlantic ports less than sufficient to pay the additional 
cost of movement, and does the acceptance of such freight 
on the part of the all-rail lines or the water-and-rail lines 
through Norfolk add anything to the net revenues of the 
carriers, or does the acceptance of such freight increase 
the tax upon the other traffic? 


The lowest water-and-rai] rate on any of the six 
classes made to any of the ports named is the 25-cent 
rate on sixth class, water and rail, to Charleston and 
Savannah. The lowest rate on any numbered class to 
Jacksonville is 27 cents, water and rail. The lowest rate 
made on any numbered class, all rail, to any of these 
ports is 30.5 cents on the sixth class to Charlestun. The 
sixth-class rate of 25 cents made, water and rail, from 
New York to Charleston or Savannah, applied over the 
longest route here considered, that of the Southern Rail 
way to Savannah, affords a revenue of 6.5 mills per ton- 
mile. The all-rai] rate of 30.5 cents per 100 pounds to 
Charleston, applied over the longest route here considered, 
affords a revenue of 7.2 mills per ton-mile. ‘The lowest 
commodity rate shown, water and rail, through Norfolk 
from New York City to Charleston and Savannah, is that 
on iron and steel articles of 20 cents per 100 pounds 
This affords a revenue of 5.2 mills per ton-mile. Th: 
lowest all-rail commodity rate shown to Charleston is that 
on iron and steel articles of 25 cents per 100 pounds, 
which yields a revenue of 5.9 mills per ton-mile. 

There is little testimony in this record that indicates 
the actual average cost of handling freight over thes: 
lines. From an examination of the reports of the ca! 
riers made to the Commission for the fiscal year endin: 
June 30, 1912, it is found that the average load per ca 
for that year of the Atlantic Coast Line, the Seaboar 
Air Line and the Southern Railway was 14.07 tons, the tota 
car-miles of the three systems 525,837,008, the total freigh 
revenue $79 394,400.24, and the average revenue p°! 
freight-car mile 15.1 cents. The average ratio of operat 
ing expenses to operating revenue on these three system 
was 67.51 per cent. Assuming that the ratio of operatin: 
expenses to operating revenue was the same for th: 
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reight business as for the passenger business, the average 

perating expense per car-mile must have been 10.19 cents. 
The total operating expenses of the three systems were 
$82,517,806.15. The total expenses which are summarized 
in the reports under the head of “Transportation expenses 
and traffic expenses’ were $44,194,695.02. These traffic 
and transportation expenses were 53.68 per cent of the 
total expenses. The average traffic and transportation 
expense per car-mile on these three systems would be 5.47 
cents. 

These traffic and transportation expenses include the 
ost of superintendence, outside agencies, advertising, traf- 
fic associations, industrial and immigration bureaus, sta- 
tionery and pr:nting, dispatching trains, station employees, 
station supplies and other station expenses, yardmasters 
ind their clerks, yard conductors and brakemen, yard 
switching and signal tenders, yard supplies and other 
yard expenses, fuel, water, lubricants and other supplies 
for yard and road locomotives, road enginemen, road 
trainmen, tra'n supplies and other train expenses, opera- 
tion of interlockers and block and other signals, opera- 
tion of telegraph and telephone service, loss and damage 
to freight and baggage, damage to property and stock on 
right of way, injuries to persons, and many other items, 
including practically all of the expenses that must be 
incurred in the actual handling of freight. 

While it is not demonstrated what the actual out- 
of-pocket costs are, brought about by the acceptance of 
this long-distance low grade freight, it is, however, rea- 
sonably certain that they can not exceed the total costs 
as represented in these traffic and transportation expenses. 
This long-distance low-grade traffic of the character of 
cement, brick, coal, fertilizer, iron articles, lumber, etc., 
moves under relatively high carload minimums, varying 
from 30,000 to 50,000 pounds, per car. 

From the tariffs examined it may fairly be concluded 
that this freight moving at low rates moves under an 
average carload minimum of not far from 40,000 pounds. 
If the actual expense be included within the traffic and 
transportation expenses and amount to 5.47 cents per 
carload per mile, the freight carried in an average car 
of 20 tons of freight could be handled with an out-of- 
pocket cost of not exceeding 2.73 mills per ton-mile. 


An examination of the tariffs and rates submitted in 
connection with this case discloses no rates that pay less 
than 3 mills per ton-mile, and the testimony of the peti- 
tioners is to the effect that any freight paying less than 
3 mills per ton-mile is looked upon by them as perhaps 
paying less than the actual out-of-pocket costs. 

It may fairly be concluded from the testimony that 
there is none of these rates for long-distance traffic which 
pays less than the additional cost of handling and their 
acceptance by the railways results in some net revenue 
and does not result in an increased burden upon traffic 
to and from intermediate points. 

4. Are the rates to intermediate points reasonable 
and fair rates for the service performed as judged by the 
usual standards by which such rates should be tested? 

The highest-rated points on the Southern Railway on 
the routes selected are Ridgeway, S. C., on the route to 
Charleston; Yenome, S. C., on the route to Savannah; 
and Blackshear, Ga., on the route to Jacksonville, 

The highest-rated points on the Atlantic Coast Line 
are Green Pond, S. C., Hoboken, Ga., and Blackshear, Ga. 

The highest-rated points on the Seaboard Air Line are 
Swansea, S. C., and Woodbine, Ga. Below are given the 


THE TRAFFIC WORLD 





953 


distances and rates, all rail and water and rail, to each 
of these maximum-rate points, together with the rates 
and distances to other non-competitive points in south- 
eastern territory. 


New York, N. Y., to— Miles. 1 2 3 4 5 6 
Ridgeway, S. C.: 

Water and rail......591 107 94 83 66 56 44% 

ae a a 6.46.0 bans oH OR 091 119 104 92 74 62 49% 
Yenome, $8. C.: 

SE dln seh eniie 783 120 386111 92 75 60 51% 

Water and rail..... 633 lus 108 83 67 54 40% 
Blackshear, Ga.: fo 

BE le wins ba anno kee 957 122 108 91 76 60 49 

Water and rail..... 857 110 98 83 68 54 44 
Green Pond, 8S. C.: 

cS gh Seer 785 127 106 90 71 58 48% 

Water and rail.....598 107 90 81 67 53 45% 
Hoboken, Ga,: 

i | By aR ee ae 965 117 101 86 67 54 45 

Water and rail...... 778 105 91 77 59 48 40 
Blackshear, Ga.: 

Pie. Re ere ee 941 122 108 91 76 60 49 

Water and rail..... 751 110 98 82 68 54 44 
Swansea, ©. C.: 

ea kay 6 bo ect 724 137 §=6118 102 84 68 56 

Water and rail..... 559 125 108 93 76 2 51 
Woodbine, Ga.: 

Me: PAs 600s iieckdnne a 933 131 113 94 73 61 51% 

Water and rail..... 768 119 103 85 65 55 46% 
Gaffney, S. C.: 

BE DO. ch nts FO% 663 119 111 92 75 62 56 
Chester, S. C.: 

Be MOR sc 5.0cse0 che apia® 675 115 102 83 73 60 48 
Clifton, S. C.: 

De” GAs 06 66th Sea 676 126 108 95 81 66 54 
Woodford, 8S. C.: 

Be WE codec ce iewe~s 729 137 118 102 84 67 55 
Carlisle, S. C.: 

BE GOR, ccd cccevsss 711 126 = 108 95 81 66 54 


The rates to the maximum-rate points siown above 
are in all instances made over a haul of two or more 
lines. They may, therefore, be fairly compared with the 
average rates for two-line hauls computed from exhibit 
No. 117 for like distances. It will be seen that in every 
instance the rates to these maximum-rate points are from 
5 to 15 per cent less than the average rates for like 
distances to non-competitive points as shown from the 
above-mentioned exhibit. While it is not beyond the power 
of the Commission to investigate and determine the rea- 
sonableness of the rates to each intermediate point, for 
the present it is not deemed advisable that the great length 
of time which would be necessary for that purpose should 
be taken before dealing with the general question that 
is before us. We will not, therefore, delay the disposition 
of the general question for this purpose, but any injustice 
that may result from individual instances of excessive 
rates. to particular points will, upon complaint and in- 
vestigation, be dealt with and corrected as occasion may 
hereafter arise. The Commission will confine itself in 
the disposal of these cases to an examination of the rates 
to the maximum-rate points to ascertain whether or not 
such rates, as judged by the standards of comparison with 
other rates made for like distances under circumstances 
fairly similar in character, appear to be excessive or un- 
reasonable. The rates to the maximum rate points on the 
lines above described do not appear to be unreasonable in 
amount nor out of line with rates made to contiguous 
‘points in the same territory. 

In view of all the facts appearing as herein set forth 
these petitioners will be permitted, until it may be other- 
wise ordered upon future investigation in particular cases, 
to continue to charge rates to intermediate points from 
New York and eastern points in excess of the rates to the 
south Atlantic ports, to the extent now existent as pro- 
vided in their tar:ffs, but may not increase the disparity 
beyond that now in effect and may not establish dis- 
criminations of this character in respect to points other 
than those now provided in their tariffs except upon ap- 
plication to the Commission as by law required. 
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SUB-DIVISION B. 


Rates from New York to New Orleans, Mobile and 
Pensacola. 


Some of the routes described in this sub-division of 
this report are via certain south Atlantic ports. The 
testimony shows that the distance from New York City 
to Charleston, Savannah, or Brunswick by water is as- 
sumed by the carriers for the purpose of effecting divisions 
of rates to be the equivalent of 250 miles of rai] haul. For 
the purposes of this report, this assumption will be fol- 
lowed and the constructive mileage to any given point 
from New York will be computed by adding 250 miles 
to the rail distance from the south Atlantic port to each 
destination. 

Route, all rail: Pennsylvania Railroad to Potomac 
yard; Southern Railway to Atlanta; Atlanta & West 
Point Railroad and Western Railway of Alabama to Mont- 
gomery; Louisville & Nashville Railroad to New Orleans, 
Mobile and Pensacola. Distances: To New Orleans, 1,369 
miles; to Mobile, 1,230 miles; to Pensacola, 1,214 miles. 

Water-and-rail route through Norfolk: Old Dominion 
Steamship Co. New York to Norfolk; Southern Railway to 
Atlanta; Atlanta & West Point Railroad and Western 
Railway of Alabama to Montgomery; Louisville & Nash- 
ville Railroad to New Orleans, Mobile and Pensacola. 
Distances: To New Orleans, 1,269 constructive miles; 
to Mobile, 1,130 constructive miles; to Pensacola, 1,114 
constructive miles. 

Water-and-rail route through Savannah: Ocean Steam- 
ship Co. of Savannah to Savannah; Central of Georgia 
Railway to Montgomery; Louisville & Nashville Railroad 
to New Orleans, Mobile and Pensacola. Distances: To 
New Orleans, 954 constructive miles; to Mobile, 815 con- 
structive miles; to Pensacola, 799 constructive miles. 

There are no regular water carriers operating between 
New York City and Pensacola at the present time. Freight 
is brought to Mobile by boat and shipped thence to Pen- 
sacola over the Louisville & Nashville Railroad at rates 
which are lower than the all-water rates to Mobile. Be- 
low are given the rates from New York on the first six 
classes to the three ports named: 


New York, N. Y., to— 1 2 3 4 5 6 
New Orleans: 

ns) SE Sah, vo wedi ats Cees bs 118 98 78 61 50 44 

wre OG BOR... niceties 95 80 65 50 43 36 

St RO u's Cb Ckb bo 06Ees oe 6% 70 60 50 40 35 30 
Mobile: 

PS MR er eee 133 103 $2 65 53 A7 

Weta? Mee reall. .... ciccsce.e 100 85 69 * 54 46 39 

Se RS re a ee +» 75 65 54 44 38 33 
Pensacola: 

All rail official classificaticn.123 103 82 65 53 47 


Water and rail via Norfolk 

J. Rg eee 75 65 55 45 40 3; 

Water and rail via Mobile.. 70 60 50 40 35 30 

The all-rail rates to New Orleans are exceeded at Ju- 
neau, 5 miles south of Charlotte, N. C., and 613 miles from 
New York. 

The water-and-rail rates to New Orleans are exceeded 
at High Point, N. C., 268 miles from Norfolk. The rates 
increase with distance up to Clifton, S. C., a point 200 
miles north of Atlanta. The rates to Clifton are: 


BD . FORD. 0 cs wes ces 126 108 95 81 66 54 
Water and rail..114 98 86 73 60 49 


The rates named to Clifton are blanketed to all stations 
between Clifton and Atlanta, Ga., with the exception of 
stations Gainesville and New Holland, Ga. To these sta- 
tions the Atlanta rates are applied, namely: 


mae : ERs bs 66 Eee 117 103 92 76 62 49 
Water and rail. .105 93 83 68 56 44 


The route between Atlanta and Motgomery furnished by 
the Atlanta & West Point Railroad and the Western Rail- 


) 
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way of Alabama is known as the West Point route ad 
will be referred to hereafter in this’ report by this nan 
On the route from Atlanta to Montgomery the rates 
crease with distance to McCollum, Ga. The rates to t! 
station are: 


Me Ss a ds eek cue 141 124 111 93 76 60 
Water and rail..129 114 102 85 70 55 


A slight depression occurs in the rates at Newnan, G 
due to meeting at this point the competition of the C 
tral of Georgia Railway. The rates to Newnan are: 


3) Bo See 121 107 89 73 59 

Water and rail..125 111 98 §1 67 d4 
The next three stations, McBride, Moreland and 
Charles, take rates of— 

AR: 20s Ss i05ei IB 123 110 92 75 60 

Water and rail..127 113 101 84 69 55 


South of St. Charles the rates decrease with distance 
La Grange is approached. The rates to La Grange 
the same as the rates to Atlanta, heretofore named. ‘1 
next high-rate point is Gabbettville, Ga., with rates 


De is cin ares 132 116 193 
Water and rail..120 106 94 


Another depression occurs in the rates at West Poi 
Ga., with rates— 


70 56 


7 64 51 


“1s 


ee Se Sk xn oie 120 105 93 77 63 50 
Water and rail..108 95 S4 69 57 45 
The next high-rate point is Cusseta, Ala., with rates— 
Be Ws. its cei 142 125 111 93 77 61 
Water and rail..130 115 102 85 71 56 


The next depression in the rates occurs at Opelika, A! 
to which point the same rates are made as to West Poi 
above described. South of Opelika the rates increase wit 
distance to Franklin, Ala., the maximum-rate point 
the West Point route. The rates to Franklin are: 


BE. WOR isis <b 155 137 121 99 82 66 
Water and rail..143 127 112 91 76 61 


Franklin, Ala., is 141 miles from Atlanta, 1,017 miles 
rail and 917 miles. water and rail from New York. Sout 
of Franklin the rates decrease as Montgomery is 
proached, being made by combinations on Montgomer) 
The rates to Montgomery are the same as have been given 
as applicable to West Point and Opelika. Below are gi\ 
the first-class rates water and rail to al] stations fr: 
Atlanta to Montgomery over the West Point route. T! 
all-rail rate may be found by adding 12 cents to the wat: 
and-rail rate here given. 


tate R 1 
ES céh<spbetecews sae 8 OE er ee: DG sno ciwkk kas ds. $1 
aD: PRE sche Kodtae i 0% L.Si  COROORR EE weds igiecd-cwwe sss l 
| eS ES ery Si ee eee See oe 
DRO: 5s 264 5 4 FTE cus ce Dish | MND ald 0b: :4'0.0% Saxdicck's « 
INE hoo Sears whet a uses i ee rr ree 
EE. crags ys eWetesee pr 
SO Ss date 02s Gad sé dees 1.25 Franklin nl ae Sete, | 
DE cv caciv ve cre ees deus Diane NE © goin w bp'nctideees ce 
SRW at ses ca ddsbanbes De’ WOO tions kinds cyte vs weee 
UD bho 6p b 04a + Dh bd ees 1.23 Mount Meigs............. 
Fe as spc s> nals ow 1.05 Montgomery ............ 
Gabbettville ..........++.+. 1.20 


The very irregular relation of these rates is see! 
from-an examination of the first-class rates above show 
The three marked depressions in these rates are to |! 
found at La Grange, West Point and Opelika. The d 
pressions in the rates at La Grange and at West Poi 
are due to meeting at these points the competition 
the Atlanta, Birmingham & Atlantic Railroad. The las 
named railroad does not itself reach West Point, but h 
a connection from Standing Rock with West Point ov: 
the Chattahoochee Valley Railway, and with this conne. 
tion forms the short line from Brunswick to West Poin 
At Opelika the West Point route intersects the Centr: 
of Georgia Railway, which furnishes a route from §S 
vannah to Opelika, 319 miles in length. 
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On the route of the Louisville & Nashville Railroad 
from Montgomery to the Gulf ports named, water-and-rail 
rates increase with distance up to Fort Deposit, Ala. The 
water-and-rail rates to this point are: 


135 117 101 86 75 62 


The all-rail rates increase with distance up to Evergreen, 
Ala. To this point the fo.lowing all-rail rates apply: 


171 149 132 Iii 94 79 


Evergreen is the high-rate point on the all-rail route to 
the Gulf ports. It is 81 miles south of Montgomery, 1,132 
miles from New York. Up to Fort Deposit, Ala., the all- 
rail rates exceed the water-and-rail rates through Norfolk 
or through south Atlantic ports by the same differentials 
is have been before noted as applicable in the Carolinas 
and in Georgia. From Fort Deposit and south the all-rail 
rates bear no fixed relation to the water-and-rail rates, 
but exceed the water-and-rail rates in some instances by 
as much as 48 cents on first class. South of Fort Deposit 
the water-and-rail rates decrease with distance as Mobile 
ind Pensacola are approached. Higher rates are charged 
to stations between Mobile and New Orleans and to sta- 
tions between Mobile and Pensacola than the rates ap- 
plicable to these points. 

On the route of the Central of Georgia Railway from 
Savannah to Montgomery the rates increase with distance 
up to Toomsboro, Ga., 155 miles from Savannah. The 
passes through Macon, a low-rate point, through 
Byron, a high-rate point, through Fort Valley, Ga., another 
depressed-rate point, through stations between Fort Val- 
ley and Columbus, to which blanket rates apply, and 
through Columbus, a low-rate point. West of Columbus 
the rates increase with distance to Nuckols, Ala. The 
rates to Nuckols are: 


route 


130 36111 98 83 69 56 

rhese rates are applied as blanket rates to all stations 
west of Nuckols up to the first station immediately ewst 
of Montgomery, where the combination on Montgomery 
makes lower rates. South of Montgomery on the route 
of the Louisville & Nashville Ra‘tlroad the same rates are 
applied via the route through Savannah as have been here- 
tofore described in connection with the route through 
Norfolk. 


The Defense. 


The defense of the carriers for making lower rates 
water and rail through Norfolk and the south Atlantic 
ports or all rail via Potomac yards to Mobile, New Or- 
leans and Pensacola than are concurrently applicable: on 
like traffic to intermediate points rests upon the grounds: 


1. That the rates made from New York to Mobile 
ind New Orleans are necessitated by the water competi- 
tion existing between these points; that the potential 
water competition existing between New York and Pen- 
sacola, the contiguity of Mobile to Pensacola, and the water 
competition, existing and potential, between Mobile and 
‘ensacola necessitate at that point rates from New York 
ubstantially the same as the rates to Mobile. 

2. That these rates necessitated as above described 
ire subnormal. 

3. That although subnormal they yield some revenue 
n excess of the actual cost of handling, and their ac- 
eptance by the carriers adds something to their net 
evenues. 

4. That the rates to intermediate stations are not 
inreasonable. 
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The Service by Water. 


The Morgan line operates two boats per week each 
way between New York and New Orleans and the Phila- 
delphia & Gulf Steamship Co. one boat per week between 
Phiiadeiph‘a and New Orleans. The Mallory Steamship 
Co. operates one boat per week each way between New 
York and Mobile. The testimony indicates that the Mor- 
gan line handlcs the bulk of the tonnage trom eastern sea- 
board territory to New Orleans with the excepizon of 
such articles as can not be handled by boat and a few 
articles that require exceptional dispatch. For the first 
11 months of the calendar year 1911 the movement into 
New Orleans via the the Morgan line from Atlantic Sea- 
board territory aggregated 246,000 tons and during the 
same period its northbound tonnage was 201,000 tons. The 
tonnage of the Mallory line into Mobile for the months 
of January and February, 1912, from ea«stern seaboard 
territory was approximately 2,088 tons, while the de- 
liveries of the Southern kailway and the Mobile & Ohio 
Railroad during the same period were 327 tons from the 
same territory. and the deiiveries of the Louisville & Nash- 
vilie Railroad were 250 tons. The following are repre- 
sentative examples of commodity rates made by these 
steamsh‘p companies from New York to Mobile and New 
Orleans, together with the water-and-rail rates applicable 
on the same commodities. 

All Water. 


Water and Rail. 

. New New 
Mobile. Oricans. Mobile. Orleans. 
ois 35 3d 


Bags and bagging, c. 1 
CALMOG GOwus, G. Tisewsccccccsnccet é1 
Ircn ana sieei articies, c, 1 27 
lron and steel articies, L c. l.. 2 
Molasses ana syrup 25 
Oil, lubricating, c. 25 
a ee re Se 27 


The rates from the eastern seaboard via New Or- 
leans to points in Mississippi and Louisiana south of 
the line from Vicksburg through Jackson and Meridian 
are lower than the rail-and-water rates made through 
Norfolk or svuth Atlantic ports by the following dif- 
ferentials: 

18 14 1l 8 6 4 


on classes 1 to 6, respectively. These differentials 
stated above are the lowest differentials existing between 
water-and-rail rates via New Orleans and the water-and- 
rail rates through the south Atlantic ports. The differ- 
entials increase with proximity to the Gulf until they 
become at New Orleans the difference between the all- 
water rates and the water-and-rail rates through. the 
south Atlantic ports. To all territory in Alabama aud 
Mississippi east of Meridian and south of the line of 
the Southern Railway and Western Railway of Alabama 
running from Meridian to Montgomery and west of the 
Louisville & Nashville Railroad’ from Montgomery to 
Pensacola rates are made through Mobile which are the 
following differentials less than the rates made through 
the south Atlantic ports: 


12 10 9 7 4 3 


These differentials.increase with proximity to Gulf 
until] they become at Mobile the difference between the 
water-and-rai] rates made to that point and the all-water 
rates of the Mallory line. These differentials in favor 
of the routes through Mobile and through New Orleans 
have the effect of throwing to the water lines a very 
large percentage of the traffic from Atlantic seaboard 
territory to the southern portion of Alabama and Missis- 
sippi. The Morgan line publishes through rates to New 
Orleans. (rail or water to New York and Morgan line 
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thence) from all points in New England states, New 
York, New Jersey, Pennsylvania, Delaware, Maryland, 
some points in West Virginia, and in Virginia as far 
south as Danville. The rates are governed by the Official 
Classification and do not include marine insurance, but 
the insurance cost is only 15 cents for each $100 valua- 
tion, which adds but little to the rates. From Boston 
the all-rail and rail-and-water rates are the same as 
from New York, while the Morgan line rates are the fol- 
lowing differentials higher than the Morgan line rates 
from New York: 


2 1 1 1 0 1 


From Buffalo and Pittsburgh, from which there are no 
rail-and-water rates via the Southern lines, the published 
all-rail rates, compared with the rates via New York, 
and ocean are: 


EE Fy re 116 95 79 61 49 43 
New York and ocean... 98 81 68 53 43 39 


From Norfolk, Richmond and contiguous points the 
published rates of the Morgan line and the all-rail rates 
to New Orleans are as follows: 


Morgan line...... 80 68 56 43 38 32 


Bn: WG SS ancide - 95 80 65 50 43 36 


Below are shown some representative eastern and in- 
terior eastern points, with the class rates applicable 
therefrom to New Orleans, all rail, rail-and-water, and 
by the Morgan line: 


New Orleans from— l 2 3 4 5 6 

Philadelphia, Pa.: 

St ic +d bak aeeb o 6tw ha bne es 112 92 76 59 48 42 

Rail and water.............. 95 80 65 50 43 36 

PE MD. cegc cossecé oes 70 60 50 40 35 30 
Portland, Me.: 

Ce MEG ew wade ce nesweseew cues 118 98 78 61 50 44 

PEE GRE. WORKER. 0.6 ccs ceceess 95 80 65 50 43 36 

WEGPOAT TMG... oc ccc cccccsecss 78 68 58 47 41 35 
Baltimore, Md.: : i c 

RG res orrer st 110 90 75 58 47 41 

Rail and water.............. 95 80 65 50 43 36 

Morgan line.........--.+++:- 80 70 58 8 38 32 
Albany, N. Y.: 7 4, 

BE Grinds wi veo wate secures us 110 90 75 58 47 41 

Rail and water............:+- 95 80 65 50 43 36 

Morgan UNe.......sccccssees 85 73 61 48 39 32 
Scranton, Pa.: 2 4 
a cisveteed dhhesesha ee 112 92 76 59 48 : 

Rail and water.....+...+-++.- 95 80 65 50 43 36 

Morgan line..........+ses0- 92 76 64 50 41 35 


Mobile. The Mallory Steamship Co. operates its steam- 
ships regularly between New York and Mobile. This 
line publishes an all-water tariff, not filed with the Com- 
mission, in connection with 39 steamship companies operat- 
ing from Atlantic seaboard ports and river landings reach- 
ing as far south as Washington, D. C., Alexandria, Norfolk, 
and Richmond, Va., and reaching points in the interior of 
New England and New York. The Mallory line also pro- 
tects and applies the same basis of rates to Mobile from 
the interior territory throughout New England, New York, 
New Jersey, Pennsylvania, Virgina, and West Virginia as 
does the Morgan line to New Orieans. These rates are sub- 
stantially lower than are afforded by the all-rail lines or 
the water-and-rai] lines through Norfolk. The Mallory line 
carries a very large number of commodity rates lower than 
the class rates to Mobile, not only from New York City, 
but from the entire north Atlantic coast, including many 
mterior eastern points. 

Pensacola. There is no regular water service between 
New York and Pensacola and there is little testimony in 
the record concerning freight moving by water from the 
north Atlantic coast to Pensacola. The testimony indi- 
cates that only three schooners entered the port of Pen- 
sacola during the year 1911 bringing freight from the 
north Atlantic ports. The total tonnage brought to Pensa- 
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cola by water during that year was 1,948 tons from the 
Atlantic seaboard territory. The lower scale of rates 
made to Pensacola from Atlantic seaboard territory has 
undoubtedly been brought about by the desire of the Louis. 
ville & Nashville Railroad Co. to make and keep the rates 
thereto upon a substantial parity with the rates made to 
New Orleans and to Mobile. There are no published al! 
water rates to Pensacola at this time. Freight brought 
from the Atlantic seaboard moves by water to Mobile and 
thence via the Louisville & Nashville Railroad to Pensa 
cola. While water competition at Pensacola may be r 
garded as sufficiently potential to justify lower rates t 
that point than are afforded to intermediate points, it 
cannot be asserted at this time that the scale applied is 
necessitated by the actual competition existing. Certain]; 
no justification exists for making lower water-and-rail 
rates through Mobile and Pensacola than the all-wate: 
rates to Mobile. Neither does any justification exist fo: 
publishing lower rail-and-water rates to Pensacola throug! 
the South Atlantic ports than are published to Mobile. We 
are of the opinion that the all-rail and water-and-rail rates 
made to Mobile and to New Orleans are necessitated by the 
water competition existing between eastern ports and these 
points, respectively. We are of the opinion that sufficient 
justification has not been shown for the maintenance of 
the present scale of water-and-rail rates to Pensacola via 
Mobile or via the south Atlantic ports. Such rates cer 
tainly should not be less than the rates concurrently ap- 
plicable to Mobile. On account of the contiguity of Mobile 
to Pensacola and the actual and potential water competition 
existing between these points, it would probably be im 
practicable to maintain at Pensacola rates which are sub 
stantially higher than the rates to Mobile and to New 
Orleans, 

2. Are the rates now effective from New York to 
New Orleans, Mobile, and Pensacola subnormal? 

Below are given comparisons of the all-rail class rates 
to New. Orleans, Mobile, and Pensacola with class rates 
made between other points over similar distances. 


All rail from— Miles. 1 2 3 4 
New York to— 
,, Mi.” eee 1,369 118 98 78 «61 dt 
0 RES ES eae. Sle, 82 65 5 
IR 6 55 6 Gks 3.010 62.0 ou vee ae 1.214 123 103 &2 65 
CE Raa ak ra tans tice ob ae bale 1,417 143 117 9 65 
Chicago to Denver............... 1,083 180 145 110 85 67 
Se  Saaeeee 913 162 127 10) 8) 6 
New York to Des Moines, Iowa..1.310 125 106 £2% 60 18 44 
New York to Minneapolis....... 1,369 115 99 76 53 4 


The rates above given to western points are gov 
erned by the western classification or by the official classi- 
fication. The comparisons of such rates with rates gov- 
erned by the southern classification are not conclusive 
but indicate that the class rates from New York City to 
the three Gulf ports named are substantially less than tle 
rates for like distances in certain other parts of the 
country. Below is shown a list of commodity rates from 
New York to Mobile and New Orleans and rates on sim 
ilar commodities made over like distances through othe) 
territory in cents per 100 pounds: 


Commodity Ra 
Iron and steel articles: 
New York to New Orleans, all-rail..................... $1 
I Sate uN Gals oo d0b cet ben bic cd ee ehecce 


Chicago to Texas common points*.................+....- 
Canned goods: 

New York to Mobile. water-and-rail................... 

ee ee ek «ok. . och baa w db ecoedbialc bewee 

Chicago to Texas common points...................... 
Molasses and syrup: 

New York to Mobile, water-and-rail.............. ; 

Se ES FU NOL, Bcc ko oc ovtesoccstbccucsees.e 

Chicago to Texas common points................... 
Cotton piece goods: 

New York to New Orleans, water-and-rail.......... 
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Dia ee SO. Dee, 2s a5 oor d Wk 066 ois des chiuwiecdclnx .34 
Chicago fo. TO6XAs COMIMGN. POINTE. 24. cocc cc ccc wcccd eccss 1.52 
toofing paper: 
New York to New Orleans, all-rail...............ccceees -41 
WEE, sv eat avenscn betes usc caawingneneséhe .34 
i Me ee RR ere orn ot rere 44 
WEEE os ac aired sich kas ce <b aa edeiensweces 6% 35 
Wee se ak, III , 5 3 ae 5 3 ods Gh oe 4 ve be bale Oe b086i0 .30 
Chicago to Texas common points..............c0ec cease .65 
Paint: 
New York to New Orleans, water-and-rail............. .33 
New York to Minneapolis............<¢.... nen eteke avicehe .46 
Chicago to Texas common points..............0..eee0es 62 


*Distance from Chicago to Texas common points varies with 

point of destination. The distance from Chicago to Fort 

th, Tex., is 1,024 miles; Chicago to San Antonio, Tex., 1,208 

It is of course evident that these rates made to the 
Gulf ports are below the ordinary scale of rates made 
through territory from Chicago westward. With the ex- 
ception of the rates made through trunk line territory, the 
rates from New York to the Gulf ports are also below the 
measure of rates for like distances in other parts of the 
country, and the conclusion seems warranted that the 
rates given are subnormal and less than might be reason- 
able for the service given. 

3. Do these rates pay more than the additional cost 
of handling? 

The lowest all-rail rate named to New Orleans, as 
the testimony, is that on roofing paper of 41 
revenue of 6 mills 


nown by 
ents per 100 pounds. This yields a 
per ton-mile. The lowest 
nd water to New Orleans, are 

iron and steel articles and on paint; 5.4 mills per ton- 
mile. The lowest water-and-rail rate on any of the num- 
bered classes is 36 cents per 100 pounds on class 5 to 
New Orleans. This affords a revenue of 5.6 mills per ton- 
ile. It seems reasonable to conclude from the testimony 
ffered in this case that these rates afford a revenue above 
e additional cost of handling the traffic, and the ac- 
eptance of such rates by the carriers must add something 


commodity rates named, rail 


33 cents per 100 pounds 


to their net revenues. 

4. Are the rates to intermediate points as measured 
by the rates to the highest rated intermediate points un- 
reasonable in and of themselves? 

The highest rated intermediate points on the routes 
considered are Evergreen, Ala., on the all-rail route; Frank- 
lin, Ala., on the water-and-rail route through Norfolk; and 
Deposit, Ala., ond the water-and-rail route through 
Savannah. 3elow are shown the rates and distances to 
Evergreen, Franklin, and Fort Deposit, with rates and dis- 
tances to other points in similar territory with which they 


Fort 


might be compared: 


New York, N. Y., to— Miles. 1 2 3 + 5 6 
velar, © By 55-55 lsd 0-d0's 9 6ae 1,136 171 149 132 111 94 79 
PPG chaie i hea vice oe cscs ns ens *917 143 127 112 97 76 61 
Wort: Tee es | oi 565 ka ouncvan *659 135 117 101 86 75 62 
PAGED ek ns a e.0 tke’ 1,110 171 147 127 104 88 72 
CAFR, eS iwswevessslvocsde 1,225 168 141 115 90 76 63 

SCUREV EE. is Ses ccensccanns 1,145 183 157 136 104 91 74 
Waynesvoro, Miss. ..........-+6. 1.257 167 140 114 91 76 66 
DORM ie dila bb tweds ovesedas *598 147 130 116 98 80 63 
ee re rer *505 146 131 117 95 76 62 

UG I or cbck ce ct Sewds « 620 143 123 11 96 79 60 


*Constructive miles. 


Average rates for 650 miles as computed from Exhibit 
No. 117 over a two-line haul are: 


137 118 106 90 74 60 


From the comparison above given, it would appear that 
the rates to the maximum-rate points above named are 
not materially out of line with rates made for like distances 
through the same territory, We are of the opinion that 
these petitioners should be authorized to continue to es- 
tablish and maintain such rates from New York City to 
New Orleans, Mobile, and Pensacola as will enable them 
to effectively meet the competition of water carriers oper- 
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ating between these points, and to maintain higher rates 
to intermediate points provided the present rates to in- 
termediate local points, rates to which have been unin- 
fluenced by combination on competitive points, are not 
increased. 

SUBDIVISION C, 


Rates from New Orleans to South Atlantic Ports and 
Tampa. 

1. Rates from New Orleans to Charleston and to in- 
termediate stations. 

Route: Louisville & Nashville Railroad, New Or- 
leans to Montgomery; West Point route to Atlanta; Georgia 
Railroad to Augusta; and Southern Railway to Charleston; 
793 miles. 

Rates: The rates made to Charleston are not ex- 
ceeded at intermediate stations south of Brewton, Ala., 
on the Louisville & Nashville Railroad. 

Below are shown the rates to all stations on the route 
here described from Brewton, Ala., to Charleston, S. C., 
inclusive: 


New Orleans to— 1 2 3 4 5 6 

Stations on the Louisville & Nash- 

ville Railroad. 
Prine: Mie wddawdwveubie stawsie 78 67 57 52 47 43 
Kirkland and Castleberry, Ala........ 80 69 58 53 18 44 
VON OGG, DE. wudisccpeesansahine ds’ 82 71 59 3=««b4 49 45 
Owassa to Tyson, Ala., inclusive .... 84 72 60 55 50 46 
Montgomery, Ala. ........0.se.ceeeeee Co 7. 6 862 Be 

Stations on the West Point Route. 

a, hh cde bacd sete nnn Cae 117 105 92 75 63 50 
RR SR ET Recta 121 108 94 76 64 61 
Pe A <a we Oven ube ies ove eubaea 124 111 96 77 65 52 
Rr 556.0 ck nee cee dnie 127 111 98 78 66 63 
ES. 5 i ts ble oie Saxe os GA 124 109 98 79 65 52 
Ceeennes SER ©. sins oS ale Wp wv a0e.ca's 9% 121 106 95 77 64 60 
MS FAG i bie 400d SCAR oe wag ana enl 119 104 93 74 62 48 
SL SOU ss Cacia SORES eke eebae 99 86 77 61 50 39 
Cea. AO in. cd As edhe eee Ke oom 121 106 95 77 64 50 
er a, Ce. cescetion wad h Whe k seed 127 112 101 81 63 48 
Cepeeeewee,. GO: is ocp ceeds wieweclows 13 115 103 84 69 53 
Ri ee, GL: ) crt a Che catensrees aaa 130 115 103 84 68 52 
De SY i act hey a aea dea eis o'eeeene 129 115 102 84 68 52 
SC Ss 15:6 00 was 0 wi 8 ee ccwes 127 113 101 83 67 51 
Te: “AM Salcc hee obi d .6% 60 nee wGau 12 112 100 82 67 51 
GS ls Ob ioc abd ce eKaeee 124 110 99 81 66 50 
I Ras one, bc we onb4d 008 123 109 98 80 65 650 
CO I ee ee er ee ee 120 106 95 78 3 49 
i. a ke Sued dC eacaRie one 121 107 96 76 64 49 
Sn, ok ned diemhea 046426 120 106 95 7 63 49 
EE CRS 1c. 6 icc chew hdee a0.0 630 tes 118 104 93 76 62 48 
tg EP OTT TT CPC eT TUT eTe 116 103 92 75 61 48 
Pn Ss... s bp b Ban seee%s ob ead 114 101 90 73 60 47 
Re (UC? 5. ow g pada Abie «6650 6 112 99 89 71 59 46 
Ce Pn Ce, «obs ck bas oh ad apenece 110 97 87 69 57 45 
PI. SE aos oi aaweaereba bead ead es 94 83 74 59 48 37 
Stations on the Georgia Railroad. 
SS EA eo ere 196 94 84 67 05 43 
Clarkston and Scottdale, Ga. ........ 110 97 87 69 57 45 
Bicte Dei, GR, io ocd ecice ww nas v0 112 99 89 71 59 46 
SRG. EET cla cn oh £6 OUR OE sere’ che pen 114 101 90 73 60 47 
RI, cab + Vesleh oed tetas viene 92 75 61 48 
Gone. ees 5s. peek isk cde a) 93 76 62 48 
OO gt i ee Se 2 121 107 96 79 64 49 
BIOUET: TIM. care ade cd wer chon ove 0ed eens 123 109 98 80 65 50 
Oe Cree TO, ce vp anmsohaedecews 124 110 99 81 66 50 
SA SI? BSG pss be nese bavar ease nt 127 113 101 83 7 51 
I: Ss on a dieate s 6 es aR 130 115 103 8&5 68 6562 
RE TS os ond op 64. tp wee Sale meee 132 116 104 85 69 53 
CG, GR.) cab cvesccuceioncedocnsvesess 131 115 108 84 69 53 
CS Ses nce cuboccewewkeenes 128 112 101 8&2 67 52 
Serer r reer ert 126 110 99 81 66 51 
CPT ORGNVINIO, GB... i cccencctessecess 129 113 100 79 64 52 
eee Gk: -. acewes 68 sada ede eden 130 115 97 75 62 53 
Mantes. GO oo acartésossrideseseaess 129 113 100 79 64 52 
DE. Ss cos soca wean srsktiastnbase 128 112 101 Rn 65 52 
ED. TOR. he 3 8s 6 das pe cen Seeds ae 125 109 98 80 65 51 
ROR, . Hae . 'c « 63644 Cdr Ohm ey eT CEES 123 107 96 78 64 50 
pT OG SR Ce tk a ee Fre 121 196 95 17 63 50 
as TI. an wil Gh bk owe haem 119 104 93 75 62 49 
Coreen. CR.’ bas Saaseavewddin doe se 117 102 92 73 61 48 
ES EA Pee ere yee TP ee Ph ee 115 100 90 7 59 47 
Eee... Cf vc kstniaade dknwk sees oo iW a Ba we 

Stations on the Southern Railway. 

NN IN GEE inicio ac inhied ies Kau Oe meal 104 88 7 61 50 41 
TITS, We Sle e owicvce vee svccsesesees 104 88 77 61 50 41 
I Fy ME i 5 8 bens te teecege ss 104 88 77 61 50 41 
I Hs, pee ad 3 bs oda 00 cu deed vee 104 90 gO 68 51 45 
Montmorenci,: 8. CGC. .....cccscdsteces 112 103 83 70 53 45 
I Ele) 304.5 Wha de a0 ee eed een? 113 103 83 7 53 45 
Sn et Ss aca ss cos badd oe do curiae s 113 103 3 70 53 45 
Blackville to St. George, S. C., in- 

MES Valais akan cine apdd cove as Core as's ne WR aS 5345 
Se aR gt 2 eee: Or ere 113 98 83 7 53 45 
Ridgeville to Ladson, S. C., inclusive.113 99 8% 79% 53 45 
eee EEL < 0B Eid, even chp a wes eas 0s bass 91 7 71 66 54 42 
Sperenere, (SNe aed cee crseces C254 71 66 654 42 
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It will be noted that the disparities between the rates 
made to Charleston and the rates to the intermediate sta- 
tions on the Louisville & Nashville Railroad are small. 

On the West Point route the rates reach a maximum 
at Chetaw, Ala., and a second maximum at Gabbettville, 
Ga., with a low-rate point, Opelika, Ala., intervening. 

On the route of the Georgia Railroad the rates increase 
with distance up to Buckhead, Ga., 568 miles from New 
Orleans. This is the high-rate point of the entire line. 

2. Rates from New Orleans to Savannah and to in- 
termediate stations. 

Route: Louisville & Nashville Railroad to Mont- 
gomery; Seaboard Air Line, Montgomery to Savannah; 
656 miles. 

Rates: The rates to points south of Montgomery at 
which the rates exceed the rates to Savannah have been 
shown in connection with the rates to Charleston. 

The rates from New Orleans to stations on the Sea- 
board Air Line east of Montgomery are shown below: 


112 102 2 63 


Higgston, Ga. 
110 101 80 8662 


Vidalia, Ga. 


New Orleans to— 1 2 3 4 5 6 
Stations on the Seaboard Air Line. 
EE ES ee ea 117 103 90 75 63 49 
I I ne iss ra bo alae te OS Sars 123 107 94 78 66 50 
RS A Ss inary a's sw piace cba d 127 111 98 82 70 52 
eee ited ee 103 86 74 54 
ES SR a's do se Sieh o othe we -135 117 104 81 68 54 
ES © dis, oo Uwe wile vo teeneed 141 126 112 95 83 60 
ei «. Sas sae be. s'sa dmg se elses 142 1235 112 95 83 60 
id i wuwaiane e evites 140 125 108 91 74 57 
ER od aR ee rors SER ee 140 124 109 91 74 57 
Ci Mins 6. Sellws 643050 cadeveued 139 122 110 90 74 57 
a. « 50's spt ew bo doe a ee wee 137 120 108 89 73 55 
a es pea tis 6 pai inecobalhee y 133 116 105 86 70 54 
Me on. éon sass State ethene re 135 119 107 87 71 55 
EM. OD as ka chs Cerda wae mele oan 139 121 108 87 72 57 
i Ue rc. eWde su dceewe ididwn ees 119 103 92 74 61 48 
Huntington and Leslie, Ga. ......... 139 121 108 87 72 58 
os Di ne dg teense ews 142 123 111 90 75 69 
SS. odes oN. eae dee Beebo tees 139 121 108 7 %2 $68 
AMER: 4. win kar dnl dale peels idle 226 ee 84 70 56 
I, a ae ne alr ao 119 103 92 74 61 48 
ON CA. 5 ie dn EN b whee weaaeep 139 121 108 87 72 6&8 
ES, GaN W654 0 0 cwPiWe OCEY Ce caas 142 123 111 89 75 59 
I Ms wie bcc ee Okan ne Oe eee 144 126 112 92 76 61 
Pe Ge, cote wen cet er semes cadees 149 129 116 95 79 62 
i ih Sa doe te eS sa 4 oes buaee nes -152 132 118 98 80 63 
Es. ods Ve yb i 06 Unie ne ween 155 134 122 100 82 64 
Me” ioe oe eee hale Ss oke w obeeawen 136 5 106 86 70 55 
I re cg. Sa dlie-o a's, wail peel 151 9 117 103 83 66 
SE EP re ae 5 114 104 83 65 
Mt. Vernon and Ailey, Ga. ...........144 4 112 102 82 63 
9 
1 


tt et DO DODO DO DS BD 


— 
Fe eh teh eee eet fh pe fee eed ot pe 


Lyons, Ga ne ped pie bh ead oaks ead ee 139 0 109 100 80 62 
i ce ak, 5. cp ad sieee ps bm bem 136 7 107 99 79 61 
nn - . i. tek kone dd eee Cee eeh eas 132 4 105 96 78 60 
Manassas and Belleville, Ga. ........ 131 2 104 9 78 60 
Hagan and Claxton, Ga.......... 129 10 102 94 77 58 
SE 2 6 Se kb acces oh eccetnei see 27 109 101 92 75 58 
See Spt ip ae MI ae sane - 38 99 91 74 57 
i Fo. rows ob eebbod Heb eee adais 124 105 97 90 73 57 
I MMM or alehs ot ove ce ae ms jane “ae 95 87 72 56 
PA ree eee ons tee > ae 94 86 70 56 


ea ids 114 96 90 81 68 53 


Meldrim, Ga. 
91 76 «671 66 54 42 


Savannah, Ga. 

3. Rates from New Orleans to Brunswick and to in- 
tervening stations. 

Route: Louisville & Nashville Railroad to River 
Junction, Fla.; Atlantic Coast Line, River Junction to 
Prunswick; 623 miles. 

Rates: The rates from New Orleans to stations on 
the Louisville & Nashville Railroad do not exceed the rates 
io Brunswick until Harold, Fla., is reached. 

The rates from New Orleans to stations on the Louis- 
ville & Nashville Railroad east of Harold to River Junc- 
tion and to stations on the Atlantic Coast Line between 
River Junction and Brunswick are shown below: 


New Orleans to — 1 2 3 4 5 6 
Stations on the Louisville & Nash- 
ville Railroad. 

eS EE ok icp oO oe'se LR MM ates 6 ae 90 77 62 6&7 G61 88 
a iis Soin 2 aie bk eel Si ahi ot . 2 oe. ae 
Galliver to Crestview, Fla., inclusive. 90 77 62 57 52 42 
NES eae ee 93 79 63 68 538 44 
eS ee re 98 79 68 68 63 4 
De Funiak Springs, Fla. ............ 96 81 64 59 86254 47 
NS SES, 2 Bs o's o ibd. ¢ oa ey eeu be 96 81 64 59 54 48 


Pee GO: BA, POR, ois ce ce ivwge sees 96 81 64 59 54 48 
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Westville and Caryville, Fla. ........ 96 81 64 569 54 

Bonifay to Cottondale, Fla., inclusive. 99 83 65 60 55 l 
Marianna and Cypress, Fla.......... 102 85 66 61 56 2 
ey rs ao a eek ape 102 85 67 62 £57 3 
Sneads and River Junction, Fla..... 93 74 56 53 50 } 

Stations on the Atlantic Coast Line. 

I SRR ie ES 91 77 72 65 65 

RP ye: 94 79 74 67 £57 

PG Ms ‘2 die wc iada anno kalba Cabindes 96 82 7 70 58 47 
Sy SMG we iS cowns begekicnss < send 101 85 79 73 61 48 
Som, CHB: os ac oles deed adh asbes 103 88 81 76 62 9 
ER MENG)” sletvmuth x Woe beso ooo ea ee Ae — a ee hee.) «COB 
oe SS rea. 108 92 86 79 66 

i Mi”. ies cs tevacunle 139 120 106 86 70 

I rg ce ee ee ee 115 100 91 84 68 3 
Pidcock and Dixie, Ga. ............ 118 102 92 85 69 4 
SE OMS 5 cou a daltin dbo s 4-0 0'Ste poi 139 120 106 86 70 05 
Wane 656 doe dy ee hres via + Ren 122 106 96 8S 70 ) 
0 SS eee eee ll CU 7 
eS NEG 5 oN cc .on dace kokb eeee Ben's 139 120 106 86 70 5 
SI SR i aie op ube 133 113 103 88 #72 7 
eT OES ie 2's. cline « posed 133 113 103 88 72 7 
RR eee eee ee 137 115 105 88 72 7 
Homerville and Cutting, Ga......... 140 118 108 88 72 7 
SS eh on, Sh WOW pd che cess 138 119 108 88 72 7 
a ae ea eer 138 118 107 88 72 i 
I Me oe, ta oces she ae 88 72 7 
Wino ba dis 0k Orecdla gk stun 133 114 105 88 72 7 
I Mis... Fae iw a vale mila emo 131 112 103 86 70 

Re YS SU we wos ccee sc pibdeeebe 126 107 100 88 72 7 
UI, CUR tis 5 cdc a badwied cee nee ae 122 104 96 88 72 

NS SM oN igi Ree one: ts mil he ai 120 101 94 86 71 

Atkinson and Waynesville, Ga....... 117 100 93 85 70 

eres TN, Va oo s vcs i wats + oa ¥ 91 76 71 66 54 2 


4. Rates from New Orleans to Jacksonville and to 
intermediate stations. 

Route: Louisville & Nashville Railroad to River 
Junction, Fla.; Seaboard Air Line, River Junction to Jack- 
sonville; 612 miles. 

Rates: The rates to intermediate stations on the 
Louisville & Nashville Railroad that exceed the rates to 
Brunswick were given in connection with the description 
of the route to Brunswick. East of River Junction, Fla 
on the route to Jacksonville, the route is over the Sea- 
board Air Line. 

Below are shown the rates from New Orleans to al! 
stations on the Seaboard Air Line between River Junction 
and Jacksonville. 


New Orleans to— 1 2 3 4 5 6 
Stations on the Seaboard Air Line. 

pS ee are 93 74 8&6 63 50 19 
Mt. Pleasant to Quincy, Fla......... 124 107 95 76 64 53 
I IS a cc's ema 148 128 118 106 87 73 
Ns ass ce tice a oe semen’ 124 107 95 76 64 53 
IN a. sae e oes hea bee ees UN 144 125 116 102 85 71 
AS a eee ey ares eee 142 123 116 100 &3 i 
Drifton and Aucilla, Fla.......... .-140 122 114 $8 82 = =468 
yreenville and Madison, Fla. ....... 122 707 95 76 64 53 
Se “<4 em et ee A be eben cb o ¢ oil 13 118 107 94 79 ~~ 65 
Ellaville and Falmouth, Fla. ...... 132 115 106 92 78 ~ 63 
ee A I 0 2. ok dia ee Ea en sore R64 122 107 9% 76 64 53 
Houston and Welborn, Fla. .......... 122 110 100 89 76 0 
Lake City and Watertown, Fla. 116 102 95 85 73 58 
SE, BEM: “35.5 bisa ass oe cae tb encic ces 112 98 92 83 «69 3 
IY: (SING) om o''G a < oa< dais chee £0 108 94 89 80 67 54 
Glen St. Mary and McClenny, Fla...104 90 85 76 64 3 
i. Me Fos cows ct sb nhscwe som aek 100 86 81 72 61 
SES RS Sada cnisausevean vies 72 60 57 53 44 


5. Rates from New Orleans to Tampa and to inter 
mediate stations. 

Route: Louisville & Nashville Railroad to River Junc 
tion, Fla.; Seaboard Air Line, River Junction through 
Baldwin, Fla., to Tampa; 788 miles. 

Rates: The rates to intermediate stations on tlie 
Louisville & Nashville Railroad west of River Junction 
have been given in connection with the rates to Brunswick 
and on the Seaboard Air Line west of Baldwin, Fla., have 
been given in conneceion with the rates to Jacksonville 

Below are shown the rates from New Orleans to ‘!! 
stations on the Seaboard Air Line south of Baldwin, Fla. 


New Orleans to— 1 2 3 4 5 


Stations on the Seaboard Air Line. 


EL, - 6 we abot b <:e pahedian tn 100 «=686—té«S 72 61 
EE NS oa as, le ecg is 6 ie bata e es 112 98 92 83 69 
NS ON, Kaige 5 Scie ti enn ice va ce bd * 116 102 95 8&5 73 
RS. Ss ain Rela nican aS 0 och dae 6 due 106 102 95 85 74 
Orange Heights and Campville, Fla.120 106 98 87 74 
Hawthorne and Lochloosa, Fla....... 124 110 100 89 76 
Island Grove to Sparr, Fla., inclu- 

EG Ba Se kg herd gee hee ngs teen cows 128 113 103 91 77 
pO NE SERRE ET “oer oars 132 115 106 92 78 3 
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Pc Ai ae gh Pex «0 oda e's tips hawk 134 118 107 94 79 65 


Summerland, Fla., inclu- 
Fe airs > ony be aa Dn ee 136 120 110 95 80 66 


ala, 
ntos to 


1V@ wwe at teeee 


xford.” Pc Pathos etesevabebvgag wate 138 121 112 96 81 67 
enneiic re a ss abs ows nn rok eee 140 122 114 98 82 68 
tushneil and St. Catherine, Fla.....142 123 116 100 83 70 
L_ ACOOMMOME. BREE” 34 dr 104d cUsbbaticces, 144 125 116 102 85 71 
we: ee eee ee 146 127 117 103 86 72 
A bbostsin cee Vidabicos desta oct pation 148 128 118 106 87 7 
Knigtta. es ha ee ctw’ ose coe ncet ds bs 149 129 119 107 88 4 


ant Celene. Sideene ches ccnuaies'ts 149 129 119 107 #88 
irkey Creek and Sidney, Fla....... 150 129 115 104 89 
srandon, Fla. 150 129 115 104 8&9 
mona, Fla. 146 124 111 
bor Cee Peso a she on pcos cpa eewan 122 103 91 8 72 
Pane, ees ike pehe sda acho sueles 122 103 91 85 72 


en os 


PA -I-3-3-]-1 
bong 


The Defense. 


The defense of the carriers for carrying lower rates on 
lasses and commodities from New Orleans to Charleston, 
Savannah, Brunswick, Jacksonville, and Tampa than the 
rates concurrently applicable on like traffic to intermediate 
stations rests upon the ground: 

1. That the rates from New Orleans to the five ports 
iamed are necessitated by direct water competition on the 
Atlantic Ocean and the Gulf of Mexico, 

2. That the rates are subnormal. 

3. That the rates, although subnormal, pay more than 
the additional cost of handling. 

4. That the rates to intermediate stations 
unreasonable. 

In regard to the first assertion that the rates from 
New Orleans to the five ports named are necessitated by 
direct water competition; the testimony shows that the 
Philadelphia & Gulf Steamship Co. furnishes a regular 
service twice a month between Charleston and New Or- 
leans. The Paine Steamship Co. furnishes a regular all- 
water service between Tampa and New Orleans. There is 
no regular all-water service between New Orleans and 
Savannah, Brunswick, or Jacksonville. Such other water 
service as exists is that furnished by irregular steamers 
and sailing vessels. The testimony shows that the rail 
carriers have not for many years enjoyed traffic of the 
character of sugar, coffee, molasses, and rice from the New 
Orleans territory to Charleston; it moves all water and 
the rail carriers have been unable to secure it as against 


are not 


the all-water route. 

Facilities are at hand at Charleston for unloading 
cargoes into warehouses of the Charleston Terminal Co., 
which extend: along the water front, and this material is 
distributed to the interior points as necessity may demand. 
The testimony shows a very large movement of coastwise 
vessels into and out of the ports of Savannah, Brunswick, 
Jacksonville, and Tampa, The number of arrivals and 
clearances of coastwise vessels at the ports of Jacksonville, 
Savannah, Brunswick, and Charleston is indicative of a 
heavy coastwise movement between these points and the 
other Atlantic and Gulf ports. 

Tampa had a population in 1910 of 37,782. It is sit- 
uated at the north end of Tampa Bay at the mouth of the 
Hillsboro River. The city is served by the following rail 
lines: Atlantic Coast Line Railroad, Seaboard Air Line 
Railway, and Tampa Northern. It is also served by the 
Mallory Steamship Co., Southern Steamship Co.; Tampa, 
Hunters Point & Sarasota Steamship Co., St. Petersburg 
Transportation Co., and the Paine Steamship Co., before 
mentioned, The record shows no tonnage statistics with 
reference to the movement of traffic between New Orleans 
and Tampa. The very large movement of coastwise vessels 
into and out of this port, the relatively low scale of rates 
applying by the rail carriers, and the long-standing char- 
acter of these rates, point strongly to the conclusion that 
the rates between New Orleans and this port have been 
influenced by water competition. 
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2. Are these rates subnormal? 

Below are given the rates from New Orleans to each 
of the south Atlantic ports and to Tampa, with the dis- 
tances over which these rates apply, and comparisons are 
shown of these rates with other rates made to strongly 
competitive points in southeastern territory over like dis- 
tances: 


From Miles. 1 2 3 4 5 6 
New Orleans to— 
NG i oe atbenle 793 = 91 7 71 66 54 2 
TRE. i oaks cre sleet ae bb 656 91 76 71 66 54 42 
IR ho as'5 6 cu'swet eo eaks 623 91 76 71 66 54 42 
I son 0 bine s.eds. us 612 72 60 57 453 44 35 
New York to— 


Atlanta via Norfolk ........ *776 105 93 83 68 56 £44 
Atlanta via Savannah..... *540 105 93 83 68 56 44 
Athens via Norfolk ........ *751 105 93 83 68 56 44 
Athens via Savannah ...... *530 105 93 83 68 56 44 


Montgomery via Savannah*588 108 95 84 69 57 45 

*Constructive mileage. 

Average rates over a two-line haul of 650 miles, as 
shown by Exhibit 117: 


137 118 106 90 74 60 


Average rates over a two-line haul of 750 miles, as 
shown by Exhibit 117: 
147 130 119 98 84 69 


It will be seen from the above that the rates to Charles- 
ton, Savannah, Brunswick, and Jacksonville from New Or- 
leans are below the level of rates made for like con- 
structive distances to other competitive points in south- 
eastern territory, and that the rates to the south Atlantic 
ports and to Tampa are markedly lower than the rates 
for like distances to noncompetitive points in this terri- 
tory. As measured, therefore, by comparisons with other 
rates, both to competitive and noncompetitive points in 
this territory, the rates to the above-named ports are, in 
fact, subnormal. 

3. It will be seen that the lowest of these class 
rates pays more than 1 cent per ton-mile for the distance 
hauled, and without doubt more than the additional cost 
of handling. 

4. Are the rates to intermediate points unreasonable? 

(a) Route to Charleston. Inasmuch as the rates to 
Augusta and to intermediate stations are discussed in sub- 
division “H” of this report, it will be unnecessary at this 
point to consider the rates to intermediate stations west 
of Augusta. East of Augusta the route chosen is over 
the Southern Railway and the rates are blanketed to all 
stations from Windsor, S. C., to Ladson, S. C., inclusive. 
This blanket covers a territory of about 80 miles in length, 
and the center of the blanket is approximately 750 miles 
from New Orleans. The blanket rates applying to the sta- 
tions are: 

113 99 83 70 53 45 
It is evident that these rates are below the average rates 
made for like distances in southeastern territory, as shown 
by Exhibit No. 117. The petitioners should be authorized 
to continue lower rates to Charleston and their present 
higher rates to intermediate points. 


(b) On the route to Savannah over the Louisville & 
Nashville Railroad and the Seaboard Air Line Railway 
the rates to Cordele, Ga., and to intermediate stations are 
discussed in subdivision “K” of this report, and it will be 
unnecessary, therefore, at this time to consider any of 
the rates to intermediate stations except those upon the 
line of the Seaboard Air Line Railway east of Cordele. 
Helena, Ga., is a junction point of the Seaboard Air Line 
with the Southern Railway about 50 miles east of Cordele. 
The scale of rates maintained at Helena is made over a 
distance of approximately 542 miles. These rates are 
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somewhat in excess of the average rates in this territory 
for corresponding distances. It has been earnestly rep- 
resented, however, by testimony that the physical and 
financial condition of this railway is such as to necessitate 
a higher scale of rates on this line than upon others in the 
same territory. The rates made to Helena are, to a 
certain extent, competitive rates, but the competition met 
at this point by the Seaboard Air Line Railway does not 
appear to be competition concerning which this petitioner 
is at a disadvantage. Upon consideration of all the facts 
and circumstances of record in this case we consider the 
rates made to Helena not unreasonable for the service 
given. There is, however, no testimony in this record 
showing that they are subnormal, and we are of the 
opinion that rates to points between Cordele and Helena 
should not exceed the Helena rates. The rates to stations 
west of Helena are made over an average distance of ap- 
proximately 600 miles. The petitioners should be author- 
ized to continue lower rates to Savannah and higher rates 
to intermediate points, provided the rates to points west 
of Helena do not exceed the present rates to Helena and 
the rates to points east of Helena do not exceed the rates 
to Helena by more than 5 per cent and in no case exceed 
the combination on Savannah. 

(c) On the route to Brunswick over the Louisvilie & 
Nashville Railroad and the Atlantic Coast Line the rates 
to River Junction are depressed on account of competition 
met at that point via the Chattahoochee River. A most 
unusual situation exists on the Atlantic Coast Line east 
of River Junction, The rates to three of these stations, 
namely, Thomasville, Quitman, and Valdosta, appear to be 
markedly out of line with the rates to stations contiguous 
thereto. The first-class rate to Pine Park is $1.08 and to 
Thomasville $1.39, while Pine Park is a local station and 
Thomasville is a junction point with the Atlanta, Birming- 
ham & Atlantic Railroad and the Florida Central Railroad 
The rates to Quitman exceed to a marked degree the 
rates to local stations on each side. There is no adequate 
justification in this record for departing from a uniform 
gradation of rates on this line that increase with distance 
up to some maximum-rate point or points east of which 
the rates will be decreased through combination on Bruns- 
wick. The rates to Boston, Ga., should not be exceeded 
at Thomasville; the rates to Ousley, Ga., should not be 
exceeded at Quitman; and the rates to Naylor should not 
be exceeded at Valdosta. The rates made to Naylor cor- 
respond with reasonable exactness to the average rates 
in this territory over a two-line haul for distances of 600 
miles, as shown from Exhibit No. 117, and such rates should 
not be exceeded at stations between Naylor and Bruns- 
wick, but the combination on Brunswick, where less than 
these maximum rates, should be observed. 


(d) The route to Jacksonville, Fla. The route de- 
scribed is that of the Louisville & Nashville to River Junc- 
tion, thence over the Seaboard Air Line to Jacksonville. 
East of River Junction on this line the Seaboard Air Line 
is intersected at Quincy and Tallahassee by the Georgia, 
Florida & Alabama Railroad, at Capitola, near the station 
Drifton, by the Florida Central, at Greenville by the South 
Georgia, and at Madison by the Georgia & Florida Rail- 
road. Additional routes from New Orleans are afforded 
to the five junction points above named through the con- 
nections of these north-and-south railways with the At- 
lantic Coast Line at Brainbridge, Thomasville, Quitman, 
and Valdosta, Approximately the same rates are made 
to Quincy, Tallahassee, Greenville, and Madison, which 
are materially lower than the rates to contiguous sta- 
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tions. The rates made to Tallahassee are exceeded at Mid- 
way by the following differentials on the classes 1 to §. 
respectively: 

24 21 23 30 23 20 
The rates to Greenville and Madison are exceeded at Mid. 
way, Chaires, Lloyd, Drifton, and Aucilla. Such justif.- 
cation as may exist for carrying lower rates to these 
junction points than are carried to intermediate stations 
rests upon the ground of the competition met at Talla- 
hassee, Greenville, and Madison over the Atlantic Coast 
Line and its connections. The rates via these competing 
lines do not accord with the fourth section. The Sea- 
board Air Line is asking relief on account of the com- 
petition met at these points via the Atlantic Coast Line 
and its connections, while the latter-mentioned lines are 
asking relief on account of the competition of the Sea- 
board Air Line. There can be no adequate justificatio) 
for the situation here found, and while the record is not 
sufficient to enable us to reach a conclusion as to t 
reasonableness of the rates to each and every point along 
this route, we are of the opinion that these rates should 
grade with distance until a maximum-rate point is reached 
The rates to these maximum-rate points should not exceed 
the average rates over two-line hauls of 550 miles as show: 
from Exhibit No. 117. The maximum-rate point or point: 
would be reached at some station between Madison and 
Lake City, and east thereof the rates should diminis! 
with distance as Jacksonville is approached, but should in 
no case exceed the combination on Jacksonville. 

(e) The route to Tampa. The route to Tampa 
scribed herein covers the same line as that previously 
scribed up to Baldwin, Fla. South of Baldwin the rates 
grade uniformly with distance to Brandon, Fla., 11 miles 
north of Tampa. Brandon is 777 miles from New Orleans 
via this route and the rates made thereto compare favor 
ably with other rates for like distances in the same gen 
eral territory. 

SUBDIVISION D. 
Rates from the Ohio River Crossings to the South At 
lantic Ports, 

In order to show more clearly the relation one to a 
other of the rates from all the Ohio and Mississippi Ri 
crossings to the south Atlantic ports, the rates to Charl: 
ton, Port Royal, Savannah, Brunswick. and Jacksonville 
are summarized as follows: 


From- 2a ee .> €AB CC DP BH 

Cincinnati, O.; Louis- 

ville, 4 Evansville, 

Ind.; Paducah, Ky., and 

COs BD.) nie et cine aed bees 95 80 75 70 58 46 35 38 29 25 40 4 
St. Louis, Mo. ....-... 118 99 92 82 68 54 42 46 36 30 38 5 
Memphis, Tenn., and 

Vicksburg, Miss. ....... 91 76 71 66 54 42 31 34 25 21 36 3! 
New Orleans, La., except 

to Jacksonville, Fla..... 91 76 71 66 54 42 31 34 25 21 36 36 4: 
New Orleans to Jackson- ‘ 

ge aby Moy arene es 72 60 57 53 44 35 27 30 23 19 30 30 


The following shows the number of separate commodity 
items on which special rates are published from sa 
crossings to the south Atlantic ports: 


Commod 
From— items 
TE ic las ase wine 6 Raabe 40d oe cee hh eee te 169 


Louisville, Ky.; Evansville, Ind.; Paducah, Ky., and Cairo, 
ll 


SE I TE ee hie ne ee ae "1169 


i a rt ae ars ha naw Shh high Oe ee D> aune cmals ee 
New Orleans, La., except to Jacksonville, Fla........... 142 
ge rr ee ee 139 


It is not our purpose in this report to discuss the rates 
from all Ohio River crossings to all south Atlantic por' 
Cincinnati and Louisville have been selected as fairly ré 
resentative Ohio River crossings, and this report will d 
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ss the rates via a selected route from the two crossings 

ned to each of the south Atlantic ports. 

' 1. Rates from Louisville to Charleston. 

Route: Louisville & Nashville Railroad, Louisville to 

= Nashville; Nashville, Chattanooga & St. Louis Railway, 

ishville to Atlanta; Georgia Railroad, Atlanta to Augusta: 
Southern Railway, Augusta to Charleston: 779 miles. 

‘ Rates: The rates to intermediate stations north of 

i hattanooga do not exceed the rates made to Charleston. 

Below are shown the rates from Louisville to all 

stations on the route selected from Chattanooga to Charles- 


: Louisville, Ky., to 1 2 3 4 5 6 
: Stations on the Nashville, Chatta- 
nooga & St. Louis Railway. 
CR on e's Rca vce swee eat 70 60 6538 #£«44 38 29 
AE <P: oe PA EU ov nee 0000 kee 94 81 72 61 52 40 
Ce SS Garis 6s wero us ose woun 96 83 74 63 53 41 
ton, Ga. SPE ST EET Td oe eee 97 84 75 63 52 41 
BOCK SE os oh marae ad. nen ceases sees 99 86 77 65 55 42 
ReshGe, Gee as saenases. jiiicin haste e ee 102 89 79 67 57 43 
Calhoun and McDaniels, Ga 103 90 80 68 57 43 
iirsville, Ga. .. Soho oeted ena Ss 106 93 82 70 58 44 
ls IE Ts. Gc. 6s cvedwecéncess 108 95 83 71 59 45 
ne beh woes oo cas mat va Kauen 109 96 84 72 59 45 
“ge Gi se, GR. acc 60s was teets 110 17 85 71 59 16 
Cpt no ck acs cnc kins FHS 98 87 78 53 52 41 
Emerson, Ga. ...... 110 98 87 73 61 47 
Allatoona, Ga 114 99 7 73 61 47 
ROWE LS didn nt adncosdancobdums 116 102 90 75 62 48 
Kennesaw, Ga. 118 102 90 75 62 48 
DP "sn Wie 5S 6 ak oe Fess dita aes 106 87 78 63 58 50 
Sy P S n cicee wha doadniuced seman 116 103 93 7E 63 50 
V i SR ain Ges cbs ans cade neds pean 114 101 91 73 61 49 
ene: | GR nd vin Bhs senate ose ke ae 110 98 88 7 59 47 
Aine TG occdin vice paees ig 98 87 78 63 52 41 
Stations on the Georgia, R. R. 
Decatim, GHG -.< an tacces Wide eetinns 110 98 88 71 59 47 
Scottdale and Clarkston, Ga. ....... 114 101 91 7 61 49 
Stone Mountain, Ga. ...... 116 103 93 75 63 50 
SR. ee ru 5. hae 6 ae hes dee 118 105 94 77 64 51 
8 oars oe ag 120 107 96 79 65 52 
} Ee” EA One SS dawtoda 122 108 97 80 -66 52 
} 4 ym and Covington, Ga 125 111 100 83 68 3 
Goctns. Co, GO, ad sae bd aclec neko 128 114 103 85 70 54 
es. Ge das 9.0 che ene eke beeek 131 117 105 87 71 55 
SR ES. bcs ace ches ea peene .134 119 107 89 7 56 
Buckhead, Ga RT A ae .-136 120 108 &9 73 57 
Swords and Carey, Ga -135 119 107 88 73 57 
sreensboro, G@. ..........- .132 116 105 86 71 56 
Union Point, Ga .-130 114 103 85 70 55 
‘rawfordsville, Ga .133 117 104 83 68 56 
Peas ee hinds + 62 San SER an cee bes 134 119 101 79 66 57 
Norwood, Ga Seek Pe mda hase Fis Pee we 133 117 104 83 68 £56 
Camak and Masena, Ga. ........ ..1382 116 105 84 69 6 
Thomson and Bonesville, Ga .129 113 102 84 69 55 
te eee eee 127 111 100 82 68 54 
Harlem, Ga Aa Ree 25 110 99 81 67 54 
Beraell, Be sides Hose dhwdes Gh KCanes 123 108 97 79 66 53 
; etow? Ga 121 106 96 77 65 52 
Ga. oneal? 2 ee 2 ee CS 
Augusta, Ga é ‘oe bicealavseerecen ee 90 81 65 54 3 
tions on the Southern Railway 
I S. C.. to Aiken. S. C.. inclusive.108 92 81 65 54 43 
Montmorenci, 8. C. ...sscees —ueeelae. Ian 86 67 55 47 
Windsor, S. C., Elko, S. ¢ inclusivell7 107 86 67 55 47 
a ae eee 117 103 84 65 52 42 
Denmark, Gh. Es 5 %..4iv ceases bia a eS nee 84 65 53 44 
Bamberg, S. C., to Summerville, S. C., 
SN s,s ose w eS eee a 117 103 R4 65 52 42 
Ladson, S. C. ... Seacatusees tht. 1 a 6:2 32. 2 
Mile Ss C , : ad i gn 75 70 5 46 
Cc leston, &. C 95 80 75 70 58 46 


2. Rates from Cincinnati, Ohio, to Charleston, S. C. 
Route: Cincinnati, New Orleans & Texas Pacific Rail- 
y from Cincinnati to Harriman Junction; Southern Rail- 
vay from Harriman Junction through Morristown, Ashe- 
ille. and Columbia to Charleston; 732 miles. 
The rates made to Charleston are not ex- 
eded at intermediate stations west of Knoxville, Tenn. 
Below are shown the rates from Cincinnati to all sta- 
ns on the route selected from Knoxville to Charleston: 


Rates: 


Cincinnati. Ohio, to— 1 2 3 4 5 6 
_ stations on the Southern Railway. 
ANORV Ms | ED ara a Ged dhs wwais eevee 76 65 567 47 «40 20 
Caswell and McMillan, Tenn........ 94 81 71 59 50 38 
scot to Jefferson City, Tenn., in- 
lusive SS Kk-G yas <piale wis chews te 102 89 79 65 56 42 
albot and Alpha, Tenn. ........ 106 93 81 66% 55 43% 
ye ie | 99 88 77 6416 54 4216 
t and White Pine, Tenn. ...... oe es. 2 65 55 43% 
WORGVEL MEMS bi pees sidve vee caae 99 88 77 65 55 45 
AE OE os ass 5a ale dos d's dhe 99 88 77 65 65 45% 
vport, Tenn., to Asheville, N. C., 
Se he Fae te a ai 99 88 77 66 65 46 
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Buena Vista to Hendersonville, N. C., 
inclusive 
Flat Rock, N. C., to Campton, S. C., 


ID | ko otic ae bcwiie sana dacae 20 
Spartanburg Junction to Wallace- 

Varese, > ©.,; -IMOMMEIVE, .. osc eckcce 116 
Littleton and Bookman, S. C....... 116 
Montgomery and Frost, S. C....... 116 
CA Oi a ok. euch beccds 107 
CT A kde ee ee a. ae 107 
Shuler to Blackville, S. C., inclusive107 
Fe RO eR RR aS Ee eaew 117 
oe ge 2 aR ee ne alee 117 
Sato to Byrd, S. C., inclusive ...... 117 
| et AL SPs Oe i ee 117 
Dorchester to Summerville, S. C., 

ee BEEP RR TR SOP 117 
Lincolnville to Woodstock, S. C., 

ID i x Ga co wees ro «ud ae he eee 117 
eo EE. ea ae ae re 95 


3. Rates from Louisville, Ky., to Port Royal, S. C. 

Louisville & Nashville Railroad, to Nashville, 
Tenn.; Nashville, Chattanooga & St. Louis Railway, Nash- 
Georgia Railroad, Atlanta to Augusta; 
Charleston & Western Carolina Railway, Augusta to Port 


Route: 


ville to Atlanta; 


Royal; 758 miles. 

Rates: 
Augusta have been given in 
from Louisville to Charleston. 


Below are shown the rates from Louisville to all sta- 
the Charleston & Western 


tions on 
Augusta to Port Royal, inclusive: 


Louisville, Ky., to— 1 
Stations on the Charleston & 
Western Carolina Railway. 
I Ss. 2 6s s aaies< +0085 es 103 
Kathwood and Jackson, S. C.......133 


BA, SU Oe saan 141 
DS: MME el cutie. oa eo 58 oi 4 117 
Hattieville and Millet, S. C......... 145 
EE: SE a Git e'n ute erat o.t ose 144 
Ces Ge, Se ws + Cena cts est 142 
pe > ae ee ee ee 142 
We Wi Oe a swap wes Shane pbs ae 139 
Co ere 140 


Hampton and Cummings, S. C.....135 
Early Branch and Yemassee, S. C.130 
Sheldon, S. C. 122 
Beaufort and Port Royal, S. C..... 95 


4. Rates from Cincinnati, Ohio, to Port Royal, S. 
& Texas Pacific 


Railway, Cincinnati to Harriman Junction; Southern Rail- 
way to Spartanburg, S. C.; Charleston & Western Carolina 
Railway from Spartanburg through Augusta to Port Royal; 


Route: Cincinnati, 


753 miles. 
Rates: 


Cincinnati, Ohio, to 1 
Stations on the Charleston & 
Western Carolina Railway. 


Spartanburg, S. C., to Martinez, 
Nee RRS lS eS ee 16 
Rs ee itd chet cedars oveewas 103 
Beach Island and Braruns Hill, S. 
et Wan ae niet thcia tents have Roe rare Aaa 123 
Kathwood to Bush, S. C., inclusive.133 
I, i ee es oh 141 
a A Ae re eee 117 
Hattieville and Millett, S. C....... 145 
AE We Ses os oo 50 baer ee seek 144 
Martins and Beldoe, S. C.......... 144 
Se We” de cack 5 cp ahos keane 142 
SO Se a ee ee a 142 
Pees tie - We or ik io Ain Ss eae tha are oa 139 
Dee: tac Gs ke haath eweenes see 140 
Hampton to Cummings, S. C., in- 
GE i ova ie a ¥die'waca deans aces 135 
Fechtig to Yemassee, S. C., in- 
ssw rden.t waive cd haben d eles 130 
Tomotley and Sheldon, S. C. ....122 
Coosaw to Burton, S. C., inclusive.111 
POCE OG, We Ge ck Se crcisse ees 95 


107 


107 
107 
106 

92 

92 
103 
103 
103 
103 
102 


103 


102 
80 


123 
121 
121 
118 
118 
115 
112 
105 

80 


New Orleans 


2 


107 
90 


108 
117 
124 
107 
125 
123 
123 
121 
121 
118 
118 


115 


112 
105 
94 
80 


86 


84 


v 


Carolina Railway, 


86 
81 


97 
103 
111 

86 
113 
112 
112 
110 
104% 
104% 
108 


104 


101 
95 
87 
75 


5. Rates from Louisville to Savannah. 


Route: 
ery, Ala.; 
Savannah; 829 miles. 


65 


70 


‘ 
70 


85 
91 
67 
95 
95 
95 
95 
79% 
79% 


98 
97 


94 
87 
80 
70 


The rates to stations on this route west of 
connection with the rates 


4 
71 
a4 
76 

8 


9 
7 
7 


78 
66 
66 
81 
79 
76 
73 
58 


The rates to points west of Spartanburg have 
been described in connection with the rates to Charleston. 

Below are shown the rates from Cincinnati to all sta- 
tions on the Charleston & Western Carolina Railway be- 
tween Spartanburg and Port Royal: 


76 
78 


Louisville & Nashville Railroad to Montgom- 


Seaboard Air Line Railway, Montgomery 











961 





























6 







43 
57 
60 
47 
62 
63 
63 
55% 
55% 
64 
64 
62 
58 
46 










OF 



















6 







50 


43 







57 
60 
47 
62 
62 
62 
63 
55% 
554 


64 
64 


62 
58 
54 
46 




























to 









Sarin ns 


+ 


962 


Rates: 
at intermediate stations on 
Railroad north of Decatur, Ala. 
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The rates made to Savannah are not exceeded 
the Louisville & Nashville 


Below are shown the rates from Louisville to all sta- 
tions on the Louisville & Nashville Railroad between De- 
catur and Montgomery, and the rates to all stations on the 
Seaboard Air Line between Montgomery and Savannah: 


Louisville, Ky., to— l 


Stations on the Louisville & Nash- 
ville R. R. 

a IR: CN nie be 93 
RS, MRS ote Ci ae tet hehe dus ee 96 
NOs: AUD 8 on nk die dlicap ease’ 96 
Bangor to Blount Springs, Ala., in- 

OO: ha 0e 640 sic cer dav we babe het one 99 
I I eA Oca eee ue od walelé 6 99 
Warrior and Kimberly, Ala. ........ 99 
IN MRI A 3s nana 6-56 hi equ el ccerae bw i 94 
ya * See 79 
as catch nee eat «ee wile 94 
RE 55 0a echo k orm ai gee a anda Budi si. ae 
MME,” cigar ewes Pome ge 99 
A EE, 6 dip o dnd dsean oa ewaaeed ee 100 
NS, MEE: 5s 5 obs okdkig eth nue pred 106 
in! i > io. «oe Baas Metis hoes 106 
ON ee iieth 106 
Coopers and Verbena, Ala. 108 
Mountain Creek, Ala. oid il wand 108 
Deatsville and Speigener, Ala....... 108 
a” 5 oda s atuae ad ew utas dass 108 
Coosada, Ala. ae ei ariel ie 5 airy Ee 108 
BeGmeeeery, AlB. .n.cciceccces bie’ on 

Stations on the Seaboard Air Line. 
I ee ee aid wedi res 126 
Chesson and Hardaway, Ala. 132 
LR, nn wii elise aw ay arin. wh Ose 136 
Roba and Hannon, Ala. .............140 
eee sit sie. sGite A 
Oi, ~ DAEs sob cccwnn Keuwe 148 
Pittsview and Cottonton, Ala 151 
ST an wes #6 00% 4 147 
SN eae T eniddiell dn kchere ou we bs 6 144 
i SU. id a's cues Chane 143 
RO, ou was a dales aieme be whe é 141 
 ,. , 5 s-a+ 6 cotadaes ts cdma 137 
I No ans ethno sidih dete 139 
NG SS 4 ake aia dee wena d aw hye eed 44 143 
: TO ncsndcagdeesaguassodee 123 
Huntington and Leslie, Ga. ......... 143 
yg 2 SE SEE as aa 2 146 
en Me Oe to, 6 a nie ween’ be ebae 143 
i! Sul os ap tes tateeser he ..138 
CD, Rs ah «0 ax's wants acdae wie .123 
I MN as so sn ah tein Med aee hee eae 143 
ES OS. a Sih, aan saddens enn aie 146 
EES pee Pee ee ee 148 
.. Ce ~ ged token dtianbaernale ee 53 
EM | ons oes ee herd eens thar anlee 156 
i Me. 4 ence Ws 6he sedate arreneas 159 
nn. vs dad ati obaupewsen ¢ 143 
CN ae ere 155 
Se GD, | 4 civ ek peutc sc cretecn 150 
Mount Vernon and Ailey, Ga. .... 148 
CE 20. te he «cing ta hngis aon 146 
eat ere She oo ac wanes 144 
SR idan ds uWte a0 deb vad 6.00.64 143 
SL Ye So ois aig wwe wie 0-6’ 140 
I a seas wise sateen 136 
Manassas and Belleville, Ga......... 135 
Hagan and Claxton, Ga. ...........-. 133 
i Ce ates 68.5 ok bandos eos de oem 131 
I GO ic cc aeeneteets peeees 129 
A Sc cies bas oakcewee a pies 128 
EPPO SEP OT ee ee 125 
ELT MS <6 5 oe vbr a d.cecdpeeahe ess 123 
LE ME, ane 6s erie nccreweeganke .118 
ne “Ce ce ee rcun mikes eees 95 95 


1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 


2 3 4 


79 63 58 
81 64 59 


81 64 59 
83 65 60 
83 65 60 
8 66 60 
82 66 58 


87 68 63 
87 68 63 
87 68 63 
88 69 64 
88 69 64 
88 69 64 


87 78 62 
11 100 82 
15 104 85 
19 108 89 
23 112 93 
21 109 88 
31 120 100 
33 122 102 
30 116 96 


28 115 95 
26 114 94 
24 112 93 
20 109 90 
23 111 91 
25 112 91 
07 96 78 
25 112 91 
27 115 94 
25 112 91 
21 109 88 
07 96 7 

25 112 91 
27 115 93 


30 «116 96 
33 120 99 
36 122 102 
38 126 104 
24 110 90 
33 121 107 
29 118 108 
28 116 106 
26 115. 106 
25 114 104 
24 113 104 
21 111 103 
18 109 100 
16 108 99 


14 106 98 
13. 105 96 
10 103 95 
09 101 94 
06 99 91 
05 98 90 
00 94 85 
80 75 70 


“IS oO > 


6. Rates from Cincinnati, Ohio, to Savannah, Ga. 


Route: 
way to Harriman Junction; 


Asheville and Columbia to Savannah; 756 miles. 


Rates: The rates to 


Cincinnati, New Orleans & Texas Pacific Rail- 


Southern Railway through 


intermediate stations on this 


route between Knoxville and Columbia have been given in 
connection with the rates to Charleston. 

Below are shown the rates from Cincinnati to all sta- 
tions on the Southern Railway between Columbia 


Savannah: 


Cincinnati, Ohio, to— 1 
Stations on the Southern Railway. 
I <n en itdebe oe 107 
I Ge ie sine bee é 098 107 

Shuler to Blackville, S. C., inclu- 
RS Seti ck wan hell b's ps aye «adie 107 
Ty Gi UD. Seiad ab ost epe wees bee 117 
I Me ais. wn hina gern 6 amend 147 
Kline to Seigling, S. C., inclusive.147 
CUES, oc sceba ss dues asides 142 


9 


99 


92 


103 
107 
127 
126 
121 


3 4 5 


81 65 53 
79 #865 = 653 


84 65 52 
86 67 55 
104% 7914 66 
104% 79% 66 
104% 79% 66 


and 


I a Sg ine 6 alan ee eo as 145 
VO, Ee Se, nan tals peetehae tee 141 
Estill to Furman, S. C., inclusive.136 
UNS Me Mae. ed 0 504 tern AU Y cKe 42% 134 
Tarboro and Tillman, S. C. ...... 132 
Hardeeville and Durysburg, S. C...136 
O’Leary and Monteith, S. C. ...... 117 
epee, GO nis cts <o'ck awa o4dbele 95 


125 
120 
116 
114 
113 
116 

99 


80 


Vol. 


104% 
104% 
104% 
104 
104 
107 
93 


75 


XIII, No. 


79% 
79% 
79% 
79% 
79% 
99 
84 
70 


66 
66 
66 
66 
66 
79 
71 
58 


7. Rates from Louisville, Ky., to Brunswick, Ga. 


Route: 
ery; Atlantic Coast Line, Montgomery to Brunswick; 8&6 
miles. 

Rates: The rates to 


intermediate stations north 


Montgomery have been described in connection with 


rates to Savannah. 


Below are shown the rates from Louisville to all st: 
Ala., 


tions on the route selected from 
Brunswick, Ga.: 

Louisville, Ky., to— 1 
Stations on the Atlantic Coast Line 
a ee Serr Tre eee 98 
eS ar Oe ep eae 126 
ES yk Kkaee ne Os oWRnee hss wakes 130 
I SOE «taps 4 e0kiedee>* ap uate 134 
ES i ee ee ee LS a ae 136 
Banks to Ariton, Ala., inclusive 140 
Gs WOM wt iedes cncdetssanehanter ewes 136 
Waterford to Grimes, Ala., inclusive.140 
Dothan, Ala ai wclebin: papel eae beeen © ka 

Cowarts, Ala., to Brinson, Ga., inclu- 
Ot Wins o thdd « 2d eee asan 6s stad 140 
Bainbridge, Ga......... 132 
Ce et ias Sg te eee on os a ob a 146 
SUR acs Se dawastekets soe sae 146 
CS Ss bwe idee sc heuer as miewell 146 
ee Lean s ott d dete eid 146 
Se eo ik's a Se wena a 143 
SS eae ee ee ere 146 
Pidcock and Dixie, Ga. .............. 146 
Se te alae a uidig Pie wae e wwe a8 143 
GSMS ht Sw. ta a be dba 64, 0 8 00.5 146 
ne en. ile te ale phe om oat 146 
Rs TI elie pi eke Tiss oe aes Ca 143 
Naylor to Dupont, Ga., inclusive..... 146 
Cutting and Homerville, Ga.......... 144 
ee. rnd clwebas tasane }éa'teeas 142 
MST Sos oe dad ode meedne be eee 141 
Pe cs cee nenas wicca wewkee 138 
i Mt 2 ook ruse wide heseoekes 137 
IS ES SUP sn a aes 6 ob 66 bee w 135 
es re os deeded Ui ae. eo mde s 130 
pO ee Pee 136 
Sn Ss. ieee es eae bee ane Oe 124 
Atkinson and Waynesville, Ga....... 121 
SER,” GA. ovine Cubes pers t 04600. e% 95 


8. Rates from Cincinnati, Ohio, 
Route: Cincinnati, New Orleans 
way from Cincinnati 
Brunswick; 767 miles. 
Rates: 


to Chattanooga; 


Montgomery, 
2 3 4 
87 78 62 

111 100 82 
115 104 86 
119 105 88 
116 102 86 
120 105 88 
116 102 86 
120 105 88 
116 102 86 
120 105 88 
112 98 82 
121 95 89 
124 97 92 
127 101 92 
127 102 92 
124 110 90 
127 107 92 
27 108 92 
124 110 90 
127 112 92 
127 112 92 
124 110 90 
127 112 92 
124 112 92 
123 112 92 
122 111 92 
120 110 92 
118 109 92 
116 107 90 
111 104 92 
108 100 92 
105 98 90 
104 97 89 
gO 75 70 


to Brunswick, 


AN 
an 


sInde}sd-l-1-+) 


KO we tO 


“3-3 
Fw 


c) 


76 


I-1-3-1-3 
an AN 


1 


Ga 


<V 


& Texas Pacific Ra 
Railw: 
from Chattanooga through Rome, Atlanta, and Macon 


Southern 


The rates to intermediate stations north 


Chattanooga do not exceed the rates made to Brunswi 


Below are shown the rates from Cincinnati to all st: 


Louisville & Nashville Railroad to Montgom- 


* ~— =~ 


tions on the Southern Railway between Chattanooga and 


Brunswick: 


Cincinnati, Ohio, to— 1 
Stations on the Southern Railway. 

Castanea. SOOM. .codoiscacncavecesss 70 
een@eure. SOO, cs cebiecs fe ceones 96 
NS ln de 6-64 tia dibiad Cee wonyges 104 
Varnell and Waring, Ga. ............ 110 
Sis 2s chen awa't 6 eebe 6 pseu 97 
SL AGS dn Wid trlen oll au'S oo ne > aradenie 112 
Hill City and Sugar Valley, Ga....... 118 
Oostanaula and Reeves, Ga........... 122 
PS Re ie, oo Siew ced 121 
Pinson to Bauxite, Ga., inclusive. 118 
hla a aa ata abe oe at RS? 0-0-0 wad 113 
EE EE Rh a see ebuden'a eh oes mae 98 
ET ME oe Fe Fa ma dS CS Oc. os bs awee’ 98 
Silver Creek and Chambers, Ga....... 113 
ee I, GI cap cvs ct tgeacs ss 118 
Seney and ‘Ravenel, Ga. ..........,.. 121 
LA BE ASO, GOw oso ccs ccwcvscr 123 
IE, Ss asd aide do be ues og nin 121 
pe OE: ee ee 126 
GIS aie. the i ob 9 d's bate See Oo 12 
I MS” dea 3 klae > see 0's os 0 bie 131 
SoM a ate os as Ha wi wae 128 
ee oe are + oS b's odin s 9 $0 ant 126 
Powder Springs and Austell, Ga..... 123 
I bel co o5.05 ware opeane pos 6 sae 121 
Nickajack and Oakdale, Ga.......... 118 
Cone, GH, kv cecWecceces 98 


107 
105 
87 


91 
94 
97 
98 

97 
101 
102 
104 
102 
101 


97 
94 
78 





May 


eyvtolr 
\tlant 
tosela 
‘onsti 
Henri« 
Eienw 
stockt 
runis 
\iceDon 
Locust 
enkin 
lacks¢ 
Bibb, 
Flovill 
Berne! 
Berry 
james 
Holton 
irgin 
lacon 
teid a 
Bullart 
\dams 
ttricl 
\inslie 
MeGri 
Cochra 
Hawki 
kempir 
Dubois 
Kastm 
;odwil 
Chaun 
\chore 
Helena 
Scotia 
rowns 
lcox 
Ocmul; 
Hazelh 
Grahal 
Pine ¢ 
saxley 
Wheat 
Surren 
Brentv 
Nesbit 
Je sup, 
Odesse 
Bennet 
inclu 
Mount 
Eeveret 
Belle 
Walbir 
Dock. 
Bruns 


9, 
R 
tion, | 
ville; 


R 
Montg 
rates 

Bi 
tions | 
sonvil 


Stati 
vil 
Montg 
McGhe 
Tyson, 
Letoha 
Calhou 
Garlan 
Flomat 
Centur 
Bluff § 
McDav 
Pine ] 
Molino 
Cantor 
Gull P 
Mulat, 
Milton, 
Harold 
Holts, 
Gallive 
Crestv 
Deerla 
Mossy! 
DeFun 
inclu 
River 
Stati 


Mount 

clusi 
Midwa 
Tallah; 
Chaire 












ee 















May 16, 1914 


eyton and Howell, Ga. ............. 113 101 91 73 61 49 
tietvhe< Cie: wis Soka bob oe cece os obo cwat 98 87 78 63 52 41 
Ouelt Gs. dibbice Kidde vd ds 0 whee 98 87 78 63 52 41 
netititees. Se Mirae Noxdescccewecsuns 113 101 91 #73 61 49 
ienrico and Conley, Ga. ............ 118 105 94 76 63 651 
enwood and Rex, Ga. ............ 121 107 v7 78. 68 652 
tockbridge and Maher’s Quarry, Ga.123 110 98 81 67 54 
inis and Flippen, Ga. ............ 126 112 101 83 68 55 
[cDOROUNa SHEE SAWE bc bacsdvconnedssu 128 113 102 84 70 55 
OCUBE ‘ERPs ea a 655 0 eo brwe ode 131 116 104 87 71 56 
mic ime, . Bae na. > Suwa d's dp edad 132 117 106 88 72 56 

BOOGs Geee cs a9 0 dnp seb 66 g0 0 os sbEdenn 134 120 108 89 73 57 
Din, Gea hs < COB ba ces nc céevuein 136 120 109 90 74 57 
yy iia Gr ee. Bn a's oes avied cau 136 119 107 89 73 57 
rner and Juliette, Ga. ........c...; 131 115 104 85 70 57 


ry Creek Tank and Polhill, Ga...128 113 101 83 69 56 
ies Ferry and Pope Ferry, Ga. ..126 110 100 80 68 54 


OltOGs). BRE 2049 Sods adhe 06s dekh eee 123 108 97 78 65 53 
rein, SeeG s6canudiac haha ad wee-anie Oke 118 104 94 75 63 51 
LOOM, Ses hake eke hae oe do oe bw elas 103 90 81 65 54 43 
eid and PRAMS. GOs) sic desc ccc cievics 123 108 97 78 65 63 
iar, ‘GRAt. sacBeicwe~dcads denese eer 126 110 100 80 68 54 
.damis.. FAG GO od back oo vd oc cans ee 128 113 101 83 69 6 
ttrick and Westlake, Ga. .......... 131 115 104 85 70 57 
Ue ig eres eee 133 116 105 86 72 67 
McGriff and Coley, Ga. .........60. 136 119 107 89 73 5s 
CHEN CER, Ub Faia ws 2 he ose batimane 137 120 109 90 74 58 
[a Wikis: Fe Sis =< Scans os dsiectass 123 107 96 78 65 52 
NOEL | Ae: + 00 be neds. ch be oe abaeeess 139 123 iil 91 75 59 
uubois and Gresston, Ga. .......... 141 12 112 93 77 59 
pC ae i ae kw na adys~eebean 144 128 115 95 78 61 
SOGI WRREIIINIIN. UI ne es 147 130 116 96 79 62 
auncey to Cox, Ga., inclusive. 148 131 117 98 79 6z 
CheeGl, Kak | wis adeatikes $ ook ewaveres 151 134 119 99 80. 63 
Helena and McRae, Ga. ............-.- 143 124 110 90 74 59 
Otte, GRRE ists owen Sieve dv uae tart 154 133 121 101 32 64 
WE. catia che, « « bwigwnsn ey Gaiekdesarnt 151 130 119 101 82 64 
ox and Lumber City, Ga........150 129 118 101 83 66 
CRIM GENEL. 5 whine bined sb bmec een 148 128 116 101 83 66 
Haweleeies Gly | ade 04 kde abies socmeene 146 126 115 103 &4 67 
ede Ge ne sudek spas vseav cot Rend 144 125 114 103 84 66 
Grove and Prentiss, Ga......... 143 124 113 104 84 66 
DOM, Gs eae 6a bbc od Sos 0Xk bbcmemee 140 121 111 103 83 65 
Vhemtec We 6 in 5s ds ada s ovis eae ae’ 139 120 110 101 83 65 
SUrreaee ee Lesles bnxeae bee dicks n.ewae 136 118 109 100 82 64 
entwood and Odum, Ga. .......... 135 116 108 99 82 64 
N ebb Sirs. o csi ee cheese Hoxvemaeaes 131 113 105 96 79 £62 
Ve OS Seer eee ee 129 110 103 92 76 61 
eume, GE Gee GO ode ee 50 eda én 128 109 101 94 77 61 
nnett’s Still to Grangerville, Ga., 
ee eee a ee ee ee 125 106 99 91 76 = 60 
ee TW ea ie oars ack ou bei 123 105 98 90 74 60 
ORE I a ied wed brine’ ives t 120 103 95 88 73 «469 
elle Vista and Zuta, Ga. .......... 118 100 94 85 72 57 
Walbirg and Sterling, Ga............. 115 98 91 83 69 56 
Dock: Fares, MS i de wh cece dtnweds 110 94 88 80 67 54 
LUNN AEEERS * + ots he wae bine ed ed be See 95 80 75 70 58 46 


9. Rates from Louisville to Jacksonville. 

Route: Louisville & Nashville Railroad to River Junc- 
tion, Fla.; Seaboard Air Line, River Junction to Jackson- 
ville; 960 miles. 

Rates: The rates to intermediate stations north of 
Montgomery have been described in connection with the 
rates to Savannah. 

Below are shown the rates from Louisville to all sta- 
tions on the route selected between Montgomery and Jack- 


sonville: 


Louisville, Ky., to— - 1 2 3 4 5 6 
Stations on the Louisville & Nash- 
ville R. R. 
MOI RS os bas ais eh ogee al 98 87 78 62 50 41 
McG AEEEE oa dlc ce da. peo wcass neues 108 88 78 64 S&T 47 
DP YOO, > MEE Bebe oo hb ea go nlg ce 110 90 78 65 60 52 
a ee 110 90 78 65 60 64 
‘alhoun to Georgiana, Ala., inclusive.110 90 78 65 60 56 
rarland to Pollard, Ala., inclusive. .113 92 78 67 52 58 
FOUR EG COs 6 ws oo vad canbe y oh ucoves 113 92 78 67 62 56 
Comite aera. < Sake crkdk 0 bs tens oul 1138 93 #72 6F 62 «S6 
iui Ee Ee "ta we ene bho ed 113 92 72 67 60 54 
Ci EE ee HO ree eo 113 92 72 67 58 57 
Pine Ts TOR adic. cs Selacenenddece 113 92 72 67 5&7 #50 
AOR RE eh irate Skin wal oe caw eke’ 118 92 72 6 54 48 
‘antonment and Gonzalez, Fla....... 106 88 72 61 50 44 
J SS Serer 156 (Ut CUCU TC UCU 
oe i ae ee ee 120 98 76 70 59 53 
MITKORG TA, ok aun WS nc eee bea nice he 115 98 76 67 52 45 
IO PONE cI on is sits mrewedenitne on bees 120 98 76 771 64 «57 
20 i OS Sea ere a 120. 98 76 71 66 «659 
Galliver and Milligan, Fla...:......- 120 98 76 71 66 61 
EQUI on sk ox's Kes ccnadet t 125 102 79 74 69 61 
COPEL a wbo hs ike cee eewcs -125 102 79 74 69 63 
MOOGIRGRE, | UM s.o csc 6:9: dnd w Sdde oes 125 102 79 74 69 65 
eFuniak Springs to Sneads, Fla 
SE a tent tien os 'o.n'os a oee db tke 125 102 79 74 69 65 
River JUBGe, WR. nose ccnccicens 120 96 72 69 65 62 
Stations on the Seaboard Air Line 
Mount Pleasant to Quincy, Fla., in- 
CREME 55555 Fass Cle obBbad cliasewhas 147 127 113 93 78 64 
MQW OME Sana 6 ddr os kus <2 vie obo 171 148 136.123 101 84 
LOL 4h n5bisd6ctcksaswead 147 127 113 98 78 64 


Chaires,- Fla. 
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aD SS ee eee ee ere ee 165 143 134 117 97 81 
Drifton and Aucilla, Fla. ............ 163 142 132 115 96 79 
Greenville and Madison, Fla......... 147 127 113 93 78 64 
Lo GS. aA Bile Parke Souk are'a J cceb be 167 188 125 i111 93 76 
Ellaville and Falmouth, Fla. ........ 155 135 124 109 92 74 
ea AAS ee ae 147. 127 113 93 78 64 
Houston and Welborn, Fla........... 147 130 118 106 90 71 
Lake City and Watertown, Fla....... 139 122 113 102 87 69 
Ce I. eee cb ois oe cee ddadwe. 135 118 110 100 83 66 
ee | ir nds ek cok wukw as cebedin 131 114 107 97 81 65 
Glen St. Mary and McClenny, Fla...127 110 103 93 78 64 
Pe, SUM * us us pawaa boa eelea Tes eo ok 123 106 99 89 75 61 
FREON, “FOR. 5 cat Hhseeebes Pe des 95 80 75 70 58 46 


10. Rates from Cincinnati to Jacksonville. 

Route: Cincinnati, New Orleans & Texas Pacific Rail- 
way to Chattanooga; Southern Railway, Chattanooga to 
Jesup, Ga.; Atlantic Coast Line, Jesup, to Jacksonville; 843 
miles. 

Rates: The rates to intermediate stations on this 
line north of Jesup were given in connection with the 
rates from Cincinnati to Brunswick, Ga. 

Below are shown the rates from Cincinnati to all] sta- 
tions on the Atlantic Coast Line between Jesup and Jack- 


sonville: 

Cincinnati, Ohio, to— 1 2 3 4 5 6 

Stations on the Atlantic Coast Line 
R. R. 

SUT. ie Bs 4:05 Byctden thd etvs 129 110 108 92 76 G1 
Pee, GOO. Lvl se codes ueben ae 133 115 106 92 76 61 
Se GG ecrce ds < csi utes tewasek 131 112 105 92 76 61 
NN A ie ola a ud vers ote. ea 129 110 103 92 76 61 
RY AIRS | od, xicaah wh aa'e-a he pe keane 131 112 105 92 76 6i!1 
Nahunta and Hickox, Ga. .......... 126 108 100 92 76 60 
wind con dees woone cok atene 130 111 104 92 76 61 
PE ov eo cas tke vee cob eaertsakes 133 115 106 92 76 61 
ne a a ects a ahs aia « 00-0 06d « wren 134 115 107 92 7 Gil 
EE UN Sk 5 ok 0 he veh eile tel hn 131 114 106 92 76 61 
Hilliard and Dyals, Fla. ............ 127 110 103 92 % 61 
Bettie tes Teen, Galea cose s ccc wes 123 106 99 89 76 61 
Dinsmore and Pickett, Fla........... 119 101 95 85 72 59 
RL er ye err 95 80 75 70 58 46 


The Defense. 

The defense of the carriers for making lower rates 
from the Ohio River crossings to the south Atlantic ports 
than to intermediate stations rests primarily upon these 
grounds: 

1. The active, present, compelling competition of the 
trunk lines from the Ohio River cities and central] freight 
association territory to north Atlantic ports, together with 
the steamship lines operating therefrom to the south At- 
lantic ports, necessitates the maintenance of the present 
rates to these ports. 

2. That these rates are subnormal. 


3. That they pay more than the additional cost of 


oo. 


handling. 
4. That the rates to intermediate stations are not un- 


reasonable. 

The rates made by the trunk lines and the water car- 
riers from Ohio River crossings and from points in cen- 
tral freight association territory to the south Atlantic 
ports are in nearly all instances lower than the rates made 
by the all-rail lines operating from and through the Ohio 
River crossings. 

The following are examples of the rates on the num- 
bered classes from Cincinnati, Louisville, St. Louis, Chi- 
cago, and other points, via New York and ocean, as com- 
pared with the all-rail rates made through the Ohio River 
crossings: 


Charleston, Brunswick. Sa- 


vannah and Jacksonville 

from— 1 2 3 4 5 6 
Cincinnati, Ohio: 

Via New York and ocean. .102 88% T0% 53% 41 33% 

EE ha bse vg Sige knee -oah 95 80 75 70 58 47 
Louisville, Ky: 

Via New York and Ocean. .112 99 77 55 45 37 

BEE SS cca wa st <s chat Cliias 95 80 75 70 58 46 


St. Louis, Mo.: 

Via New York and ocean. .124% 108 

Se SE Stan od chs Sad we ds 118 99 
Chicago, IIL: 

Via New York and ocean. .112 97 
pL ee pers er ee 110 
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Detroit, Mich.: 
Via New York and ocean.. 95 82% 66 4914 38% 31% 
OR RR Re 131% 1ll% 93 74% 61% 48% 
Fort Wayne, Ind.: 
Via New York and ocean..104% 90% 72 53% 42 34% 
All rail to Charleston ....128 108% 90 68% 54 44he 
All rail to Brunswick, Sa- 
vannah and Jacksonville.128 108% 97 78% 65 5lte 
Grand Rapids, Mich.: 
Via New York and ocean. .109 94% 75 55% 44 36 
All rail to Charleston ....134 ll4% 93 70% 56 46 
All rail to Brunswick, Sa- 
vannah and Jacksonville.138 116% 102 80% 67 53 
South Bend, Ind.: 
Via New York and ocean. .109 94% 75 55% 44 36 
All rail to Charleston ....130 110 93 T0% 56% 46 
All rail to Brunswick, Sa- 
vannah and Jacksonville.130 110 97 80% 67 53 


The class rates shown above as applying from Cin- 
cinnati, Louisville, St. Louis, and other points via New 
York and ocean to the south Atlantic ports are governed 
by the official classification and as shown some of them 
are higher, though most of them are lower than the rates 
of the all-rail lines on the corresponding classes which 
are governed by the southern classification. However, in 
section 2 of the tariff of the trunk lines serving Ohio River 
points through Baltimore in connection with the Mer- 
chants & Miners Transportation Co., rates governed by the 
southern classification are published to the south Atlantic 
ports, which rates are the following amounts lower than 
the rates published by the all-rail lines: 

l 2 3 4 5 6 A B E H 
s 6 5 4 3 2 2 2 3 { 

If rates made on this basis governed by the southern 
classification are lower than the published rates governed 
by the official classification, the lower rates are applied. 
Below are shown representative commodity rates from 
various points north of the Ohio River to Savannah via 
New York and ocean as compared with the all-rail rates on 
the same commodities through the Ohio River crossings: 


Savannah via— 
New York All 


Commodity. and Ocean. Rail. 
Meerem 6. 4, frome Chien, Taleo ose. wcccscccese . 22% 38 
Woven wire fencing, c. 1, from Pittsburgh, Pa.. 22 46 
Woven wire fencing, c. 1., from Youngstown, O.. 24 59 
Special iron and steel articles, c. 1, from Erie 

EE. Obs as baa cecwsvesrdceocesscoedoer 22 31 
Special iron and steel articles, c. 1., from Youngs- 7 

EG Ths oan a get peeeabeee sh Ober kebhet 64 44%: 24 36 
Dried beans, c. 1., from Jackson, Brown City 

ee “RCSD, WEICE occ wc ccvcvedecessecssnes 424 65% 
Cable, telegraph and telephone, c. 1., from Chi- 

DASE. cts Aa CR UW Onan es cepodastretees ocesdecs 39% 65% 
Lamp chimneys, c. 1, from North Vernon, Ind.. 64% 77 
Lamp chimneys, c. Ll, from Alexandria and 

i Se cen wake eee a aera bao hahaa oe 81% 


Upon the whole record it may be regarded as fairly 
well established that the rates made from the Ohio River 
crossings to the south Atlantic ports are induced by an 
active, present, compelling competition over which these 
petitioners have no control, and such rates cannot be mate- 
rially increased without loss of traffic and consequent loss 
of revenue to the petitioners herein. 

2. Are these rates subnormal? 

Of the port cities considered, Charleston and Port 
Royal are the nearest to the Ohio River crossings, their 
cistance being approximately 750 miles, while the distance 
to Jacksonville is in the neighborhood of 900 miles. The 
average distance that all of this freight is carried via 
the routes here considered is 804 miles, yet we find rates 
in effect on all classes over this 800-mile haul participated 
in by two or more lines in each case which are below the 
all-rail rates made from New York to Atlanta, Chattanooga, 
Athens, or any other competitive point in southeastern ter- 
ritory at a like distance from New York, and below the 
average rates which are made over two-line hauls in south- 
eastern territory for a distance of 300 miles as shown by 
Exhibit No. 117. Certain testimony has been submitted 
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tending to show the disadvantage under which these south 
ern lines operate in comparison with the trunk lines with 
which they compete for business. Below are shown for th: 
year 1909 the gross and net earnings per mile of road, 
traffic density, and average trainloads of carriers operat 
ing in territory known as groups 2, 3 and 5. Group 2 in 
cludes all of the states of New Jersey, Delaware and Mary 
land, most of the states of New York and Pennsylvania 
and some of West Virginia. Group 3 includes the states of 
Indiana, Ohio, the southern peninsula of Michigan, a smal! 
portion of the state of West Virginia, and such portions o! 
New York and Pennsylvania as are not included in group 2 
Group 5 comprises the states of Kentucky, Tennessee, Ala 
bama, Mississippi, Georgia, Florida, and that part of 
Louisiana lying south of the Mississippi-Louisiana state 
line and east of the Mississippi River: 
Net 
Gross Traffic Den- Average Income 


Earnings sity, Tons Tons in per Mil 
per Mile. per Mile. Trains. of Road 


CE. uae Rana Oe emansiee $22,009 2,422,317 478.63 $3,438.8 
GROUP S ns csivecoescicccces 13,263 1,624,956 428.72 1,625. 
PO stack wee ts sakee'n « 7,170 605,280 256.50 599.5 


The above figures are taken from the annual report: 
of the Interstate Commerce. Commission of the statistics 
of railways in the United States and tend strorgly to su) 
port the claims of the petitioners that these southern rail 
ways are not in position to compete on equal terms wit! 
the railroads operating north of the Ohio River through 
centra] freight and trunk line territories. The claim that 
the rates now in effect from the Ohio River crossings to 
the south Atlantic ports should be considered subnorma! 
may be regarded as established. 

3. Do these rates, although subnormal, pay more than 
the additional cost of handling? 

The lowest rate on any of the classes to the south At 
lantic ports is the rate on class D of 25 cents per 100 
pounds. This rate applied over the longest route here con- 
sidered—960 miles—yields a revenue of 5.2 mills per ton 
mile. The indications are that such rates pay more than 
the additional cost of handling. 

4. Are the rates to intermediate stations on the routes 
selected unreasonable? 

(a) The rates from Louisville to Augusta. Ga., and 
stations intermediate thereto are discussed in subdivisio: 
1 of this report, and it is unnecessary at this time to dis- 
cuss any of the rates to intermediate stations except the 
rates applicable to intermediate stations on the Southern 
Railway between Augusta and CHarleston. 

The highest rates at intermediate stations on this lin: 
are those beginning with Windsor, S. C., and ending with 
Elko, S. C. Windsor is 672 miles from Louisville. Below 
are shown the rates applicable for Louisville to Windsor, 
and the rates contrasted with the average rates for 65 
and 700 miles over two-line hauls as shown from Exhibit 
No. 117: 


Miles. 1 2 3 { 5 t 

Louisville to Windsor........... 672 117 107 86 67 55 ‘ 
Average rates shown from Ex- 

ibi N 7 ee 650 137 118 106 90 74 t 

I dc ns aca 3 { 700 142 126 113 94 an ; 


The rates to intermediate stations between August 
and Charleston are far below the level of the average rates 
made to noncompetitive points in southeastern territory 
over like distances. Rates, very slightly less than those 
above named to Windsor, are blanketed to all stations 
Blackville, S. C., to Ladson, S. C., inclusive, a distance 0! 
approximately 60 miles. There is nothing to indicate tha' 
the rates to intermediate stations on this route are wu! 
reasonable. 

(b) On the route selected from Cincinnati to Charles 
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ton the highest rated points are those stations beginning 
with Flat Rock, N. C., and ending with Campton, N. C. 
Below are shown the rates to Flat Rock with distance from 
Cincinnati contrasted with average rates made for 450 
miles in southeastern territory as shown from Exhibit 117: 


Miles. 1 2 3 4 5 6 

Cincinnati to Flat Rock......... 465 120 107 91 71 58 49 
\ VERGE. SUE 60s vies ces os daw aces 450 114 100 89 74 62 50 
It will be seen that these maximum rates on this 


route fairly correspond with the average rates made to 
noncompetitive points over like distances, South of Flat 
Rock the rates decrease toward Columbia, S. C., at which 
int a depression in the rates appears. The situation at 
Columbia is in many respects similar to that at Augusta, 
which is discussed in subdivision I of this report, and it 
s unnecessary at this point to discuss the propriety of 
the lower scale of rates applying to Augusta, as compared 
with the rates to intermediate stations. South of Columbia 
from Lee, S. C., to Woodstock, S. C., inclusive, a distance 
of approximately 60 miles, a blanket rate is applied. The 
rates applying to this blanket are below the level of av- 
erage rates applying to noncompetitive points in south- 
eastern territory over like distances. Between Knoxville 
Morristown, Tenn., to stations, Mascot to Alpha, in- 
clusive, higher rates are applied, particularly on the first 
three classes, than are applicable to Morristown. Inasmuch 
as the rates made to Morristown are blanketed to all sta- 
tions from Morristown to Asheville, a distance of approxi- 
mately 80 miles, there would appear to be no good reason 
why the blanket should not be extended to the inter- 
mediate stations, Mascot to Alpha, inclusive. No defense 
is presented in this record for the maintenance of a higher 
level of rates to some of these stations between Knoxville 


and 


and Morristown than to Morristown and stations south 
thereof. 
(c) The route from Louisville to Port Royal. is 


through Augusta, and the rates to intermediate stations 
west of Augusta are discussed in subdivision I of this re- 
port. East of Augusta the route is over the Charleston & 
West Carolina Railway. The highest rated intermediate 
station is found at Hattieville, S. C., 80 miles from Port 
Royal and 678 miles from Louisville. Below are shown 
he rates from Louisville to Hattieville contrasted with the 
average rates for 700 miles made to noncompetitive points 
in southeastern territory as shown from Exhibit No. 117: 


Miles. 1 2 3 4 5 6 
isvile to Hattieville......... 678 145 125 113 95 76 62 
AVEC. BI 6.04 cons cease ouesd 700 142 #126 113 94 80 66 


It will be seen that these rates to Hattieville correspond 
reasonably to the average rates made for like distances 
in southeastern territory, and there is no reason shown in 
this record for believing that these rates are unreasonable. 

(d) The route from Cincinnati to Port Royal is 
through Augusta and there is no occasion at this point for 
considering any of the rates to intermediate stations ex- 
cept those stations between Augusta and Port Royal. The 
a.stance from Cincinnati to those stations Is approximately 
the same as from Louisville, The rates are the same, the 
maximum-rate point occurs at Hattieville, and the same 
conclusions relative to the reasonableness of these rates 
must be reached. 

(e) On the route from Louisville to Savannah via the 
Louisville & Nashville Railroad to Montgomery and the 
Seaboard Air Line it will be unnecessary to discuss any 
of the rates to intermediate points except to stations east 
of Cordele, the rates from Louisville to Cordele and inter- 
mediate stations being discussed in subdivision L of this 
report. On the route of the Seaboard Air Line east of 
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Cordele the rates reach a maximum at Milan, Ga. Milan 
is 124 miles from Savannah, and 705 miles from Louisville. 
Below are shown the rates from Louisville to Milan con- 
trasted with the average rates made for 700 miles to non- 
competitive points as shown from Exhibit No. 117: 

4 5 6 
6 104 86 68 


Miles. 1 2 3 
13 94 80 66 


Louisville to Milan....:......... 705 159 138 1 
VORA TOE. o06.5506 ce scaP icine 700 142 126 1 


Milan is 10 miles west Helena, Ga., a junction point 
with the Southern Railway. The rates applicable to He- 
lena are— 

143 124 110 90 74 59 
The distance from Louisville to Helena, Ga., via the South- 
ern Railway and Cincinnati, New Orleans & Texas Pacific 
Railway is 632 miles, and via the Louisville & Nashville 
and Seaboard Air Line is 715 miles. The rates maintained 
thereto correspond reasonably to the average rates in this 
territory for distances of 650 miles as shown from Exhibit 
No. 117. Both the Southern Railway and the Seaboard 
Air Line maintain higher rates to the intermediate points, 
and no sufficient justification appears in this record for 
the maintenance of such higher rates. We are of the 
opinion that the rates from Louisville to Helena should 
not be exceeded at intermediate points and that so long 
as the lower rates are continued to Savannah the rates 
to stations east of Helena should not exceed the rates to 
that point by more than 5 per cent nor in any case be 
higher than the combination on Savannah. 

(f) On the route from Cincinnati to Savannah via 
the Cincinnati, New Orleans & Texas Pacific Railway and 
the Southern Railway the rates to points north of Colum- 
bia have been discussed in connection with the rates to 
Charleston. South of Columbia the highest rated points are 
Yenome, S. C., to Furnam, 8S. C., inclusive, a distance of 
approximately 36 miles. To these points blanket rates 
apply on the last four classes. Yenome is the highest 
rated point. It is 87 miles from Savannah and 669 miles 
from Cincinnati. The class rates from Cincinnati to 
Yenome are— 

147 127 104% 79% 66 55 

The rates on the first two classes are slightly higher, 
but on the last four classes are considerably lower than 
the average rates made for like distances in this territory 
as shown from Exhibit No. 117. Upon the whole record 
we are of the opinion that the carriers should be per- 
mitted to continue their present rates from Cincinnati to 
Savannah, while maintaining higher rates to these inter- 
mediate stations, provided the present rates to the inter- 
mediate stations are not exceeded. 

(gz) On the route from Louisville to Brunswick the 
rates to intermediate stations on the Louisville & Nash- 
ville Railroad north of Montgomery are discussed in sub- 
division I of this report. East of Montgomery the route 
is over the Atlantic Coast Line Railroad. Depressions 
appear in the rates to stations on the Atlantic Coast Line 
at Ozark and Dothan, Ala., Bainbridge, Thomasville, Quit- 
man and Valdosta, Ga. Troy, Ozark and Dothan, Ala., are 
junction points with the Central of Georgia Railroad and 
all enjoy the same rates from Louisville, namely: 


136 116 102 86 71 58 


which are— 
4 4 3 2 2 2 


cents respectively less than the rates on corresponding 
classes to local stations in the same vicinity. Bainbridge, 
Ga., is on the Flint river and is a junction point with the 
Georgia, Florida & Alabama Railroad extending from Rich- 
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land, Ala., to Apalachicola. The rates to Bainbridge are 
to some extent influenced by water competition and are 
at a lightly lower level than the rates to Ozark, Troy and 
Dothan named above. The rates to Bainbridge are— 


132 112 98 82 68 55 


which are- 


8 8 7 6 o 5 


cents respectively less than the rates on the correspond- 
ing classes to stations immediately west of Bainbridge. 
Thomasville, Ga., is a junction point with the Atlanta, 
Birmingham & Atlantic and the Florida Central rail- 
roads. Quitman is a junction point with the South Georgia 
Railway. Valdosta is a junction point with the Georgia 
& Florida Railroad, the Southern & Florida Railway, and 
the Valdosta, Moultrie & Western Railroad. 

Thomasville, Quitman and Valdosta all take the same 
rates from Louisville, namely: 


59 


143 124 110 90 74 
These rates are small differentials less than the rates ap- 
plicable to local stations in the same territory. The rates 
to stations east of Bainbridge very nearly conform to 
the provisions of the fourth section, the rates to local 
stations being small differentials only higher than the 
rates to junction points. 

The rates to the junction points and to the local points 
on this line compare favorably with the rates made for 
like distances to non-competitive points in this territory, 
as shown from Exhibit No. 117. This carrier has ex- 
plained the scale of rates applicable to the stations on 
this line by stating that at the time these rates were es: 
tablished it was the intention to subsequently correct al] 
violations of the fourth section as between rates to loca! 
and junction points by increasing the rates to the junction 
points, or by decreasing the rates to the local points. 
Such correction has not yet been brought about. We are 
of the opinion that these rates to local and junction points 
on the Atlantic Coast Line Railroad should be brought into 
conformity with the long-and-short-haul rule of the fourth 
section except as to Bainbridge, Ga., and as to stations 
east of Dupont, Ga., to which rates made by combination 
on Brunswick are lower than to intermediate points. 

The Louisville & Nashville Railroad and the Atiantic 
Coast Line Railroad should be authorized to continue 
lower rates from Louisville to Brunswick than the rates 
concurrently applicable on like traffic to intermediate sta- 
tions, provided the rates to intermediate local stations are 
not increased, and provided further that.the rates to all 
intermediate local and junction points except Bainbridge 
between Montgomery and Dupont be made to conform to 
the long-and-short-haul rule of the fourth section. 


(h) On the route from Cincinnati to Brunswick the 
rates to points north of Atlanta are discussed in sub- 
division L, and to points between Atlanta and Macon is 
sub-division I of this report. South of Macon a depression 
appears in the rates at Helena and McRae, Ga., two sta- 
tions constiguous to each other and but 2 miles apart. 
Helena is a junction point with the Seaboard Ail Line 
Railway and takes rates from Cincinnati of— 


143 124 110 90 74 59 
These rates are— 
8 10 9 9 6 4 


cents less on classes 1 to 6, respectively, than the rates 
to Achord, a station 3 miles north of Helena. The dis- 
tance from Cincinnati to Helena is 656 miles and the 
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rates made thereto correspond reasonably to the averag: 
rates made for 650 miles to non-competitive points in thi 
territory as shown from Exhibit No. 117. 


We are of the opinion that the rates made to Helena 


should not be exceeded at intermediate points. These ca) 


riers should be authorized to continue lower rates to 


Brunswick and higher rates to intermediate points, pr: 


vided the rates to stations west of Helena are so corrected 


as to not exceed the present rates to Helena and th 


rates to stations east of Helena do not exceed the rates 


to Helena by more than’5 per cent and in no case exceed 
the combination on Brunswick. 

(i) On the route from Louisville to Jacksonville, Fla 
the rates to intermediate stations on the Louisville & Nash 
ville Railroad north of Pensacola are discussed in su! 
division E of this report. East of Pensacola the rates to 
stations on the Louisville & Nashville Railroad accord 
with the fourth section with the exception of River Jun 
tion, Fla. To this point the rates are 5, 6, 7, 5, 4, 3 cents 
per 106 pounds less than upon corresponding classes to 
intermediate stations. River Junction is on the Apala 
chicola river and the rates to that point have, withou! 
doubt, been influenced by that circumstance. Testimon 
shows that boats operating on the river carry traffic to 
Columbus, Ga., Eufaula, Ala., and River Junction, Fla. 
and other points. fast of River Junction the route is 
over the Seaboard Air Line Railway. Depressions appeai 
in the rates to Tallahassee, Greenville, Madison, and Liv: 
Oak, Fla. Tallahassee is a junction point with the Georgia, 
Florida & Alabama Railroad. Greenville is a junction 
point with the South Georgia Railroad. Madison is a 
junction with the Georgia and Florida Railroad, and Live 
Oak is a junction with the Atlantic Coast Line and wit 
the Live Oak, Perry & Gulf Railroad. Additional routes 
are furnished from Louisville to Tallahassee, Greenville 
Madison and Live Oak by means of the railroads named 
extending in a general north and south direction and con- 
necting with the Atlantic Coast Line and other trunk 
lines. The same rates are made to all these four jun 
tion points, namely: 

147 127 

These rates are materially less than the rates to in 
termediate stations. There is no adequate justificatio! 
shown in this record for departures from the rule of the 


113 93 78 64 


fourth section as between rates made to junction points 
and to local points on this line. The Commission will no 
undertake in this proceeding to pass upon the reasonabl: 

ness of the rates to each and every intermediate point 
The petitioners should be allowed relief as to the rates 
made to Jacksonville and to intermediate points basing 
thereon, provided the departures from the fourth section 
in the rates to intermediate local and junction points are 
corrected by establishing graded or blanket rates thereto 
not higher than the average rates made to non-competiti' 

points for like distances in the southeastern territory 45 
shown from Exhibit No. 117. 

(j) The route from Cincinnati to Jacksonville is the 
same as that to Brunswick, heretofore discussed, up 
Jesup, Ga. From Jesup the route is over the Atlant! 
Coast Line Railroad. The rates are comparatively lo 
and while slight depressions appear in these rates at 
Hortense and Nahunta, Ga., these are due to the proximi 
of these points to the port of Brunswick and the low 
combinations that can be made on that point. The rates 
to intermediate points south of Jesup compare favorably 
with other rates for like distances in the same gener 
territory, and the petitioners should be relieved from t! 
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visions of the fourth section as to the rates to Jackson- Lauderdale, Miss. ...............-.2.+++5. 99 82 71 60 49 43 
\ le a yoints Meridian, Miss. iOSGn do Cae ia he Bee ee ene casa 83 72 60 51 42 37 
nd I Ss based thereon. meseeesee. Miss., to Waynesboro, Miss., 
. inclusive ......... Creoseecseeseveescois 103 89 75 63 51 43 
/ SUB-DIVISION E. Yellow Pine, Ala........cs.cc ieee eesti, 111 97 83 70 57 49 
§ 2: from Ohi : . ‘ ‘ Jeer ark, Dio oitia: 62) cite aioe b Rie 6 a bine oe eae 116 98 84 68 56 48 
bias o River Crossings, St. Louis, Mo., and Chi- Gitronelle, ‘Ala. ..................s.ss cee. 112 94 81 65 54 47 
cago, Ill., to Gulf Ports RE, I Me a doe wns ome 6 + inn 97 81 71 56 45 40 
Ber : ’ GG, eas ck coda phd doles cia aeheeal 7 63 55 42 33 29 
In this sub-division will be discussed the rates from *Other Mobile class rates: <A, 21; B, 32; C, 20; D, 15; E 
y 99- Ke = 
; airo, lll., to New Orleans, Mobile and Pensacola; from st dh Rls ii 
Louisville and Cincinnati to New Orleans, Mobile, Pensa- 3. Rates from Cairo to Pensacola. 
ola and Tampa; from St. Louis and Chicago to New Or- Route: Mobile & Ohio Railroad to Mobile; Louisville 
: eans, Mobile and Pensacola. But one route has been se- & Nashville Railroad, Mobile to Pensacola; 606 miles. 


cted in each case for discussion, and so far as practicable Rates: The rates from Cairo to intermediate stations 
ites have been selected via which one carrier furnishes 0rth of Mobile have been given in the preceding section. 
e entire transportation. Below are shown the rates from Cairo to stations on 

1. Rates from Cairo to New Orleans. the Louisville & Nashville Railroad, Mobile to Pensacola: 


ieee a 





> 5° : = % ttn - Ere . . 

Route: Illinois Central Railroad; 556 miles. Cairo, Ill., to— ee ee ee. ee 

Below are shown the rates Des 4 SF aa nee | Be Soc wtb os eee Naeee eee 107 89 77 61 59 44 

ny . rates On the first siz classe® foniver, Ala. .-c-cc-ccccccccccesesscetsns 113 94 80 65 54 48 
from Cairo to all stations on the Illinois Central Railroad a ek cr eae a ban we pele wee 115 94 80 67 56 50 
I » direc ( > of ; halt , > A a Se eee eee ee 115 94 80 69 64 55 
) bs a ee ere through Fulton, Ky., Canoe and Flomaton, Ala................ 115 94 80 69 63 56 
Jackson, Tenn., Grenada and Jackson, Miss Jew Century, Fla. .........ccee eens cece ennee: 112 92 80 67 60 54 
Seales ‘ » to Ne I ek re knae ae cohen 112 92 80 67 58 52 
Urieans: NTEME Cc 0s od BA 0 cat ae Sb Sa ckwal 112 92 80 67 56 50 
‘ REE re ee eee | yt 110 92 79 63 52 46 
_ Cairo, Ill., to— . eo ge ge wos 95 1860s? oe 0 bese ae ys ..107 89 77 61 50 44 
UE, TRY, ss cine ni cccececceseccces S¥eRs 10 10 10 10 10 10 ao i” eee er 102 87 74 59 48 42 
rdwell, Ky (sadeSy cwtsded debe sctWhee eRe ae oe. 38 GOWN, FIR. on ccc scenic cwesceecsesedioe 99 82 72 56 45 31 
A ri GGl MP i cisis vss > giv'e babe tase tte gy Ene 30 24 20 17 #16 #14 Poneman WOR ods bcuass cadnew fee eens 87 72 62 48 38 33 
CLUNtOy Mc ae HOE niyes teva vnwe ict seer ecnunt oa 88 33 10 17 «16 *Other Pensacola class rates: A, 23; B, 36; C, 24%: D, 
| Wits cae 6 omen d onde ensues o ae ae. 2S - Ss a8: SF 24; E, 26; H, 54; FP, 44. 
Fulton; Wii ais ences cy aend obcswustpcdcicne tell Ca EE. Saicae 
Mc COMM NOUR: «0045 08th dsekds bb onans 41 34 29 24 21 19 4. Rates from Louisville to Mobile and intermediate 
Martin, | EP ee Te Tee ee 41 35 30 24 22 19 : 
Shares, GME. 15% su- ows cheats pet beeae 44 37 31 26 22 29 Stations. 
Groeeietammer ny or**> "ons Seens hrs 4r Prine ate Ss & Route: Louisville & Nashville Railroad; 670 miles. 
ewild, Tenn. 2, --ccceceeceeceeeerseseesBO 42 36 31 24 23 Rates: The rates from Louisville to intermediate 
Cades and Milan, Tenmn...............++....00 42 37 $3 25 23 : iv 
# =Medina, Tenn. ........... iiriiir''' 439-33 25 25 stations north of Montgomery have been given in sub- 
7. ea HecoseceavinerverceccscevereR I See 2 2) Grae oe ie reper & the discussion of the route 
i pt . ae Cee PC eoeeecseeeceeseseeeesesreseeed de ‘ é oo ai ai . a 4 
5 Olly, ST ich ileal whe Sen &oimicd kis-o' ....60 52 42 36 30 27 from Louisville to Savannah. 
; a a. SR aa ee eee 61 52 42 37 30 27 tow! 
Hickory Valley, Tenn. ...................- 62 53 43 37 32 27 Below are shown the rates from Louisville to all sta- 
Grand Junction, Tenn...... Tr yes eeeee 62 54 44 38 32 27 tions on the Louisville & Nashville Railroad between 
Michigan City to Hudsonville, Miss., in- Py, 
ORE AE Saran ee Oe 63 55 44 38 32 27 Montgomery and Mobile: 
Folly. GH, BENGE. oss iccecnsbvvesvven sce 64 56 45 39 32 28 
ERO. Aa 5 Ho pe be eos ges ute es olen 64 56 45 39 32 28 Louisville, Ky., to— 1 2 3 $ ) 6 
\bbeville, Miss. .... Jb eas ah we teem 65 56 45 39 32 28 eee BR .6 si cian <dnwe tas toe 98 87 78 62 50 41 
Oxtowdl, . Ac ate tats ob 406 Veken wees oon 1°88 BB Be ae i Se Saar ene eee 108 88 78 64 57 47 
Taylor, Miss. . GSE. wee hhie Janae Mae ee 68 57 46 41 34 29 GO I uk on ob ie ied kes Crh eeenede™ 110 90 78 65 60 52 
Water Valley DE gipdcedontadese » 8a Sy 48 42 37 .32 T etemmbenee. AM.  ..scctde eine peeedss 110 90 78 65 60 54 
Coffeeville and Torrence, Miss............ 78 63 49 44 38 32 Calhoun to Georgiana, Ala., inclusive.110 90 78 65 60 6 
Grew See natin 65 60.6 66 Sw Reh Reacts teens 80 65 50 45 38 32 Dunham to Pollard, Ala., inclusive. .113 92 78 67 62 58 
Elliott and Duck Hill, Miss... iw ae dc ew eer ae oe oe Peeeeee, AM. cig ccc oc hb0bi baba reen 113 92 78 67 62 56 
WV iG SS chip ae b teva o o'n's be eeg iver acts 80 65 50 45 38 32 ee. BS ea ced ou dio abes on 113 92 78 67 62 8 
Viaden to Durant, Miss., inclusive........80 65 50 45 38 35 BOERS BIBS ioe sn wee ect ese cevegsed 113° 92-78 «Sl. SCO 
JOOGIAM SL, cud’ o cave asec EM ...85 70 62 47 41 35 I DSP es os a be enheei 113 92 78 67 60 4 
ckens and Vaughn, Miss Pads ...88 70 56 49 42 37 Dyas, Ald. 2c. ccccccscvasecess > Me ee ae 2 
BR sw 00's Hess uctotila wah sab 88 70 58 49 42 37 Cee rai Se |. Shia e's yinteiah Coin Se 113 92 78 67 56 50 
ton to Tougaloo, Miss., inclusive 89 71 59 50. 43 38 Cuswentel, BW bi 6st. s ts cna oenes 110 92 78 63 52 46 
eckson, Miss, ........+.0+++-e+5 . 83 72 60 51 42 3% PIAMOUNGOR, FARR. Sani ccc cus ceserws 105 88 77 61 50 44 
ram, Miss, ........+-.s00+- vib teusiicve ge ae eae ee I. RS oan 's ania suchen s Bp sia 102 S te 2 .@ 41 

PVs WEBB Siac on dns oes ee reh os tenes eeaivin me: to Se Se ee eae te epee en 90 7 65 50 40 35 
Crystal Springs to Hazelhurst, Miss., in- as at ee : 

USIVE eee e eee e ne wee eeeeee ee nee pene eens pe oe eS 5. Rates from Louisville to New Orleans and to in- 
Martinsville to Brookhaven, Miss in- : é 

lusts. 6 <5 cong ATS Oe Saree 92 74 61 52 45 40 termediate stations. 
Bogue Chitto to Magnolia, Miss., inclusive.93 75 62 52 45 40 ° Sarurt I ff . i 
Chatawa, Miss.. to Arcola, La.. inclusive..94 76 63 53 46 41 Route: Louisville & Nashville Railroad; 809 miles. 
ne to La_Branch, La., inclusive... .95 - 63 53 = 41 The route from Louisville to New Orleans is via Mo- 
NCW Qs Gena cco 4s Pare renee’ 75 63 55 42 .33 29 . x . 

*Other New Orleans class rates—A, 21; B, 32; C, 20; D, 15; bile, and the.rates to Mobile and to stations intermediate 

oD, ie Sy Me St thereto are given in the preceding section. 

2. Rates from Cairo to Mobile and to intermediate Below are shown the rates from Louisville to all sta- 
stations. tions on the Louisville @ Nashville Railroad between Mo- 

Routes: Mobile & Ohio Raiiroad; 502 miles. bile and New Orleans: 

Rates: The rates from Cairo to stations north of Louisville, Ky., to— 1 2 3 4 5 6 
+43 ; . DER MNS oe Os 65 vid oh oe 6 a noe 90° 75 65 50 40 385 
Saltillo, Miss., do not exceed the rates to Mobile. ce mie tt. xan +e ee ee > ee Se 

Below are shown the rates on the first six classes VPORIEER, MANS Sod i as ects win Meee locas 105 88 76 61 50 44 
¢ oe ‘ 3 5 ' RE Se Cre ery eee 110 92 76 63 52 46 
‘rom Cairo to stations on the Mobile & Ohio Railroad Grand Bay, Ala...............ee++05. 1146 9 76 67 56 50 
» : : s ee, ae odd séiawh aw evi Ss Sin 98 76 69 58 52 
iror s . ’ of eves , d 2 

om Saltillo, Miss., to Mobile: PCT RTIUONL, E-news os 02 6 vic ve ccses 119 100 79 69 58 2 
sa’ West Pascagoula. Miss..............-. 116 98 79 69 58 52 
Saltifie a il., to— 1 2 3 4 5 6 Fontainebleau, Miss. ................ 110 92 79 68 52 46 
Pape MISS... 1-0-6 seers e reece eee es eeees 67 57 46 40 34 29 Ocean Springs, Miss................. 105 &8& 7 61 50 44 
Yoru — settee eee eee rte e eee eeneees ee ee Ok Re Oe a arn as nt 0 4 oe wee ocmeee 102 8 74 #58 47 41 
Once eS chek aa dee ree 71 59 48 41 36 31 ee errr ee 909 7 65 50 40 35 
Muldon "eat ise. reece eee ee ss eeses pee sees +++ 76 62 49 43 37 32 ER BEE sb kd Raed o's penn et as 102 8 74 658 — 
Manen oa to Artesia, Miss., inclusive. 80 65 50 45 38 32 White Harbor, Miss.................. 106 = 88 TT oh ee 
Shue 7 MARTE MRne es ey eceeerees 80 65 50 45 38 35 Bay St. Louis, Miss................. 110 92 79 63 52 46 
sane Pe 2 . Sg Gado «dos bcawen’ yon 85 70 53 47 41 «35 Waveland, Mi 9 - ” r rm 
Wahalak Miss 8 = o 4 veia i BEM es Mbee 60 eee wee oeee 113 95 fe 65 54 48 
SR Sas Pe ates, 246 €2 de 00-9 arte Wd 8 72 57 49 42 37 yp a SS RE” Oe eee eae 116 98 79 67 56 50 


SCOGM ME Gey ce es Oh sq8sas ade angie +. 93 76 61 53 46 Waren ccc. se 119 98 79 69 58 6&2 
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ee Se Es cov ian cb 4ekeouen 116 98 79 = 67 56 50 
ye OBR re Pe 116 §698 79 63 £52 46 
SIS OE RE SRE Oe Or eer 102 85 74 58 47 41 
i a YU. oas0s om be ouhus en eae 90 75 65 50 40) 35 


‘ 


6. Rates from Louisville to Pensacola. 

Route: Louisville & Nashville Railroad; 654. 

The route of the Louisville & Nashville Railroad to 
Pensacola corresponds with the route to Mobile as far 
as Flomaton, Ala. 

Rates: The rates to stations between Montgomery 
and Flomaton, Ala., were given in section 4 above. At 
Flomaton the road forks, the eastwardly branch running 
to Pensacola, and the westerly branch running to Mobile 
and New Orleans. 

Below are shown the rates from Louisville to all sta- 
tions on the Louisville & Nashville Railroad from Flo- 
maton to Pensacola: 


Louisville, Ky., to— 1 2 3 4 5 6 
Se Bn a ad el ba ere lene 113 92 78 67 62 56 
Fs seeks okbess 15 - SS a oe 
I, ok aed win ete de bine 113 92 72 67 60 54 
i Ce be re eee heee ane 113 92 72 67 58 52 
ne SEE, “IFES oo.ctvcce ceesc’s er 92 72 67 57 50 
i, MM Sos tS ol i Sew e's s ene we ..113 92 72 65 54 48 
i a ng Ea Se obese’ 6 0% asi 110 92 72 63 52 46 
i Ms 25 osc» i ..102 85 72 58 47 41 
GE ee 90 75 65 50 40 35 


7. Rates from Louisville to Tampa. 

Route: Louisville & Nashville Railroad to River Junc- 
tion, Fla., Seaboard Air Line Railway, River Junction to 
Tampa; 1,198 miles. 

Rates: The rates to stations on this line west of 
Jacksonville have been described in sub-division C of 
this report in connection with the rates from Louisville 
to Jacksonville. 

Below are shown the rates from Louisville to all sta- 
tions on the Seaboard Air Line Railway south of Jack- 
sonville from Sparr, Fla., to Tampa: 


Louisville, Ky., to— 1 2 3 { 5 6 
SE al Pann Cie kee eo awd e's ooeADlL 133 121 108 91 72 
NE M.S aint bb i's owing O¥da dew f 155 135 124 109 92 74 
FIR SE SRI re PEER ave I ay aa 157 138 125 111 93 76 
Santos to Summerfield, Fla., inclu- 

a all noe del éeadek as toihe's nAa anes 5s 159 140 128 112 94 77 
Dallas to Wildwood, Fla., inclusive..161 141 130 113 95 78 
Coleman and Panasoffkee, Fla....... 163 142 132 115 96 79 
Bushnell to Terrell, Fla., inclusive..165 143 134 119 99 82 
IL 6 C2is ccusieasic copas base 167 145 134 119 99 82 
i Sr Te. ics obeeeecadsctetaskae 2466 266 320.. 200 83 
Zephyrhills to Plant City, Fla., in- 

ES ae En as oe 6en heb ede re oan e's 72 149 37 124 102 85 
Turkey Creek and Sidney, Fla....... 73 149 33 121 103 86 
CE! Me, 6 sac cab ¢betawes soc eens 173 149 133 121 103 87 
ct SE ey EP rs eee 169 144 129 117 100 86 
Ybor City and Tampa, Fla........... 145 123 109 102 86 7 


8. Rates from Cincinnati to Mobile. 


Route: Louisville & Nashville Railroad; 784 miles. 

Rate: The rates to intermediate stations north of 
Mitchellville, Tenn., do not exceed the rates to Mobile. 

Below are shown the rates from Cincinnati to all 
stations on the Louisville & Nashville Railroad from 
Mitchellville, Tenn., to Mobile: 


Cincinnati, Ohio, to— 1 2 4 5 6 
DEUGGUNOERUGEE, «RUIN, scecbcrcasnscccse 78 67 58 52 °46 43 
Pema EEOGG. TOMB. iss cic ccescccees 78 67 58 52 45 43 
i i, i. ack eseeceeseees 78 67 6 «558 50 43 42 
NS SERRE re ; 3°? BR ae 
Ee Se ere 53 48 39 3 25 25 
Te, <b ia ood nabieds atse reo 78 68 57 48 41 40 
i, 6 eas ce twb es pewse ool 90 78 64 56 48 46 
i ns «1. ssn wheln toe eee tei 94 R83 5 59 51 49 
ee ” ... sed tes sbcetocats 98 83 65 60 52 50 
I f'n on sk ake ope oes veaee 98 &3 65 60 43 51 
Sn, . . dvnscemetenswua 99 83 65 60 54 51 
i Me” ciwesek casndeaceeedad d 99 838 65 60 55 ~~ 61 
NE. MEM. sc b.nd sdeakeb ed aeiedes ots 99 83 65 60 55 49 
eS as ho ee lean» Stee San 99 83 65 69 55 7 
i MS. ses an ate bbeeeh Ch alene'e so 99 83 65 60 55 45 
i Mi. i. son oe ogw ah eae baie cab tee 99 83 5 60 54 42 
I ME iat eis AEG. ox hb og 89 =7 eS t. a: 3 
RS A oe ae ak Weave eae eds ae 101 86 67 62 53 42 
I ME als GON a6 ng mele cede 6 eeu o's 104 R87 68 63 5 45 
RS Ne ie ee ean be ade 64 196 87 68 63 58 7 
I ME he earns wg Deke eb Rats cule n 106 87 68 62 5s 49 
I MS aad sos hahedaus waved 106 87 68 63 58 53 
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gg ENR AR Ce eee pear 108 88 69 64 59 5 
Se ee ae aera 108 88 69 64 59 1 
SLA. 5-046 Bi on dbs oy oe a Cy ee 108 88 69 64 59 19 
EN EM, aOR a om cee iatn wae owed 108 88 69 64 59 47 
RS 0 eee aio wea ct eet bo ek kb ieul 104 88 69 64 59 17 
I SERS oo. s cabo sean ceeeen 101 88 69 63 54 42 
eR IN gs sk nny ow eow Rated 89 7 68 # 55 47 6 
I SI as & sla waves alu ee b aie cota 101 89 70 63 54 49 
a wba Ose O46 wh Hes Rare oie .104 90 70 65 57 5 
ae nae dp asueahas 89 79 ~=«68 55 47 6 
EY ES she wb bb 0.0 dike-e dbo dkc-o0's 104 90 70 65 57 15 
DS EP oe oo ae ee 109 90 70 65 59 47 
I DNs iF acy: Scie he Wo 4 win. &:8,0 € bred 110 90 70 65 60 
i. J Eb po aaah p wus 69 5'du sce Wian 110 90 70 = 65 60 
NS lg ee a ae ee ha oa 110 90 70 65 60 i 
I Oe Wes kb 113 92 72 67 62 8 
MN ona ie inde sae up ck 113 92 72 67 62 8 
CE 0. co in da adee be tac é 113 92 72 67 62 f 
i hie dina > baveuG bib ese bee we nee 113 92 72 67 62 } 
Es ns cuan'e unc thei oa 108 97 88 70 57 47 
ReOUE MMM “set aan s os dens ow os enews 113 97 +88 %% 62 
IN eo a ela tin lt Pd a on ei aid Hea 113 97 88 70 62 
Letohatchie and Fort Deposit, Fla..113 97 88 70 62 
Courtsworth to Castleberry, Ala., in- 

snc Sh dnaes bade k mein tae 116 97 88 70 64 t 
Se go ee dM higkd <.é Maeoe a deb 120 §698 88 71 66 62 
RS NERO ss <a :d cb’ 5 dele alban gee 120 98 88 71 66 60 
8 eae oP NE: wR we 120 98 88 71 66 62 
SE + SRE: 5 acs cht bos cated deus cs oe 120 98 88 71 66 61 
ER, ET wives od bd kein be ewe 120 98 88 71 64 8 
EMC OS a. ay 5 iarae wuss 06s ae toh 120 98 88 71 2 i 
NG? My ce uk us oad Swe. . 120 98 88 71 60 i 
ER ee dS eae kheb eH .118 98 88 67 56 
NONI UMS iS anc cae etawe ckad 96 85 65 54 8 
es kewl Shr eglsoas be eas 110 93 82 52 51 ' 
TMD <clllh - a £b-c-achd'y 6a 6 caee e€e 98 83 73 54 44 


9. Rates from Cincinnati to New Orleans. 

Route: Louisville & Nashville Railroad; 923 miles 

From Cincinnati to New Orleans the route is through 
Mobile, and the rates to intermediate stations north of 
Mobile have been given in the preceding section. 

Below are shown the rates from Cincinnati to all sta- 
tions on the Louisville & Nashville Railroad from Mobile 
to New Orleans: 


Cincinnati, Ohio, to— 1 2 3 4 5 f 
I FO ee iwaebakbas 98 83 73 54 44 ) 
OA he Ot cs daa eg paw hes 110 93 79 62 51 6 
I A er et eee we 113 96 79 65 54 48 
EO a oe dls ode os le alae 118 100 79 67 56 A 
i MR a se Le ee wee she wae 124 102 79 71 30 54 
LS MS ose h eis i'n cag Owib died vie 5.05% 25 102 79 73 62 56 
UI EI, oid cack acess cst cus 27 106 82 73 62 56 
West Pascagoula, Miss............... 124 106 82 71 60 54 
Fontainebleau, Miss. ................118 100 82 67 56 ( 
Ocean Springs, Miss............. iy 96 82 65 54 18 
as wenden meee c émhbhots 110 93 82 62 51 5 

ig os iy cline Son ee Raab 98 83 73 54 44 
i, SO. De vc cccence voce’ ..110 93 2 62 51 £5 
re Me ME se ose caccenea ces 113 96 82 65 54 48 
ee: I... Se ca seedeu at 118 100 82 67 56 50 
ke ccseeeee 121 103 82 69 58 2 
Pee “EOE — TI, o occ n ceetuciscas .125 106 82 71 60 54 
Paer, Aah, <<b60 60% Se ie acds codes Ta ookat 2a 82 73 62 5 
ER er 124 106 82 71 60 
ee ds os oo 0'd.0.8 bin a Saw 118 100 82 67 56 
i, Eile Seistek dice cece cbueg 9 tae 96 82 65 44 
ONE Ee a er ee 7 .110 93 82 62 51 
ee Se, OS Dl oa, 500s 40:8 2 tiene oc 98 83 73 54 14 39 


10. Rates from Cincinnati to Pensacola. 

Route: Louisville & Nashville Railroad, 768 miles 

From Cincinnati to Pensacola the route is the same 
up to Flomaton, Ala., as the route to Mobile. 

Below are shown the rates from Cincinnati to all sta- 
tions on the Louisville & Nashville Railroad between 
Flomaton and Pensacola: 


Cincinnati, Ohio, to— 1 2 3 4 5 6 
Ada on ou einen. ods 9 émceee 120 98 88 71 66 = «60 
CR ER. Ai Se chides cesterse bt 120 98 76 71 66 «0 
BE CN, ss so cnn ha sien as cceys 120 98 76 71 66 58 
Oe Ser ore rr 8-96. 76 -7% 62 56 
POS L,I AR ks civ sc bead ove ckduven 7 tt 660M 
ee ae oe ale Bee a 118 98 76 67 56 0 
Ce, PNG - Sab rs de cose cS&is 113 96 76 65 54 48 
CN Re gn awe bis baie ee ewe 110 93 76 62 51 45 
PS PES < ok b oko bbc cen ctecvavdes 98 83 73 54 44 39 


11. Rates from Cincinnati to Tampa. 

Route: Cincinnati, New Orleans & Texas Pacific Rail 
way, Cincinnati to Chattanooga; Southern Railway to 
Jacksonville; Seaboard Air Line Railway to Tampa; 1.(65 
miles. 

Rates: The rates to intermediate stations on this line 
north of Jacksonville were given in sub-division C of this 
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report in connection with the rates from Cincinnati to 
acksonville. ; 

Below are shown the rates from Cincinnati to all 
tations on the Seaboard Air Line Railway from Jack- 
onville to Tampa: 





Cincinnati, Ohio, to— 1 2 ae 5 6 
mple and Starke, Fla............. 135 118 110 100 83 66 
RIGO, Ws. chs0s S9 sos chabas cask adnes 139. 122 113 102 87 69 


range Heights and Campville, Fla.143 126 116 104 88 70 
ex to Lochloosa, Fla., inclusive....147 13 118 106 90 71 
ind Grove to Sparr, Fla., inclusive.151 133 121 108 91 72 
spring Park and Silver Springs, Fla.155 135 124 109 92 7 
icala to Summerfield, Fla., inclusive.157 138 125 111 93 76 
Santos to Summerfield, Fla., inclu- 
VO: én. dtlennelattana tate auetetweseecue 159 140 
allas to Wildwood, Fla., inclusive..161 141 
leman to Sumterville, Fla., inclu- 
BVO ccd bs uccvcebebess + coho dedeucetye 163 142 132 115 96 79 
ishnell to Terrell, Fla., inclusive...165 143 134 117 97 81 
Kalon to Crescent, Fla., inclusive....167 145 134 119 99 82 


128 112 %4 7 
130 113 95 7 


ade City and Pasadena, Fla....... 169 147 135 120 100 83 
ww le a” ee ee 171 148 136 23 101 84 
jramlett to Plant City, Fla., inclu- 
UE: Crane tata eee ets bs veruseken 172 149 137 124 102 8&5 
furkey Creek to Brandon, Fla., in- 
WN pina c Ghovenietsst beset death en 173 149 33 121 103 86 
imona and Fultons Spar, Fla....... 169 144 129 117 100 86 
Tame. anole abel dekiee sees feces 145 123 109 102 86 73 


12. Rates from St. Louis, Mo., to New Orleans, La. 

Route: Illinois Central Railroad; 707 miles. 

Below are shown the rates from St. Louis to inter- 
mediate stations on the route of the Illinois Central Rail- 
raod, Cairo to New Orleans: 





St. Louis, Mo., to— ] 2 3 } 5 6 
Wickit: Gite fen pe less beh eankvn eeen 10 30 25 18 18 15 
Bardwitee . or edd bee ccd eayee esters ee 47 3 31 22 19 
Ve Rs ere ayy ere TT. #&. &- a 23 20 
CRmOGR Bis so bod 0b Wes nctoodaddeweres 60 53 43 3 25 23 
Cretan: Be dubccnass tidtbteteers 63 55 45 36 27 23 
Pua A Shae sos 6 ccncckedad enewes 66 57 47 37 28 24 
MoConms RS A vce vvcsascbadesbas 68 59 49 39 29 25 
MOS. Lb. dens wet veega sce cobeiens 69 60 50 39 30 25 
Shave,” “Wee 5 v6 85 06d eee se ceva e dees 72 62 51 41 30 27 
Cree, ee sen 0.45.00 racecars 74 64 52 42 30 28 
Brees “RM btb ec cwcccedecncnvcss 76 66 54 44 31 29 
[ale saccades deekin sna sees 78 67 56 46 32 29 
Cades and Milan, Tenn...........c->» 78 67 57 46 33 29 
MoGie sR 5 ert von ete elhaethsdewened 82 71 59 48 33 31 
SR CE i n'a 60 606804 taba cebus 86 74 62 50 35 33 
MO, SRE tc hpeag ss dwar dace a. ae 78 66 53 40 38 
TOG: Te. Pade tas 0 b-0c eth et cone bees 94 81 66 54 3 38 
EOOERO CE.  aigbdie 6060600 td eapeeess 95 81 66 55 43 38 
ME ONES oa ccd bas cowenevess 96 81 66 55 43 38 
Hickory Valley, Tenn... ...sscccscoce. 96 82 67 55 45 38 
Grand JUMGtion,. TOMB. o o2vcecccsccves 96 83 68 56 45 3 
Michigan City to Hudsonville, Miss., 

aS Vesict oss be Cke mens Gv eAees 97 84 68 56 45 38 
HOE Tee, BEN. coc bareddsiccevtcs 98 82 69 57 45 39 
Watts Is |e eS cciwiawe pies scusns 98 85 69 57 45 39 
ADS EE nk dc we ne nv cocmsemas 99 85 69 57 45 39 
OnSogth “Seo oy.o+ ieiabh tdikvebeuas ves 101 86 69 58 47 40 
TANI ES. wtass beowdAke Weedenrenee 102 86 70 59 47 40 
Water Valery, BEIGB. sc .ccsccccctcesvc 108 90 72 60 50 43 

ffeeville and Torrence, Miss....... 112 92 73 62 51 43 
Grenada to Winona, Miss., inclusive.114 94 74 63 51 43 
Vaiden to Durant, Miss., inclusive...114 94 74 63 51 46 
OGG oo Us 5 da k's 6 Umass oteuis & 119 99 76 65 54 46 
x... ll Rr ae 122 99 80 67 56 48 
Vaughan and Way, Miss............. 122 99 82 67 55 48 
Canton to Tougaloo, Miss., inclusive.123 100 83 68 56 49 
SOCEM, ROM, adds s weve eens caderver 98 84 70 59 49 43 
BYTOM, Bs ko bb 0 620'c oterns cidecdeses 123 101 &4 69 56 49 


ry and Crystal Springs, Miss.....124 101 84 69 56 49 
Gallman and Hazelhurst, Miss......125 102 Sf 69 57 50 
Martinsville to 3rookhaven, Miss., 


MG. 5. nutes Gite See ans de etn 126 103 85 70 58 51 
Bogue Chitto to Summit, Miss., in- = a os 
SME sss onan. sd cvcrehicnbV ews Veasned 127 104 86 fal) 58 51 
McComb to Magnolia, Miss., inclu- i 
EN tes wks bse en me 6 of cid tlsen Ded pec hwae ds 127 104 86 70 58 51 
atawa, Miss., to Roseland, La., “ 
Wc ti Shs 2 bho sb eedeeensnaaks 128 105 87 71 59 52 
nita to Manchac, La., inclusive....129 105 87 71 59 52 
RMI 0 pron 5 ckanetosts-oweranee 25 105 87 69 58 61 
Frege Mio cet ies acne ss iveeeeb hens 123 101 86 68 56 50 
eS ee re ees ye 120 99 85 66 54 49 
OW Trees “EM. cock cabeeh ev esevens 90 75 65 50 40 35 


13. Rates from St. Louis to Mobile. 

Route: Mobile & Ohio Railroad; 657 miles. 

Rates: The rates to intermediate stations north of 
erry, Tenn., do not exceed the rates to Mobile. 

Below are shown the rates from St. Louis to stations 
m the Mobile & Ohio Railroad, Perry to Mobile, inclusive: 


St. Louis, Mo., to— 1 2 3 4 5 6 
WE eh Sine sah oes hawhee eae be 87 75 62 51 35 33 


FIGCRGONNNEES UME bi coos ceca keen cee nw T° 2 Be 6 & 
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SG 5 RNS Fibs vino pin b'cres's 4 0a.0 Wome 89 
COM, MS 5 es dunce skh cede adaeee 90 
CR MS ehh op ota sn ove bp ene 96 
SS. MEN athe toes skeaceehounbiees 97 
SMS nies s 6.0 ds nud b 45 b28/0' 98 
SEE. MS uric. vind c cleadadeviskabs 99 
CEL BE, hve v cc cectnadccbencd 100 
SN UR  UNe= aldia'o'a-w hut aig 4bcbins «bab ate 101 
SU I, Sincecs dns diccedtesactae 102 
We I c-, o0'b eo eta ve ee wevasbent 105 
Ce EEE ccd sed olcick ees Swateen 110 
De: “5 5 kas de geben s Gasauaeh 114 
West Point and Artesia, Miss........ 114 
SEL 2B 6. a'p's 6-00.4 <60 ev 85 w hnd wake 114 
Se, MM 4 cde sea cce deen eee 119 
eR cb wo pel cadye odate wel 122 
NS Mins noc sch ew tncccoeabecsy 127 
DE, os o din ws cen aut webicnd 133 
a ee ae ee 98 
Enterprise to Waynesboro, Miss., in- 
SE 5 Fa wad ona w teense ives ercusian 118 
SR MR, io 5% ou clen we canada etek 126 
REE, Me 2 ny doin alent 's da: Swe paced 131 
I ie oa owner tuba 127 
Se I. MI). og bilan, is g/% wiviainle ered 112 
Es a aoe ah donc wnnkb ate atern 90 


106 91 73 61 & 
93 81 64 52 46 
7% 65 50 40 3 


14. Rates from St. Louis to Pensacola. 


Route: Mobile & Ohio Railroad, 


St. Louis to Mobile; 


Louisville & Nashville Railroad to Pensacola; 761 miles. 


Rates: The rates from St. Louis to stations inter- 
mediate to Mobile have been shown in the preceding 


section. 

Below are shown the rates from 
tions on the Louisville & Nashville 
Pensacola: 


St. Louis, Mo., to— 1 
eS Serer) eee 102 
PEON. | ac oct enevevenden® 105 
i MS wees wh deh ok wali’ 5s ue 110 
RR ee rr 116 
A Mi 6 oink bc ohn gete Oe OTin.s 4 asa-e ee 119 
P.M 4's wok a ee wea seen wee 126 
I UR ache ow itu altace ea Si Koala e eae 126 
PRED, UMS. 5s A nie ks een ahd ed baee 125 
CEN 2 Ee so neue oleate es Cones 125 
Beet Borden: Pim. 5.5 kes ctv ccccdadaaee 
EE, Ce a 6 0084 babes Seen éan< dba 119 
ee BRI, “PUR a 6 nod ee cee wean kn 116 
PNA: 1: MMM. ik oe Odea: 6 ace We 4d eg 113 
Ce MEN Se... cians dco aan ta 110 
a, Set FAS ee 105 
Olive to Goulding, Fla., inclusive... .102 
POR: UG vk bcot ee cedtederveacs 90 


15. Rates from Chicago to New 


St. Louis to all sta- 
Railroad, Mobile to 


Orleans. 


Route: Illinois Central Railroad; 920 miles. 


Rates: The rates from Chicago 


to New Orleans are 


not exceeded at intermediate points north of Jackson, 


Tenn. 


Below are shown the rates from Chicago to all sta- 
tions on the Illinois Central Railroad, Jackson to New 


Orleans, inclusive: 


Chicago, Ill., to— 1 
Pe” eR ee 103 
oe SG eed ehan b saan x bE Ue 104 
yo SE a oe oe eee eee 105 
bina Seo bs abacus tnent 106 
Hickory Valley, Tenn. .............. 107 
Grand Junction, Tenn, ............... 107 
Michigan City and Lamar, Miss. ....108 
Hudsonville, Miss. ............+:. ..-108 
Holly Springs, Migs. .......cccccercee 109 
WE, | RUN 0 eRe ccretnccegues’s 109 
EL: DEON 5.0 dsc eAvediscitcm sess 110 
Ce Bs i odo 6H 0.6 0.b ees bKbu ese 112 
TR EY en ccc ec diinddnedvatscces 113 
Water Valley, Miss. ....... enenee 64 aie 119 
Coffeeville and Torrence, Miss. ......123 
Memphis Junc. to Duck Hill, Miss., 

NE EE Pe 125 
We 6 scab ie deeteseiet tetas 125 
Vaiden to Aberdeen Junc., Miss., in- 

EE cS ea a tape bale eee aan 125 
Ce AEE. were nee vc one ttccueeaad 13 
SES |. ected nadia dosed sa ccawdan 133 
Vaughan and Way, Miss. ........... 133 
Canton to Tougaloo, Miss., inclusive.134 
Se EE, 6 os bs O SER Ge 0 0s tees 118 
PRVEGIEE, NG 0-4 0 cc nck ddaeessscvivsue 134 
Te ns os 65k do neokeabane>>+staaee 135 
Crystal Springs to Hazelhurst, Miss., 

SS rg Pe 136 
Martinsville to Brookhaven, Miss., in- 

NE ies Ween Bo Waly wean b bao a> 137 
Bogue Chitto to Magnolia, Miss., in- 

ED et a ten ccc k-k's'e o Sane oe FM hie oe. 138 


2 3 4 5 6 

86 73 59 46 43 
86 74 60 46 43 
89 74 61 49 43 
89 74 62 49 43 
90 % 62 51 4 


91 7% 62 51 43 
92 76 63 61 48 
92 7 64 61 4 
93 76 3 61 44 
oS F&F: + Be. 


93 77 64 51 44 
94 77 65 53 45 
94 78 66 53 45 
98 80 67 56 48 
100 81 69 57 48 


102 af: 2 57 48 
102 81 69 57 48 


ia oo we a 
107 84 7 60 61 
107 88 ‘74 61 53 
107 90 74 61 53 
108 «91 7% 62 654 
99 80 67 56 49 
109 82 76 623 54 
109 92 76 62° 54 


110 92 76 63 56 
111 93 77 64 56 
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Chatawa, Miss., to Arcola, La., in- 


eg a Ri Rae 7 Nap a BIR Pt Nee 139 113 95 78 65 57 
Roseland to Manchac, La., inclusive..140 113 95 78 65 57 
A, MMR Ae oe ae 8S oes a a bia eo 140 113 95 77 65 57 
EE, Mian oo sa aun a eilethie 6 «dies daunted 140 113 95 76 63 56 
On 2M eal eso hws en 6 ae Wh oe meee 140 113 95 74 61 55 
See SePeOls: RAs cagaccevvcaseveocnewa 110 90 75 58 47 L 


16. Rates from Chicago to Mobile. 

Route: Illinois Central Railroad to Cairo; Mobile & 
Ohio Railroad to Mobile; 866 miles. 

Rates: The rates from Chicago to Mobile are not ex- 
ceeded at intermediate stations north of Jackson, Tenn. 

Below are shown the rates from Chicago to all sta- 
tions on the Mobile & Ohio Railroad, Jackson to Mobile, 
inclusive: 


Chicago, Ll., to— 1 2 3 { 5 6 

SG IS ES ee a 103 S6 73 59 46 43 
i Ce i, oc kn gb bes o's 5a Oks ee 87 73 60 46 43 
en is ac aweedensbee eats 104 89 73 61 47 43 
NS, ow 5 uw 5 eb Gwe eS ene Ses ..106 90 74 61 49 43 
Selmer, Tenn. ee elas «thine oa 107 90 74 61 50 43 
Gorintt.” Mime. «.0% 6s est .107 91 75 62 51 43 
RO I  svecediate's b om me welt emia .108 92 75 62 1 43 

“i "SA . 109 93 76 63 51 44 
i Yd dus os cep Pet ntae oe .110 93 76 63 51 44 
CURIE, | MRS cca tcc cece ccccecesces 111 94 77 64 52 45 
SG ~ oo vids obi wre ances vde d's 112 94 77 64 53 15 
ee: Pes ccecas ik hin wre ee de 4 13 94 77 65 53 45 
WE, “GME, sé eve dseccecgewecnaceua 116 96 79 65 55 47 
Cee. WEI, ooo oinccccccccgryceveces 121 99 80 67 56 48 
Muldon to Artesia, Miss., inclusive.125 102 81 69 57 18 
RN a Se eer Tee 125 102 81 69 57 51 
Shuqulak, Miss. .......... i. vebuas er. 2 84 7 60 5 
Wahalak, Miss. ........ .133 109 88 73 61 53 
Scooba, Miss. ... ca aiinan a chee ol 138 113 92 id 65 26 
EmuegerGere. MISS. 2... 6 cccsccevicccces 144 119 102 84 68 59 
SO DEM. Sa didcecevecan 118 99 80 67 6 49 
Enterprise, Miss. ....----+eessseeees 138 116 96 79 65 55 
Shubuta and Waynesboro, Miss. ....148 126 106 87 70 59 
Yellow Pine,. Ala. ...-.-.cccecesceces 155 129 108 86 71 62 
eS a Ree seers 151 125 104 84 70 60 
| a re rr ee 147 121 101 81 68 59 
Wight Mile, Al@. ...--cccccececevenes 132 108 91 72 59 ~ 
DEE. ER, pakccccces eens secess 3a 90 75 8 17 l 


17. Rates from Chicago to Pensacola. 

Route: Chicago & Eastern Illinois Railroad from 
Chicago to Evansville, Ind.; Louisville & Nashville Rail- 
orad to Pensacola; 912 miles. 

Rates: The rates from Chicago to Pensacola are not 
exceeded at intermediate stations north of Nashville, with 
the single exception of the fifth-class rate at Casky, Ky., 
which is in excess of the rate to Pensacola on the cor- 
responding class by 1 cent. 

Below are shown the rates from Chicago to stations 
on the Louisville & Nashville Railroad, Glendale, Tenn., 


to Pensacola: 


Chicago, IIl., to i Sat ee ee 
Glendale, Peete. et Ale eae D ibis SS 6 RO ae 109 93 77 63 54 46 
Pleasant Grove, Tenn. ........--++e+5 1 * = , 7 = 
Cc i ee ce snce en eeeesarens 96 7! 65 ¢ 
ie ee edn e CSREES SENS 113 97 80 68 58 50 
Te ses neat civaetars 113 97 80 68 59 51 
Riversburg and Wales, Tenn. ...... 117 101 82 70 = 52 
EE EN cc peccses¥eccncipever 119 103 83 71 61 5 
Aspen Hill, Temn. ......2..22e-eeseee 119 104 84 72 62 54 
Prospect. Al@. ..ci.c-ccccccsnccccuces 124 107 85 73 63 55 
Veto and Elkmont, Ala. ..........+.-- 124 107 85 73 63 3 
Pe Be sae vadecsten 0s sis ec ccacece 124 107 85 73 62 49 
Tanner and Harris, Ala. ........-+--- 124 107 85 70 59 4f 
Ps ee... 6. dec Oa pesben des cocctasigs 125 108 6 70 59 46 
NS ar rr rirey Py a 127 109 86 73 62 4° 
DE, POO Sara. hic aka ed's ccc ht wees 127 109 86 74 64 51 
ES RS Bes ae ed eked sy wes sae 130 111 87 7 66 52 
RE a ok id an sds pane ne 133 113 88 76 69 KT 
N° Rr rst 136 115 89 77 70 59 
Blount Springs, Ala. ...i...cncessces 136 115 89 77 69 5 
ech osc habene cameswes Chen eee 136 115 89 77 67 53 
CY eS no Cawgesanse tii ee been 134 116 90 75 65 51 
ES oa hs a wien afta bbe 6k Bao 129 112 90 7 63 49 
ee AMS s badee dene dstewecess 126 109 89 70 60 46 
i oe aes can een esse ds6 awe 129 112 91 73 63 49 
Keystone and Siluria, Ala. .......... 134 116 91 75 65 51 
Me as aig wee enone ea 134 116 92 75 65 51 
RS 6 ha nn ncn 0 Mak clein © bah one i 260. COC ee 
on okt wa ie wt bole ae 8% 143 119 92 80 73 59 
a ke sae eh ete dndes 143 119 92 80 73 61 
SEES ee eer 1443119 #92 #88 7 € 
Cn chciscens Oth wien Glaepeon 145 120 93 81 74 64 
Mountain Creek, Ala. ................ 145 120 93 81 74 65 
I Tg a oe oe Sea ek tae 145 120 93 81 74 62 
sat ew Coe han ce nieet os ea 145 120 93 81 73 «#60 
I II aa nn aso nln wltyre 6 b.0 omwiwt 145 120 93 &1 70 57 
NN, MAM, ooo dude dendbonsssvivele 145 127 102 81 70 57 
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Re eae 147 122 102 82 75 
EsGPQUMNOUER, MBS” oo cos cc's dae ca ude ¥ 1 147 122-102 82 7% 4 
Cn ME Shs win a os a v's me be tuk ven ako 147 122. 102 82 75 t 
Fort Deposit to Chapman, Ala., in- 

I at 3S edu sot dae baeuat y+ fated 147 122 102 82 75 8 
Og Pe ae ee 150 122 102 82 7d s 
Garland and Owassa, Ala. .......... 150 124 102 84 177 0 
Evergreen and Castleberry, Ala. ....150 124 102 84 77 0 
DEE EA, ane nc occ eke eats ckuane 150 124° 102 S4 77 
WE LO nes gale do aie'd<ctaw ns 150 124 102 S4 76 7 
RI I a es Sates 2 ne ee 150 124 102 s4 74 
REINS oa ko Si we poles bas anfie 150 124 102 84 73 
CM, MUNG hicks « aida Kabihe ocd pint csd 145 120 102 += 81 6Y 2 
SG SON 2 EIR Sales aw ow chien 142 117 99 79 67 60 
PIER. oh dd eho Bi Rens sede sn kaae 139 115 97 77 65 ‘ 
os ke b mimuree oD 136 113 95 75 63 
SAI 6 did ire Waid, ice ny's + 0s eRe a eek ee a - Se ~ 6 j 
C... OR, cp besecs ap eawd eae 125 103 ST 669 a7 
PE. © out 5 act aos b >'p.-c b' pee canta 122 100 84 66 a4 
i ee ie a Dae 110 90 75 58 47 


The Defense. 


The defense of the carriers for the maintenance of 
lower rates from Cairo, Louisville, Cincinnati, St. Louis 
and Chicago to New Orleans, Mobile, Pensacola and 
Tampa than to intermediate points rests primarily upon 
the following grounds: 

1. (a) The rates to New Orleans from the five points 
of origin named have been brought about by an actiy« 
compelling competition of water carriers operating on 
the Ohio and Mississippi rivers and serving New Orleans 
by direct movement from Cincinnati, Louisville, Cairo and 
St. Louis. The low rates to New Orleans from these four 
cities has compelled the establishment of relatively low 
rates from points north of the Ohio river, and the rates 
from Chicago are necessarily made with relation to the 
rates from the river cities through which the traffic moves 
and with which Chicago competes. 

(b) The rates to Mobile have been induced by the 
competition of water carriers operating on the Ohio and 
Mississippi rivers, on the Mississippi Sound, and on the 
Gulf of Mexco. They have been brought to the level] of 
the New Orleans rates by the influence of the water com 
petition, above mentioned, together with the rivalry for 
trade between Mobile and New Orleans as distributing 
centers, and as ports through which a large amount of 
traffic to and from foreign countries is handled. 


(c) The rates to Pensacola have been influenced by) 
the water competition on the Ohio and Mississippi rivers 
and on the Gulf of Mexico. They have been brought to 
a parity with the Mobile rates from some points and made 
with relation to the Mobile rates from other points by) 
the rivalry for trade between Mobile and Pensacola :s 
distributing centers and as ports, and by the competition 
of rival carriers serving these cities, the major interest 
of one of which is in Pensacola, while that of another 
is in Mobile. 

(d) The rates to Tampa have been induced by 
competition of water carriers operating on the Ohio and 
Mississippi rivers and on the Gulf of Mexico. 

2. The rates to these ports are subnormal. 

3. These rates pay more than the additional cost of 
handling. 

4. The rates to intermediate points are not unr: 
sonable. 

The first steamboat (The New Orleans) that operated 
on the Mississippi river, left Pittsburgh, Oct. 20, 181 
and reached New Orleans early in January, 1912. N 
until May, 1915, had any steamboat succeeded in a 
cending the river as far as the falls of the Ohio 
Louisville. By the end of the year 1819, however, (©) 
steamboats had been built to operate on the Ohio an‘ 
Mississippi rivers. During the period 1820 to 1830 tl 
most important points in the steamboat trade were Loui 
ville, Ky., Nashville, Tenn., Vicksburg and Natchez, Mis: 
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nd New Orleans and Bayou La Fourche, La. Louisville 
vas practically the head of navigation for boats of that 
lay. Such boats as could ascend the falls of the Ohid 
went on to Pittsburgh. On Jan. 1, 1834, the official list 
of steamboats in operation on the Ohio and Mississippi 
rivers numbered 230. Sixty of these were rated over 200 
tons; 70 had a capacity between 100 and 200 tons, and 100 
had a capacity of less than 100 tons. The great increase 
in tonnage brought down the river to New Orleans by 
steamboats during the years 1816 to 1840 is illustrated by 
the following statement: 


Year ending Sept. 30 Tons. Value. 
16 coe pcienk> Sa bee henenenerek Gace 94,560 $9,749,253 
G80: Sta ceee eee er bacrebadtartes titan att 106,706 12,638,079 
890. -ccadicwniaerde ou made sede cs Vande e dae wus 260,900 22,065, 518 
S40 ona we Fublects ciubunt tees «on ee 49.763, 825 


The above figures do not include freight handled by 
barges, keel boats, and flatboats which, during this period 
constituted a proportion of the traffic estimated at approxi- 
mately 20 per cent. The period from 1840 to 1850 saw a 
very rapid development of the commerce of the river and 
in 1850 New Orleans was the third port of the world in 
commerce, being exceeded only by London and 
Liverpool. The from 1840 to 1860 may be said to 
have been the most prosperous years for the commerce of 
During the season ending August 
on the river reached the 

The arrivals of boats at 


point of 
years 


river. 
commerce 


the Mississippi 
31, 1860, the total 
enormous value of $289,565,000. 
New Orleans that year were 4,002, of which 605 came from 
180 from the lower Atlantic coast, 
from Cincinnati, 172 from Louis- 


the upper Atlantic coast, 


12 from Peoria, Ill., 206 


ville, 8 from Evansville, Ind., 108 from Greenville and 
Bends, Miss., 110 from Memphis, 52¢ from Pittsburgh, 


Louis, 211 from Vicksburg, 
various tributaries of the 


4 from Paducah, 472 from St. 
and the the 
Mississippi river. 

‘During the years from 1861 to 1865 the commerce of 
the Mississippi river was interrupted by the war. In 1866 
the Mississippi Valley Transportation Co., known as the 
“Barge line,’ was organized and started its first tow of 
barges to New Orleans April 1, 1866. In 1867 there were 
{ barge line with 16 tow boats and 120 barges operating 
between St. Louis and New Orleans. These were later 
consolidated under the name of the St. Louis & Mississippi 
In order to profitably employ 


remainder from 


Valley Transportation Co. 
the large number of steamboats in the Mississippi river at 
the close of the Civil War, the Atlantic & Mississippi 
Steamship Co. was organized with a capital of $2,240,000. 
It owned about 20 boats, some of which were the finest 
then afloat. This company failed after two or three years 
and was succeeded by the St. Louis & New Orleans Packet 
Co., which later was organized as the Merchants Southern 
Line Packet Co. The latter named company was suc- 
ceeded by the Anchor line, which covered the entire 
territory from St. Louis to New Orleans and operated for 
a number of years. During the period 1874 to 1896 this 
company operated regularly from 12 to 14 steamers. The 
usual service afforded by it was 2 boats per week between 
St."Louis and New Orleans, and 3 boats per week between 
St. Louis and Vicksburg. 

The following statement of tonnage moving by water 
between St. Louis and New Orleans during the period 1874 
to 1909 was submitted as testimony and is taken from the 
annual reports of the Merchants Exchange at St. Louis: 
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STATEMENT OF TONNAGE MOVING BY WATER BE- 
TWEEN ST. LOUIS AND NEW ORLEANS 





From St. Louis From St. Louis 
to— to— 

Bs Bs 

23 25 

n “ae w a © 

“ ae “ 2H 

© o . © - ; 

a ae 5 mon 

- = - WwW 

ia : AO Lo Ao 

= 7 aes = ~ _~ 

= a 2 oi & . ® vi 

o> es ey os 

s e rs & & 22> 

. aM e <2 aM © oa 

® oo » fu * oe wy » 

> Ss Z a Me Z ie 
1874.. 156,770 282,585 169,780 1892.. 77,065 315,605 212,545 
1875.. 144,025 199.660 128,020 1893.. 67,845 280,505 216,300 
1876.. 133,355 237,415 147,185 1894.. 122,775 158,860 219.195 
1877.. 164,935 260,085 149,825 1895.. 108,950 187,205 239,090 
1878.. 126,150 292,365 174,180 1896.. 147,460 361,500 345,100 
1879.. 133,155 343,485 179,400 1897.. 171,520 234,795 311,540 
1880.. 186,640 627,627 223,925 1898.. 114,465 224,970 $11,915 
1881.. 185.750 544,485 273,110 1899... 58,125 93,010 238,140 
1882.. 185,945 424,260 275,175 1900. . 59,020 128,365 274,445 
1883.. 113,235 422,095 = ,210 1901.. 64,475 94.018 233,885 
1884.. 103,705 335,545 3.495 1902.. 88,250 86,362 248,905 
1885.. 97,540 345,310 110°950 1903.. 65,220 $1,278 160,085 
1886.. 78.110 342,835 173,610 1904... 43,145 3,175 132,535 
1887.. 110,230 425,835 268,735 1905. . ee eae 107, 520 
1888.. 2.715 325.430 932915 ) 1906.. 34,905 ....... 106,670 

1889.. 114,315 518,380 212,375 1907.. 35,550 91,325 
1890. 125,405 418,400 222,075 1908.. SE See - weecwce 70,165 
1891. 112,420 331,850 209,095 1909.. ee 67,395 


Testimony was submitted purporting to show the num- 
ber of arrivals and departures of boats at St, Louis for 
the years 1874 to 1909. This statement includes only the 
boats operating between St. Louis and points south thereof. 
STATEMENT OF THE NUMBER OF BOATS OPERATING 


ON THE MISSISSIPPI RIVER BETWEEN ST. LOUIS AND 
POINTS SOUTH THEREOF. 
Depart- Ar- Depart- Ar- 
Year. ures. rivé us. Year ures. rivals. 
SEE: <obe ees wh cued 792 752 BEES S aS ales 6.40% i hs) 647 
Pe tan ccktahasaert 717 671 BE ibs File. ode oe 803 802 
SN bh alee had oe are 658 661 Se % csks hc ccu dda . 994 1,066 
BN A tie atin y= pilire 779 780 SES 963 1,035 
SNS lac D Aw \ce% 760 737 SEE ie % Wie w 0°9,.0 inhale on 1,131 1,193 
Ses is See we irene om 872 851 DME, Wicd 6.6 oie Re . 840 883 
Se Geta abet cee 1,083 1.056 SS. Sa Wales cians 3 741 763 
eS on ard G eae che 920 916 BN .2 Bin ote nie o0.d.o.5 onia 733 729 
EE aN ee ae 893 912 See Sr 75 ka bs cd ced 742 719 
BEE : *a-bdsesdlea y's 738 762 GS Wi.aSe~k dak oe 669 665 
SE Odo «cae eae 687 687 SE, CLE Seo ois «44 736 745 
SP lads Vibaany aaa « 630 655 Dee Sirdar teeta . 682 564 
Ss ang Sardi nie 646 663 ee ae one 196 46? 
MEE Yuko. 3°) ake eee 850 843 E-bay te earn a 385 392 
SE. a wos 0 aw eee 686 667 SO nts aieee eho Wisele 356 366 
Re! p.0 dubs amates 3 940 926 + Pr are tai. Oe 359 
Pe  eccis ton Wek ara 824 816 WO * 65.0 ce ee de 287 309 
a 785 768 DE ens bis sa ess 237 246 


While inane statements show during the years subse- 
quent to 1901 a constantly dwindling river traffic, they 
show that, for a period prior to that date, this traffic was 
large and important in amount, and evidently worth fight- 
ing for. 

Below is shown a chronological statement of the rates 
on the first six classes from Louisville to New Orleans, 
1879 to date: 


Date. 1 2 3 4 5 6 
i Se ener enere ye 105 75 65 45 35 30 
September 28, Be a ag hele e ee 107 77 67 45 35 30 
De A. ED, Ys e's odd bpulewas awewn 100 77 65 45 35 30 
ae BOER Sk ee 98 77 63 40 35 30 
ll Se SR ee ee 75 65 55 40 35 20 
RE. Ki, SG ob ois bik ocne distention 90 75 65 50 40 35 


These rates, established Aug. 1, 1887, have been con- 
tinued in effect from that date and are the present rates. 

Below is shown a chronological statement of the rates 
on the first six classes from St. Louis to New Orleans, 
1880 to date: 


Date. 1 2 3 4 5 Hh 
COR Te, WOVE ias ods ove be dS con W Sere 190 80 65 45 40 40 
po ee Re ee ere 100 0 65 55 45 40 
ee iweb os a's bce ex deg 5 acme 100 80 «665 45 40 5 
SE aS, Sak tien <Saerven arouse 109 80 65 40 40 35 
FR hs 6 bo v b0 06 0h weassnnes 75 65 55 40 35 30 
SE RE SG i 6a s Venn 50 cc neeuehcs 76 66 56 40 35 3” 
ED Tain Oa iB en 4 oid > Wd ov Kone 75 65 55 40 35 30 
- fe SG. ea Sere te 70 60 55 3 33 28 
Er SE ois Soa eis ose dw enee 7% 6 55 4 36 $30 
SE Ne Es 6b AE ks been ee ean + sande 90 75 65 50 40 35 
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These rates, established Aug. 1, 1887, have continued 
in effect from that date until the present time. 

During the period of active operation of the boat lines 
the testimony shows a wide variation in the rates charged 
by the water carriers. The following extract from the 
testimony taken before the Senate Committee on Interstate 
Commerce at a hearing held in St. Louis June 17, 1885, 
is indicative of the relation of the water rates to rail rates 
at that time: 

Examination of Mr. H. C. Haarstick. 


Q. Will you state your position?—A. I am president 
of the Merchants’ Exchange and am also president of 
the St. Louis & Mississippi Valley Transportation Co., 
or so-called “Barge Co.” At present rail rates from here 
(St. Louis) are exceedingly low. They are lower than 
they have ever been before for five or six years. 

Q. What is usually the difference between the river 
and rail rates from here (St. Louis) to New Orleans, if 
there be a difference?—A. The river usually makes the 
rate. The railroads try to get the difference between 
the river rates with the insurance added. They make 
it that much higher. The river carries more than three- 
fourths of all the business from St. Louis to New Orleans 
proper. 

Q. The river regulates the rail rates, as I understand 
you, from here (St. Louis) to New Orleans.—Yes, sir. 

Q. About what would be the rail freight charge?— 
A. They cannot get any more than the difference of 
insurance between river and rail if they carry any. 

Q. About what percentage does that amount to?— 
A. A very small percentage. The river insurance is 
about three-fifths of one per cent of the value. On a bar- 
rel of flour it would be less than 4 cents. 

Q. What is the rate on corn by water from here 
(St. Louis) to New Orleans, at the present time?—A. 
About 7 cents a hundred; 4 cents per bushel. 

Q. What is the rate by rail?—A. The railroads are 
not carrying corn from here to New Orleans, and have 
not been to my knowledge, and I have been in the river 
transportation business for 17 years. They claim that 
they cannot compete with us. 

Q. Do the different transportation companies have 
some understanding with each other about how much 
they shall charge?—No, sir; we have no understanding 
whatever. 

Q. What has been the course of the average freight 
charge during the 17 years you have been in business? 
Has it fallen or has it remained about stationary?—A. 
No, sir; it has been decreasing. The rate when we first 
commenced was about 14 or 15 cents a bushel; it has 
been growing lower and lower. 

Q. One of the causes of this reduction is the fact 
that the mouth of the river has been opened, so that 
vessels can get in and out?—A. That is undoubtedly one 
of the great factors. 

It is evident from the testimony of Mr. Haarstick 
that the transportation facilities afforded by the boat 
lines at that time were such as to attract to these lines 
a very large percentage of the traffic from St. Louis to 
New Orleans. It is evident from the tonnage statistics 
relative to the actual movement of freight from St. Louis 
to New Orleans that this tonnage by water did not ma- 
terially decrease until about the year 1898, 11 years after 
the establishment of the present scale of rail rates. At 
the time this testimony relative to the rates in the Mis- 
sissippi Valley was taken (June, 1912) there were no 
regular boat lines in operation from Ohio River points 
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or St. Louis to New Orleans. Regular service of this 
character had not been furnished for some years. Testi- 
mony was introduced showing the then recent organiza- 
tion of a company for the purpose of establishing a barge 
line to operate between Missouri River points and lower 
Mississippi River points. The testimony showed also 
that during the season of high water in the Ohio River 
a considerable fleet of boats came down the Ohio and 
Mississippi rivers from Pittsburgh to New Orleans. These 
boats carried in the main coal and iron and steel articles. 
It is evident that the rates and facilities afforded by 
the rail lines have had the effect of eventually attracting 
to these lines nearly all of the long-distance traffic be- 
tween Ohio River points, upper Mississippi River points 
and Missouri River points on the one hand and New 
Orleans on the other. There is reason for believing 
that the rates to New Orleans, when established by the 
rail lines in 1887 and since maintained, were necessitated 
by an active compelling water competition. Without 
doubt the changing demands of commerce, the increased 
facilities of the railroads, their better organization and 
regularity of service have been influential in winning 
for them, not only a share of the traffic, but nearly all 
of the traffic. The water competition, once actual and 
compelling, is still, however, potential, and it is most 
earnestly contended by the petitioners herein that any 
substantial increase in the rates to New Orleans will 
have the effect of re-establishing the water competition, 
with consequent loss of traffic and revenue to the rail 
lines. It is represented that having secured this traffic 
through years of struggle, there is nothing in the fourth 
section of the Act to regulate commerce as amended 
that puts upon the rail carriers an obligation to establish 
rates that will restore to the boat lines the traffic they 
have lost. It may be possible that these petitioners could 
increase the rates from the Ohio River cities and Chicago 
to New Orleans in some degree and still continue to 
hold the traffic on the rail lines. The fact, however, 
that the boats maintained themselves for more than 12 
years in competition with the scale of rates now existing 
indicates that the petitioners herein have gone little, if 
any, further than the circumstances required in an effort 
to meet the water competition, actual or potential, with 
which they have been confronted. 

(b) Rates to Mobile, Ala. 

The same causes that have brought about reduced 
rates to New Orleans from Ohio River cities, St. Louis 
and Chicago have at the same time greatly influenced 
the rates from the same points of origin to Mobile. The 
maintenance of water service via the Mississippi River, 
the Mississippi Sound, and the Gulf of Mexico from the 
Ohio River cities and St. Louis to Mobile had the effect 
of bringing about a relation of rates, and much of the 
time a parity between the rates to Mobile and New 
Orleans. 

Below are shown the rates on the first six classes 
from Louisville to Mobile and New Orleans from 1879 
to date: 


Date. Louisville to— 1 2 3 4 5 
Ee ee rere re 106 75 65 45 365 
Nov. 24, 1879.... New Orleans ........ 105 75 65 45 35 3 
Sept. 30, 1880... Mobile ......ccccccces 100 80 65 423 37 = 37 
Sept. 28, 1880....New Orleans ........ a va Bee ee. BCS 
cS ES UU UC Rrra 7% 65 655 $9 34 «34 
Nov. 8, 1883.... New Orleans ........ 100 77 65 46 35 30 
es Oe EE 0 bub we Sede cd sce 73 63 53 39 34 34 
Jan. 7, 1884..... New Orleans ........ 98 777 6 4 3 3 
B.S Es ac CED <5 Akt ones «das 73 6 568 3 34 3 
Feb. 1, 1884....New Orleans ........ we €& & & & 3 
eS Paes 92. 77 67.8 4 37 
Aug, 1, 1067..... New Orleans ........ 90 75 65 50 40 3 
Oe Pe eee 90 7 65 50 40 3 
Feb. 1, 1888....New Orleans ........ eh i fp a ee 
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The rates established Feb. 1, 1888, have continued 
1 effect up to the present time. The parity of rates 
hown above from Louisville to Mobile and to New Or- 
leans may be observed as to the rates from the other 
Ohio River crossings, St. Louis and Chicago. The record 
does not show the relationship between the boat rates to 
New Orleans and Mobile from the Ohio River cities 
through all the years during which the boat competition 
was active, but it does show that in 1877 the Mississippi 
River boat lines operated through all-water routes in con- 
nection with the Gulf steamers from the Ohio River cities 
to Mobile, and that they made the same through rates 
from those cities to Mobile as they did to Vicksburg and 
to New Orleans. 

It is alleged that Mobile’s importance as a port can- 
not be maintained without inland proportions of export 
and import rates substantially the same as those enjoyed 
by New Orleans. 

Below is shown a statement of the exports from New 
Orleans and Mobile for the fiscal year ending June 30, 
1911. 

EXPORTED FROM NEW ORLEANS. 


Per cent 
Commodity. Value. of total. 
Cotaeth ncttinda tetas tees ense ehaane ewes éened $115,653,172 66.93 
Forent ; SR, card asue es cheered ekincs 15,697,338 9.08 
Grain and grain products...............e6. 5,187,995 4.74 
NGWEE DEN ae hed 5 < ch eusbse vic ots barrens 340,879 .20 
OO «iw ae Fiwieeh bleh hia cak ha teddntndla bares 59,759 -04 
COMG 0i.6ck ds tnabbae<aen nedatskastocdaed teense 960 ecoee 
Phy BGR. diss hme Bhs 0534555 ks be rad > tes G6 150,861 .09 
PH SE <5 ad. ns 664 hiner a ed one 6 44 viie tee oévne 
Miscellaneous merchandise ............... 32,698,790 18.92 
TOME Lis as ewdh es cavttacccduanceiens + ties $172,789,754 100.00 
EXPORTED FROM MOBILE. 
Per cent 
Commodity. Value. of total. 
Cote. stn eet Soba ova es fe niatee cc tke $ 13,778,866 45.70 
POPE bind a8 vn odd nfs ahh osc 6,876,941 22.81 
Grain and grain products ..............+6. 3,100,913 10.28 
NG RA ak ba iGiey bo oh bsd ee cebede aback 395,536 1.31 
COMR Sittears bak Fiwdehe’ vvpnh cs Bees beste ee cms 6,364 -02 
Cale -ikaeiiden otis tienas 0sekcs eRe werd he ten we 206 eeeee 
Pig’ BO Wadd divesns 6.0 652647 &6 60 dh }Oob.¥ ors 17,044 -06 
PROGR TNE 5 0 soe d) Cae si se deme 132 eoses 
Miscellaneous merchandise ............+-:- 5,975,559 19.82 
Wo. iat. ii gyal tees dead bia eee $ 30,151,561 100.00 


How much of this is competitive traffic the record 
does not show, but the likelihood is strong that a large 
percentage of the grain and grain products and miscel- 
laneous merchandise is drawn from or through the Ohio 
River cities, and may be looked upon as competitive traffic. 
The necessity for the maintenance of a parity of rates 
on this export traffic is clear. 

Mobile, by its position on Mobile Bay, has access to 
the Alabama River and its tributaries. These rivers by 
furnishing a highway for transportation have assisted in 
making Mobile a center for distribution to a large ter- 
ritory in Alabama and Mississippi. Mobile competes with 
New Orleans for trade through a portion of this territory. 
The position of Mobile as the southern terminus of the 
Mobile & Ohio Railroad has induced a fixed policy on the 
part of the management of that railroad to maintain to 
Mobile the same rates from the principal western points 
that are maintained by its competitors to New Orleans. 
The rates from New York to Mobile, all rail, water and 
rail, or all water, are 5, 5, 4, 4, 3 and 3 cents, respectively, 
higher on classes 1 to 6 than the rates to New Orleans. 
t is urged by petitioners that the low rates maintained 
‘o Mobile from the eastern cities necessitate the main- 
tenance of low rates from the Ohio River cities in order 
‘hat traffic may move to Mobile from these cities in 
competition with like traffic from New York. It is urged 
that the rates from the eastern cities to Mobile differ 
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in but a slight degree from the rates on like traffic to 
New Orleans. 

The long-standing equality of rates between New 
Orleans and Mobile is also urged as a reason for the 
maintenance of this equality. While the record shows 
a competitive necessity for the maintenance of compara- 
tively low rates from the Ohio River cities to Mobile, it 
fails to show the necessity for the maintenance of an 
actual parity between these rates and the rates to New 
Orleans. It is evident, however, that the carriers can 
successfully maintain rates to Mobile but little higher 
than to New Orleans. It is our opinion that the record 
herein does not warrant an order in this case that will 
require a disturbance of this long-standing parity of rates. 

(c) Rates to Pensacola, Fla. 

Pensacola is on Pensacola Bay, 105 miles from Mobile 
by rail. It is served by the Louisville & Nashville Rail- 
road system, by the Pensacola, St. Andrews & Gulf Steam- 
ship Co., which operates regular steamship service be- 
tween Mobile and Pensacola and various other points 
along the Gulf of Mexico, and by various steamship lines 
furnishing service between Pensacola and foreign ports. 
It had a population in 1910 of 22,962. 

The rates from Chicago, St. Louis, Louisville, and 
Cincinnati are exactly the same to Pensacola as to Mo- 
bile, while the rates from Cairo are— 


12 9 7 6 5 4 


cents on classes 1 to 6, respectively, higher than the rates 
to Mobile. The rates from St. Louis, Louisville, and Cin- 
cinnati have been on a parity with the rates to Mobile 
since 1881. 

Below is shown a statement of the value of the ex- 
ports from Pensacola for the year ending June 30, 1911: 





Per cent 

Exported from Pensacola. Value of total. 

SE innncihedhs eeidesge devs sundhbkenehs kas Pel $9,242,934 45.20 
ns, BO | nobis ho0.0 vc mepeha 6 accbsthoeas 4,977,031 24.34 
Grain and grain products ..............+ee0. 2,868 OL 
SE DD 608 63s oars 046 a hws ROS 6 05d eh ae Roe 4,389,055 21.46 
CE das antec adsds shel tals abode Ms Chaka tun 3,237 .02 
CRIN Hie ov 99o 0 ciett) Sap hs Sue Ween beset eeeeb oth vitwwee eens 
PE EL pabdnkiobsies sacha tadss Wobban + crhmsaws 30,473 15 
I NES os bakes cade « vo tiete be we'se.0aa ot be 82,849 41 
Miscellaneous merchandise ..............-.+. 1,720,323 8.41 
UNO bw bn Gdns ccqreewe dees cueseer eubeeecden $20,448,770 100.00 


The record doés not show how much of these exports 
came from competitive territory, but the item shown against 
Miscellaneous merchandise represents articles which prob- 
ably came from the Ohio River cities or points north 
thereof. It is evident that the importance of Pensacola 
as a port cannot be maintained without inland proportions 
of export and import rates substantially the same as those 
enjoyed by Mobile and New Orleans. 

There are the following points of similarity between 
the conditions existing at Mobile and Pensacola: 


Both are important commercial cities on the Gulf 
coast of the United States in close proximity to each 
other. 

Both cities can be reached by water from New Or- 
leans and supplied therefrom at substantially the same 
rates. 

Both have fine deep-water harbors. 

Both are important Mexican Gulf ports competing 
with each other for export, import, and coastwise trade. 

Both are served by important railroad systems, leading 
directly from the great western markets of supply, and 
competing with each other for the transportation of ex- 
port, import and coastwise traffic through their respective 
ports, and for the transportation of domestic traffic to the 
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ports proper, and competing with other roads serving other 
ports for the transportation of export and import traffic. 

Conditions at Pensacola appear to be in nearly all re- 
spects fairly comparable to those obtaining at Mobile, and 
in our opinion the carriers are justified in the maintenance 
of rates thereto from the Ohio River cities, St. Louis, and 
Chicago, on a parity with the rates concurrently applicable 
on like traffic to Mobile. 

(d) Rates from Louisville and Cincinnati to Tampa. 

Tampa is served by the following railroads and steam- 
ship lines: Atlantic Coast Line Railroad; Seaboard Air 
Line Railway; The Tampa Northern Railroad; The Mallory 
Steamship Co. This company furnishes a weekly service 
between Tampa, Mobile, Key West, and New York City. 
The Southern Steamship Co, furnishes a weekly service be- 
tween Tampa and Philadelphia, Charleston, Jacksonville, 
and Key West. The Penn Steamship line furnishes a 
weekly service between Tampa and New Orleans. 

The rates to Tampa from Louisville and Cincinnati are 
the same, namely: 

145 123 109 102 86 73 

The record does not show any through rail-and-water rates 
from the Ohio River cities via New Orleans, Mobile, New 
York, or Philadelphia to Tampa, but the testimony is con- 
vincing that the rail carriers are in competition with rail 
and ocean caftriers operating via those ports, and that this 
competition is actual and controlling and operates to pre- 
vent any substantial increase in these rates by the rail 
lines. 

2. Are these rates from Chicago, St. Louis, Cairo, 
Louisville and Cincinnati to the Gulf ports subnormal? 

Below are shown the distances from Cairo, Louisville, 
Cincinnati, St. Louis, and Chicago to each of the port 
cities via the routes selected with the rates on the first 
six classes: 


§ From— Miles. 1 2 3 4 5 6 
Cairo, lL, to— 
St CPE. dS wetaunececbs 556 75 63 55 42 33 29 
I Ne ak ak 502 75 63 55 42 33 29 
RIE Enger 606 87 72 2 48 38 33 
Louisville, Ky., to— 
PCC MeL, 5 oo ox Gs tabecebus 809 90 75 65 50 40 35 
EY a Pe ance decks cd odeecve 670 90 75 65 50 40 35 
i i oe a te ge 654 90 75 65 50 40 35 
CIN Cd's oie 2 U's @o.5-c une on We 1198 145 123 109 102 86 73 
Cincinnati, O., to— 
gee 923 98 83 78 64 44 89 
EI» Fidwie de 5's.d%'s bin dale 784 Ss. & eS Bee Se 
. ineh sa Week 5 a beara 768 98 83 73 54 44 39 
SR nits diva wkewcde perebube 6 1,065 145 123 109 102 86 3 
St. Louis, Mo., to- 
i SD sos cdeace ownadee 707 99 75 65 50 40 35 
NT -40), «45 6 sine ones mane #.s 657 90 75 65 50 40 35 
ES <2. dias eaten bee 761 90 75 65 50 40 35 
Chicago, IlL., to— 
 GEROMGUD occ wssearensn see 920 110 90 75 58 47 41 
ES tS hid aie» Stach WAR e & Wake ooo 866 110 90 75 58 47 41 
SPUD. o0.c » 0bin. 64040 ae oad 912 110 90 7 68 47. 41 


The rates from Cairo to Mobile and New Orleans, 
made over distances of 502 and 566 miles, are less than 
the local distance rates on any of the railways, petitioners 
herein, for 250 miles. The rates from Cairo to Pensacola, 
made over a distance of 606 miles, are less than the av- 
erage rates made over one-line hauls for distances of 300 
miles in this territory, as shown from Exhibit No. 117. 

The rates from Louisville and St. Louis to New Or- 
leans, Mobile, and Pensacola are made over distances vary- 
ing from 650 to 800 miles and are less than average rates 
made over one-line hauls of 300 miles to noncompetitive 
points in this territory, as shown from Exhibit No. 117. 

The rates from Cincinnati to New Orleans, Mobile 
and Pensacola are made over distances varying from 768 
to 923 miles and are less than the average rates made to 
noncompetitive points in this territory over one-line hauls 
of 300 miles, as shown from Exhibit No. 117. 
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The rates from Chicago, to New Orleans, Mobile anid 
Pensacola are made over distances varying from 866 to 
920 miles. -These rates are less than the average rates 
made over one-line hauls of 400 miles to noncompetitiv: 
points in this territory, as shown by Exhibit No. 117. 

The rates made from Louisville and Cincinnati to 
Tampa are made over two-line hauls of 1,065 to 1,200 miles 
They correspond with reasonable approximation to the av- 
erage rates made to noncompetitive points in southeastern 
territory over two-line hauls of 750 miles. 

It is clear that these rates to the ports are far below 
the average rates made in this territory to noncompetitive 
points. None of the interior points in the southeastern 
territory is more important than the three cities of At- 
lanta, Birmingham and Montgomery. The rates to these 
points are regarded as strongly competitive in character. 
The distances to Atlanta from both Louisville and Cin- 
cinnati are less than 500 miles. The rates from both 
cities to Atlanta are— 

98 87 78 63 52 41 


These rates are in excess of the rates made from Cin- 
cinnati to New Orleans, Mobile, and Pensacola over dis- 
tances from 50 to 80 per cent greater than the distance to 
Atlanta. 

The distance from Louisville to Birmingham is 394 
miles via the line of the Louisville & Nashville Railroad. 
The rates from Louisville to Birmingham are— 


79 69 58 47 40 30 


These rates are higher than the rates made from Cairo 
to Mobile and New Orleans over a distance from 25 to 40 
per cent greater than that from Louisville to Birmingham. 

The distance from Cincinnati to Birmingham via the 
Louisville & Nashville Railroad is 508 miles. The rates 
are— 

89 79 68 55 47 36 
These rates made from Cincinnati to Birmingham over 
a distance of approximately 500 miles are in excess of 
the rates made from Louisville or St. Louis to New 
Orleans, Mobile and Pensacola over distances varying 
from 654 to 809 miles. 

The distance from Louisville to Montgomery via the 
Louisville & Nashville Railroad is 491 miles. The rates 
are— 

98 87 78 62 50 41 


500 


These rates made over a distance of approximately 
miles exceed the rates from Cincinnati to New Orleans, 
Mobile and Pensacola over distances varying from 768 
to 923 miles. 

The distance from Cincinnati to Montgomery over 
the Louisville & Nashville Railroad is 605 miles. The 
rates made thereto are— 

108 97 88 70 57 47 


These rates are greatly in excess of the rates made from 
Chicago to New Orleans, Mobile and Pensacola over dis 
tances varying from 866 to 920 miles. 

The claim of petitioners that the rates to these port 
cities from the five points of origin named are subnorn i] 
in character is sustained by these comparisons. 

3. Do these rates pay more than the additional cost 
of handling? 

The lowest commodity rate shown in the exhil''s 
as applicable from Cairo to New Orleans is the rate on 
brick of $2 per ton. This yields a revenue for the ha l 
of 566 miles of 3.5 mills per ton-mile. The lowest co 
modity rate shown as applicable from St. Louis to New 
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Orleans is the rate on cement of $2.50 per ton. This 
yields a revenue of 3.5 mills per ton-mile. The lowest 
commodity rate shown from Chicago to Mobile is the 
rate on cement of $3.50 per ton. This yields a revenue 
of 4 mills per ton-mile. But few commodity rates were 
shown in the testimony from Cincinnati to New Orleans; 
the lowest class rate shown is that applicable on class 
D of 22 cents per 100 pounds. This yields a revenue 
of 4.7 mills per ton-mile. 

There is good reason for believing that these rates 
to the Gulf ports are more than sufficient to pay the 
additional cost of handling, and that the acceptance of 
this traffic on the part of the carriers yields some net 
profit. 


4. Are the rates to intermediate points unreasonable? 


(a) On the route of the Illinois Central Railroad 
from Cairo to New Orleans the rates to intermediate 
points north of Jackson, Miss., are discussed in subdivi- 
sion L of this report. South of Jackson the highest rated 
points are those beginning with Roseland and ending with 
La Branch, La. The rates to these stations on the first 
six classes are— 


95 76 63 53 46 41 
Roseland is 495 miles from Cairo via the route chosen. 
The rates made thereto are less than the average rates 
made to noncompetitive points in this territory over one- 
line hauls of 300 miles as shown from Exhibit No. 117. The 
average rates made to noncompetitive points as shown 
from this exhibit for distances of 500 miles over one-line 
hauls are— . 
116 99 83 70 60 51 


Cairo to Roseland, 495 miles— 
95 76 63 53 46 41 


The rates to Roseland are clearly not unreasonable as 
shown by comparisons with other rates made over like 
distances in the same territory. 

(b) On the route of the Mobile & Ohio Railroad from 
Cairo to Mobile the rates to intermediate points north of 
Meridian, Miss., are discussed in subdivision L of this re- 
port. South of Meridian the rates reach a maximum at 
Deer Park, Ala. This point is 458 miles from Cairo and 
the rates made thereto are— 


116 98 84 68 56 48 


Average rates made over one-line hauls for distances 
of 450 miles as shown from Exhibit No. 117 are— 


115 98 80 69 59 51 


It will be seen that these rates to Deer Park cor- 
respond closely to the average rates made for jike dis- 
tances over one-line hauls in this territory, The rates to 
Deer Park and contiguous points, although ample, do not 
appear to be unreasonable in and of themselves. 

(c) On the route of the Mobile & Ohio and the Louis- 
ville & Nashville railroads from Cairo to Pensacola the line 
passes through Mobile. The maximum-rate point between 
Mobile and Pensacola is Atmore, Ala. 547 miles from 
Cairo. The rates to Atmore are— 


115 94 80 69 64 55 


These rates may fairly be compared with the average rates 
nade over two-line hauls for distances of 550 miles, as 


hown from Exhibit No. 117. Average rates 550 miles— 
128 112 99 83 69 56 


It will be seen that these rates are considerably less 
than the average rates for 550 miles in this territory. 
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There is nothing in this record that indicates that these 
rates to Atmore are unreasonable. 

(d) On the route from Louisville to Mobile via the 
Louisville & Nashville Railroad the rates to points north 
of Montgomery, Ala., are discussed in subdivision I of this 
report. South of Montgomery the maximum rate points 
are stations Dunham to Brock, Ala., which take approxi- 
mately blanket rates as follows: 

113 92 78 67 62 58 

This blanket is about fifty miles wide and the center 
of the blanket is approximately 600 miles from Louisville. 
The average rates made over one-line hauls of 600 miles 
as shown from Exhibit No. 117 are— 


118 102 86 74 63 53 


The rates to these high-rated points cannot be considered 
as unreasonable when judged by comparison with other 
rates to noncompetitive points in the same territory made 
over like distances, 

(e) On the route from Louisville to New Orleans the 
route chosen is through Mobile, and the rates to stations 
east of Mobile have been discussed in the preceding sec- 
tion. Almost midway between Mobile and New Orleans 
is Gulfport, Miss., a port for export and import traffic on 
the Gulf of Mexico. The rates made to Gulfport from 
Louisville are exactly the same as to New Orleans and to 
Mobile. The similarity of position and transportation con- 
ditions of Gulfport, Mobile, and Pensacola justify the main- 
tenance of a parity of rates between those ports. The 
high-rate points between Mobile and New Orleans are 
Scranton, Miss., and Dunbar, La. Scranton is approxi- 
mately halfway between Mobile and Gulfport, and Dun- 
bar is almost exactly midway between Gulfport and New 


Orleans, The rates and distances to these two points are 
as follows: 

Louisville to— Miles. 1 2 3 4 5 6 
Gos ia sca dtaVibesntes Vewemer 700 119 100 79 69 58 52 
a a ct Sg PI a Bre 8 770 119 98 79 69 58 652 


The rates to both these points are below the average 
rates made over one-line hauls to noncompetitive points 
in this territory, as shown from Exhibit 117. The rates to 
all the stations between Mobile and New Orleans are made 
locals or arbitraries over the rates to Mobile, Gulfport, 
and New Orleafis, and there is no reason shown in this 
record for concluding that the rates to any of these inter- 
mediate stations are unreasonable. 

(f) On the route of the Louisville & Nashville to 
Pensacola the route up to Flomaton, Ala., is the same as 
to Mobile, heretofore discussed. The highest rated in- 
termediate point is Flomaton, 610 miles from Louisville. 
The rates to Flomaton are— 


113 92 78 67 62 56 


These rates are considerably below the average rates made 
for like distances to noncompetitive points, as shown from 
Exhibit No. 117. 

(g) On the route of the Louisville & Nashville and 
the Seaboard Air Line to Tampa, Fla., the rates to points 
west of Jacksonville, Fla., have been discussed in subdi- 
vision D of this report. South of Jacksonville the highest 
rated intermediate point is Brandon, Fla., 11 miles north 
of Tampa, and 1,188 miles from Louisville. The rates to 
Brandon are— 


173 149 137 124 103 87 
The testimony indicates a sparsity of traffic over this line 


and a necessity for the maintenance of relatively high 
rates. While these rates are certainly ample, in the ab- 
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sence of complaint concerning their reasonableness, we 
are of the opinion that these carriers should be authorized 
to continue the lower rates to Tampa and the present 
higher rates to intermediate stations, 

(h) On the route of the Louisville & Nashville Rail- 
road, Cincinnati to Mobile, the rates to intermediate points 
north of Montgomery are discussed in subdivision I of this 
report. South of Montgomery the highest rated points are 
stations in the vicinity of Flomaton, Ala. Stations Elwy 
and Brock, Ala., on opposite sides of Flomaton, take the 
highest rates. The rates to these stations are— 


120 98 88 71 66 62 


These points are approximately 725 miles from Cincin- 
vati and the rates made thereto are materially less than 
the average rates made for like distances over one-line 
hauls to noncompetitive points, as shown from Exhibit 
117. 

(i) On the route of the Louisville & Nashville Rail- 
road to New Orleans the line passes through Mobile. The 
rates to stations intermediate to Mobile have been dis- 
cussed in the preceding section. West of Mobile the line 
passes through Gulfport which is accorded the Mobile 
rates. Between Gulfport and Mobile the maximum rate 
point occurs at Pascagoula, Miss., 824 miles from, Cincin- 
nati. The second maximum rate point occurs at Dunbar, 
nearly midway between Gulfoprt and New Orleans, 887 
miles from Cincinnati. The rates to Dunbar and Pasca- 
goula are— 

127 106 82 73 62 56 


The rates applied to both of these stations are mate- 
rially less than the average rates made for like distances 
over one-line hauls to non-competitive points in this ter- 
ritory. 

(j) On the route of the Louisville & Nashville Rail- 
road from Cincinnati to Pensacola, Fla., the line up to 
Flomaton, Ala,, is the same as to Mobile, discussed in 
paragraph (h) above. South of Flomaton no higher rates 
are charged than are applied at Flomaton and at stations 
Elwy and Brock, the rates to which were given in para- 
graph (h). 


(k) On the route of the Cincinnati, New Orleans & 
Texas Pacific, Southern, and Seaboard Air Line, Cincin- 
nati to Tampa, the rates to points north of Jacksonville 
were discussed in subdivision D of this report. South of 
Jacksonville the rates from Cincinnati are the same as the 
rates from Louisville, discussed in paragraph (g) of this 
subdivision. The rates to intermediate points, although 
ample, may not be unreasonable, having consideration for 
the sparsity of traffic on this line and the length of the 
haul involved. 


(1) On the route of the Illinois Central Railroad, St. 
Louis to New Orleans, the rates to intermediate points 
north of Jackson, Miss., are discussed in subdivision L of 
this report. South of Jackson the highest rated points are 
stations Amite to Manchac, La. Amite is 649 miles from 
St. Louis, and the rates thereto are— 


129 105 87 71 59 52 


This is a one-line haul of approximately 650 miles. The 
average rates shown from Exhibit No. 117 for one-line 
hauls of 650 miles are— 


123 106 89 78 66 56 


The rates to Amite compare favorably with the average 
rates made for like distances in this territory: 

(m) On the route of the Mobile & Ohio Railroad, St. 
Louis to Mobile, the rates to intermediate points north 
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of Meridian, Miss., are discussed in subdivision L of this 
report. South of Meridian the maximum rate point occurs 
at Yellow Pine, Ala., 598 miles from St. Louis. The rates 
made to Yellow Pine are— 


126 109 98 78 64 56 


The average rates made over one-line hauls for 600 miles, 
as shown from Exhibit No. 117, are— 


118 102 86 74 63 53 


The rates from St. Louis to Yellow Pine and stations con- 
tiguous thereto are considerably in excess of average rates 
made for like distances in this territory and are in excess 
of the rates made to points on the Illinois Central at cor- 
responding distances from St. Louis. We are of the opin- 
ion that these rates are unreasonable as compared with 
the rates to the more distant points, and that the differ- 
ence should be narrowed by charging rates to the inter- 
mediate points that do not exceed the average rates shown 
for like distances in Exhibit No. 117. 

(n) On the route of the Mobile & Ohio and the Louis- 
ville & Nashville railroads to Pensacola the route up to 
Mobile is the same as that discussed in paragraph (m). 
East of Mobile, on the Louisville & Nashville Railroad, the 
highest rate point is Canoe, approximately midway between 
Mobile and Pensacola and 708 miles from St. Louis. The 
rates to Canoe are— 


126 106 93 75 65 58 


The rates to Canoe compare favorably with average rates 
made over like distances for two-line hauls in this ter- 
ritory. 

(o) On the route of the Illinois Central Railroad, 
Chicago to New Orleans, the rates to intermediate sta 
tions north of Jackson, Miss., are discussed in subdivision L 
of this report. South of Jackson the rates reach a maxi- 
mum at stations Roseland to Manchac, La, Roseland is 
858 miles from Chicago, and the rates thereto are— 


140 113 95 78 65 57 


These rates are substantially lower than average rates 
made over one-line hauls of like distances in this territory. 

(p) On the route of the [Illinois Central and Mobile & 
Ohio railroads, Chicago to Mobile, the rates to intermedi- 
ate points north of Meridian, Miss., are discussed in sub- 
division L of this report. The rates to points south of 
Meridian reach a maximum at Yellow Pine, Ala., 806 miles 
from Chicago. The rates to Yellow Pine are— 


155 129 108 86 71 62 


The rates from Chicago to Yellow Pine compare favorably 
with average rates made over two-line hauls for like dis 
tances.in this territory. 

(q) On the route of the Chicago & Eastern Illinois 
and Louisville & Nashville railroads to Pensacola the maxi- 
mum rate points occur at stations Garland to Castleberry, 
Ala., 816 miles from Chicago. The rates to Garland are— 


150 124 102 84 Se 
These rates are below the average rates made for ‘wo 
line hauls over like distances in this territory. 


SUBDIVISION F. 

Rates From Ohio River Crossings, St. Louis, Mo., and 
Chicago, Ill., to Memphis, Tenn., Greenville, Vicks 
burg, and Natchez, Miss. 
Cairo, Louisville and Cincinnati have been selec‘ed 

as representative Ohio River crossings. 

1. Cairo to Memphis. 
Route: Mlinois Central Railroad, 170 miles. 





May 1 


Re 
ceeded 
This | 

Be 
on the 
clusive 


Obion, 
Trimbl 
Newbel 
Dyersb 
Halls, 
Curve, 
Ripley, 
Atoka, 
New T 
Kerrvil 
Woods' 
Memph 


2. 
Re 
Yazoo 
miles. 
Bi 
the Y 
Green 


Lakevi 
Lake C 
Robins 
Hollyw 
Evans\ 
Dundes 
Lulu, 1 
Coahor 
Friars 
Stovall 
Sherar 
Perths' 
Roseda 
Beulah 
Lobdel 
Winter 
Wilezil 
Greenv 


3: 
Ri 
Yazoo 
miles. 
B: 
same 
ville. 
B 
the Y 
Vicks] 


Clover 
Lyon, 

Clarkst 
Bobo, 

Alligat 
Dunea! 
Shelby 
Clevele 
Boyle, 
Shaw, 

Helm, 

Elizabr 
Arcola 
Estill, 

Hollan 
Percy, 
Nitta 

Anguil 
Rivers 
Egrem 
Cary, | 
Kelso, 
Redwo 
Vicksb 


4. 
R 
Yazoo 
T 
the re 
given 





May 16, 1914 


Rates: The rates from Cairo to Memphis are not ex- 
ceeded at intermediate stations north of Obion, Tenn. 
This point is 74.5 miles south of Cairo. 

Below are shown the rates from Cairo to all stations 
on the Illinois Central Railroad, Obion to Memphis, in- 
clusive: 


Cairo, Il., 2 3 
Obion, Tenn. 38 32 
Trimble, Tenn. 40 34 
Newbern, Tenn. 40 36 
Dyersburg, Tenn 5: 44 38 
Halis, Tenn, 5 46 40 
Curve, Tenn. 48 41 
Ripley, Tenn. é 49 41 
Atoka, Tenn. 57 49 41 
New Tipton, Tenn. f 49 41 
Kerrville, Tenn. ... f 49 41 
Woodstock, Tenn. . E 48 41 
Memphis, Tenn. 38 35 


2. Rates from Cairo to Greenville, Miss. 

Route: Illinois Central Railroad, Cairo to Memphis; 
Yazoo & Mississippi Valley Railroad to Greenville; 320 
miles. 

Below are shown the rates from Cairo to stations on 
the Yazoo & Mississippi Valley Railroad, Memphis to 
Greenville: 


Caire, IIl., — ‘ ; 5 6 
Lakeview, Miss. ostere oe 43 f 38 3 
Lake Cormorant, Miss. 36 5 ‘ 42 3 
Robinsonville, Miss. + d q 5 44 3 
Hollywood, Miss. 2 BE 5e 45 
Evansville, Miss. . 8 78 f 47 
Dundee, Miss. . d 8 5§ 48 
Lulu, Miss. ( y. 2 as 48 
Coahoma, Miss. : , 5 46 
Friars Point, Miss. 33 
Stovall, Miss. 43 
Sherard, Miss 48 
Perthshire, Miss. 46 
Rosedale, Miss. 33 
3eulah, Miss. 46 
Lobdell, Miss. 48 
Winterville, Miss. 46 
Wilezinski, Miss. .......--+eeesssceeeees 42 
Greenville, Miss. 33 
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3. Rates from Cairo to Vicksburg. 

Route: Illinois Central Railroad, Cairo to Memphis; 
Yazoo & Mississippi Valley Railroad to Vicksburg; 390 
miles. 

By the selected line to Vicksburg the route is the 
same up to Coahoma, Miss., as upon the route to Green- 
ville. 

Below are shown the rates from Cairo to stations on 
the Yazoo & Mississippi Valley Railroad, Clover Hill to 


Vicksburg. Clover Hill is 70 miles south of Memphis: 
Cairo, M1., 2 3 4 
Clover Hill, Miss. 84 
Lyon, Miss. 85 
Clarksdale, Miss. 86 
Bobo, Miss. 87 
Alligator, Miss. 88 
Dunean, Miss. 89 
Shelby, Miss. 90 
Cleveland, Miss. 92 
Boyle, Miss. 92 
Shaw, Miss. 93 
Helm, Miss. ‘ 91 
Elizabeth, Miss. 87 
ATCOMM, BERG cc cc cc cc ccccvccscecsceess 103 87 
Estill, Miss. 109 91 
Hollandale, Miss. 9 91 
Percy, Miss. 5 96 
Nitta Yuma, Miss. 96 
Anguilla, Miss. 97 
Riverside Junction, Miss. ......-...-- 118 97 
Egremont, Miss. 97 
Cary, Miss. 97 
Kelso, Miss. 94 
Redwood, Miss. 84 


9 


Vicksburg, Miss. f 63 d 3% 29 


4. Rates from Cairo to Natchez, Miss. 

Route: Mlinois Central Railroad, Cairo to Memphis; 
Yazoo & Mississippi Valley Railroad to Natchez; 467 miles. 

The route to Natchez passes through Vicksburg and 
the rates to stations intermediate to Vicksburg have been 
given in connection with section 2 and 3. 
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Below are shown the rates from Cairo to stations on 
the Yazoo & Mississippi Valley Railroad between Vicks- 
burg and Natchez: . 


Cairo, II., 
Yokena, Miss. 
Ingleside, Miss. 
Port Gibson, Miss. 
Russum, Miss. 
RAE MEI 5 S'n'ein ao ows vee e'gna's'ee ee 117 
Harriston, Miss. 
Stampley, Miss. 
Cannonsburg, Miss. 
Natchez, Miss. 


5. Rates from Louisville to Memphis. 

Route: Illinois Central Railroad; 391 miles. 

Rates: The rates from Louisville to Memphis are 
not exceeded at stations north of Boaz, Ky., 155 miles 
northeast of Memphis. 

Below are shown the rates from Louisville to sta- 
tions on the Illinois Central Railroad, Boaz to Memphis: 


Louisville, Ky., to— 3 
REE. 5 2.46 ans. 0 plant oq Guineas 41 
Viola, Ky. 43 
EER a « hg:s obinaicte’s abil oeeie ab 63 45 
Wingo, Ky. 47 
Harris, Tenn. 50 
Moffat, Tenn., § 50 
Obion, Tenn. 52 
Trimble, Tenn. f 54 
Newbern, Tenn. 56 
Dyersburg, Tenn. g 58 
EE hin sc 5.s « CRG 6 60's kines wala 60 
Curve, Tenn. ‘ i 61 
Ripley, Tenn. 35 61 
Brighton, Tenn. E 61 
Atoka, Tenn. f 61 
New Tipton, Tenn. E 5 60 
Kerrville, Tenn. 57 
Woodstock, Tenn. 54 
Memphis, Tenn. 45 


6. Rates from Louisville to Greenville. 

Route: Illinois Central Railroad, Louisville to Mem- 
phis; Yazoo & Mississippi Valley Railroad to Greenville; 
541 miles. 

Rates: The rates to stations on the Illinois Central 
Railroad east of Memphis have been shown in section 5. 

Below are shown the rates from Louisville to stations 
on the Yazoo & Mississippi Valley Railroad, Lakeview to 
Greenville, inclusive: 


Louisville, Ky., to— 
ek. te, eres f 
Lake Cormorant, Miss. 
Robinsonville, Miss. 
Hollywood, Miss. 

Tunica, Miss. 
Evansville, Miss. 
Dundee, Miss. 
Lulu, Miss. 
Coahoma, Miss. 
Friars Point, Miss. 
I ES nc duns acdac Cévelvben dred 110 
Sherard, Miss 
Green Cove, Miss. 
Perthshire, Miss. 
Rosedale, Miss. 
Beulah, Miss. 
Lobdell, Miss. 
Winterville, Miss. 
Wilezinski, Miss. 
Greenville, Miss. 


7. Rates from Louisville to Vicksburg. 

Route: Illinois Central Railroad, Louisville to Mem- 
phis; Yazoo & Mississippi Valley Railroad to Vicksburg; 
611 miles. 

Rates: The rates to intermediate stations north of 
Coahoma, Miss., have been shown in connection with the 
routes to Memphis and Greenville. 

The rates from Louisville to stations on the Yazoo & 
Mississippi Valley Railroad south of Coahoma are shown 
telow: 


Louisville, Ky., 
Clover Hill, Miss. 
Lyon, Miss. 
Clarksdale, Miss. 
Bobo, Miss. 
Alligator, Miss. 
Duncan, Miss. 





978 THE TRAFFIC WORLD Vol. XIII, No. 20 
a i a oe 125 102 89 72 60 652 is: ippi V j . 
CE UNM 4 Sh Sones Vea boo ate 127 104 90 73 61 6&3 phis; Yazoo & Mississippi Valley Railroad to Natchez; 
Boyle, Mise. APRON EN, 126 104 90 72 659 52 619 miles. 
snaw, th tind be ee bbe oO ned Sem keene ; ; 
MMR crescent ii} ios & fo $f fs Rates: The rates to stations on the Yazoo & Misss 
I ois win co ctnnding cwuabats 118 99 85 66 54 47 ippi V. i 
I ns ats a 5 ots bk 6 Ex oeec ood 118 99 87 68 56 48 ~ PP Valley Railroad aout of Vicksburg ate the . = % 
Estill, Miss. Se Pe US 4 ea 124 103 89 70 58 51 #£=x4from Louisville, shown in section 8 of this subdivision. 
ollandale, | RE ars Gage < 124 103 91 71 51 : : 
SMI Na cooks. icctecaeessbnececs 130 108 98 73 60 83 13. Rates from Chicago to Memphis. 
a a erbRRGe-cdindakedsig 3 — - z . e Route: Illinois Central Railroad; 534 miles. 
Rolling Fork, Miss. .-...0..0000.....188 109 93 76 63 55 Rates: The rates to intermediate stations on the 
Cary, Miss. ..9.2000000UIII92 109 84 78 62 «Be “Hlimois Central Railroad north of Crutchfield, Ky., do not 
Valley Park, niin a ai ps ithe Sse ys 136 106 1 73 se ss exceed the rates to Memphis. 
edwood, Apa ee ee 5 £ : : 4 . 
Vicksburg, Miss, .................... 99 75 65 50 40 35 Below are shown the rates from Chicago to stations 


8. Rates from Louisville to Natchez, Miss. 

Route: Illinois Central Railroad, Louisville to Mem- 
phis, Tenn.; Yazoo & Mississippi Valley Railroad to 
Natchez; 688 miles. 

The route from Louisville to Natchez passes through 
Vicksburg. The rates to stations north of Vicksburg have 
been shown in connection with section 7. 

The rates from Louisville to stations on the Yazoo 
& Mississippi Valley Railroad south of Vicksburg are 


shown below: 


Louisville, Ky., to— 1 2 3 4 5 6 
0 a ree 120 100 86 68 55 48 
I ade cc enws't b> acs Athos dea 4 126 106 91 72 59 52 
rr i Ce... dkins deh snsece' es 129 109 93 74 61 53 
i dak 6 5ctia ewes a0 ove we ae on 135 111 96 78 63 55 
Mn JtcNe odelce snes ccccedawe 132 111 96 76 62 = 54 
i! Ce, see ck ecelueees 129 109 98 74 61 £53 
ne, Ce oo. le og ew ee eelek 123 103 89 70 57 50 
ne Msi sccetseanewen'e 120 100 86 68 55 48 
A EE ee ee 90 75 65 50 40 35 


9. Rates from St. Louis to Memphis. 

Route: Illinois Central Railroad; 322 miles. 

Rates: The rates from St. Louis to intermediate sta- 
tions north of Clinton, Ky., do not exceed the rates to 
Memphis. 

The rates to stations on the Illinois Central Railroad 
south of Clinton are as follows: 


St. Louis, Mo., to— 1 2 3 4 5 6 
Me Cok Peds cuwobes b¥éceeaws 60 53 43 34 25 23 
CT Cen £24 cine ends dh woneesemnt 63 55 45 36 27 £23 
i Teen aoa as Wiebe ke ab bees 66 57 47 37 28 24 
TE © oS & prerdiaclwssase én 00 Sake s 69 60 50 42 35 30 
i ac a dike ab case we ew Ses 69 60 50 42 35 30 
Ee Teer rere Te 69 60 650 42 36 30 
Te 5 dasa Gail's 5 bb,0'3 25.6%bae 72 63 52 43 36 32 
SE er ee eee 75 65 54 44 36 32 
 . .. Sweets esbeseces 3S  @& 6. 4.22 -33 
a, . cbs Sat nce se weee 78 67 66 46 37 «33 
i i . vdvenesaeeeuteeee 80 8669 58 47 37 33 
nr. ce ccecccecvtseesee 82 71 60 49 38 34 
RE MS 6. tiles beta beseecnen aes oS 2 2.2... 
cada ccwhdedeseucssceee 8 74 61 54 42 38 
CRS in Bias eanlve shan eohe aei 8 74 61 54 43 £39 
ona sw kus 0.0,06h 000000 8 85 74 «61 53 3 39 
i sans ou od dennis sae Een 6 85 7 61 50 43 38 
OS ere ee 8 67 460 48 42 36 
i vis ocddine bacsbasbdees 80 63 57 46 40 34 
SMD 2s a s'nioeece tenbnese a, ie 2 oe ae 
en, <9. , peda ecéeeeenienes 65 50 45 35 30 25 


10. Rates from St. Louis to Greenville, Miss. 


Route: Illinois Central Railroad, St. Louis to Mem- 
phis: Yazoo & Mississippi Valley Railroad, Memphis to 
Greenville; 472 miles. 

Rates: The rates from St. Louis to intermediate sta- 
tions on the Yazoo & Mississippi Valley Railroad south of 
Memphis are the same as from Louisville, shown in sec- 
tion 6 of this subdivision. 

11. Rates from St. Louis to Vicksburg. 

Route: [Illinois Central Railroad, St. Louis to Mem- 
phis; Yazoo & Mississippi Valley Railroad to Vicksburg; 
542 miles. 

Rates: The rates to stations on the Yazoo & Missis- 
sippi Valley Railroad south of Memphis are the same from 
St. Louis as from Louisville, shown in section 7. 

12. Rates from St. Louis to Natchez. 

Route: Illinois Central Railroad, St. Louis to Mem- 


on the Illinois Central Railroad, Crutchfield to Memphis, 
inclusive: 


Chicago, Ill., to— 1 2 3 4 5 6 
CI ME fe ks t 5's wade oa meetin 80 666 53 43 34 29 
SE GEES Fab eue da 6c beCbeaeiweeee ts 83 68 55 44 35 30 
en. eT ee 86 71 58 49 42 36 
i, 0 alan ia ae d's heey da ee ae 86 72 61 48 41 35 
I... Bey ew ins ob eeiscccseuvset 86 71 58 49 42 36 
Ne is cca hme hind tanks bee 89 74 60 50 43 «38 
ST S.-i hve sar caedeu ects ehe 92 76 62 5651 43 38 
I SEI, gins cic chuebewiacve chs 9 7 64 53 44 39 
ee, £036 ccnuceteuteayeet 97 80 66 54 44 39 
DN eWeek is os vk eo bebce swe 99 82 68 56 45 40 
ER, nds nab ces bthatre canes 100 84 69 59 47 43 
DT MS odecane sce cecesoenscage 102 8 69 63 50 45 
EO, RO, oid ee 600 68 0060 08 Kean 102 85 69 61 50 «45 
EE Si cigt 8 hnkh640.66000820n%5 102 85 69 58 50 8644 
Se Te, PORE «ov era's 0 ccc cts Seton 102 82 70 56 49 42 
SCE, «hk 5% 0'5'0'0 00s sc ep ecetas 100 78 67 54 47 40 
WOE, SOMERS 6 oo hnrs Ceccvcsicsecs 97 75 64 54 41 37 
Deas TG. | 66 voce ccpivicdnviccuns 85 65 55 43 ee | 


14. Rates from Chicago to Greenville, Miss. 

Route: Illinois Central Railroad, Chicago to Mem- 
phis; Yazoo & Mississippi Valley Railroad to Greenville; 
684 miles. 

Rates: The rates to stations on the Illinois Central 
Railroad north of Memphis have been shown in the pre- 


ceding section. 
Below are shown the rates from Chicago to stations 


on the Yazoo & Mississippi Valley Railroad, Memphis to 
Greenville: 


Chicago, Ill, to— 1 2 3 4 5 6 
RIO. DE. 6 tno neccse veactesnwes 115 90 76 61 52 14 
Lake Cormorant, Miss. ............«.. 121 96 81 65 56 8648 
TSO TENE, BE bac tcc cscccccevsos 124 99 83 7 58 49 
PR OGE, TIM. og ccc ceccccsvececs toe 127 101 8 69 59 50 
PER DO, | oi bc Weems en tashesesscees 120 103 87 Ti 60 51 
re SERN, 84 phen on e's <0000.5-468 133 105 89 33... #1 52 
TOOL ENN, cc Sblg ae 6 ds bc ob eee sbitpee 137 108 91 74 62 4 
Se ona es we bk ocec tee ccueerke 137 109 92 75 86462 54 
ee SO ae ere ee 135 110 93 72 60 2 
Friars Point, Milas. .<..cccccccccccess 110 90 75 58 47 41 
Rare, TE, Sh oc vic vecceicceseceesecs 130 107 89 70 57 50 
eS ey re ree ee ee 135 110 92 71 60 52 
Green Grove, Miss. ........cssccovces 135 110 93 71 62 53 
ree er oe 135 110 92 71 60 52 
re MR \ 50g noes 500 00% eeeens 110 90 75 58 47 al 
nM on ccdmcdewess cece Cotes 135 110 92 71 60 oe 
RAGE, WENO. . ccccocccivcesceesseses 135 110 92 71 62 098 
Winterville, Miss... .....ssscccccccces 135 110 92 71 60 ne 
Wilezinski, MissS.........cccsscccccees 130 106 88 69 56 19 
Greemvitte, MING. Coss cceccesecscceses 110 90 75 58 47 41 


15. Rates from Chicago to Vicksburg. 
Route: Illinois Central Railroad, Chicago to Mem- 
phis; Yazoo & Mississippi Valley Railroad to Vicksburg; 


754 miles. 
Rates: The rates to Coahoma, Miss., and points 


north thereof have been shown in connection with the 
rates to Greenville, Miss. 

Below are shown the rates from Chicago to stations 
on the Yazoo & Mississippi Valley Railroad, Clover Hill, 
Miss., to Vicksburg, inclusive: 


Chicago, Tll., to— 1 2 3 4 5 6 
Rie TT i Fea ik ok cea 139 111 94 76 62 54 
SOE EEL LES ER IEP O TOOT SE 141 112 95 78 64 6 
CE, «MUS © ola o'er ék saben dee d¥y 141 208. BD 13804 6 
I i a a a, idl da te wee ue 143 114 97 79 66 7 
PE Mn. bp cevccssosaetecceevdy 143 115 98 79 66 ‘ 
i ss cle ome i's ovine Simsis 145 116 99 80 67 8 
i Pn <Lat es cc ae semen ane ouds 145 117 99 80 67 8 
ey RE ee ee 147 119 100 81 68 ) 
RES ae eee 146 119 100 80 66 3 
i en; Gageet owes sos teeeeeat 6-25 149 120 101 82 68 ? 


BOG, TBS ook oss rie oe os eke wean es 143 118 99 78 64 5 
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sabe”. MI HS eee hd ce vee 140 114 95 74 61 £53 
Ore eee eee 143 116 97 76 63 ~ 655 
Cie ae blag eee rak pes ¢enow eres 144 119 99 78 65 £57 
ee RG is Sib ode wed c hdt eins 149 121 101 79 66 58 
PC nts a bbs tpneepccosnennn 152 123 103 81 67 #459 
itt WG. oops Ob weesgesseene 153 123 103 84 70 61 
we SR ios 6 ae ¢ 6550 iba o 3a ON oad 153 124 103 84 71 62 
verside Junction, Miss, ........... 153 124 103 84 70 ~=«6!1 
crete Te 806 68s 60 eset tl ep awa 155 124 104 s4 70 61 
PY, Ba Raabe pt n20ies ces are re seeas 152 124 104 84 69 60 
’ elit GS Sir anes we eeccccecsceha nen 146 121 101 80 66 £58 
A NN db 0+ onda od nak 136.111 93 -73. @ 6&3 
Cu HE” Hee bce Ve wie BOR omar e see 100 90 75 58 7 41 
’ 


16. Rates from Chicago to Natchez. 

Route: Illinois Central Railroad, Chicago to Mem- 
phis: Yazoo & Mississippi Valley Railroad to Natchez 
831 miles. 

Rates: The rates to Vicksburg and points north 
thereof have been shown in connection with the rates to 
Vicksburg. 

Below are shown the rates from Chicago to stations 
on the Yazoo & Mississippi Valley Railroad between Vicks- 
burg and Natchez: 


Chicago, TIL, to 1 2 3 4 5 6 
Yossi ses ia24e> enaces 0025.40 son 00 140 115 96 76 62 54 
InSeOS: Soo ois Bebdcu cnc ccceshes 146 121 101 80 66 58 
Port, GOO PAOD, erase cates 0 Saws a bit 149 124 1038 82 68 59 
Ruse: Ms. aC aac c068> 0s ven ehwan 155 126 106 86 70 61 
Lovet: DR hes5o 5 ee See es cc Serpe 152 126 105 84 69 69 
Parrieteeh Ba. dic 0:0 « cfs < 655 ws wae 149 124 103 82 68 59 
Stas a sooo os oe ch.oees 6 bs Oke 143 118 99 78 64 56 
Cannonsburg, MISS. ........c-seeecees 140 115 96 76 62 54 
Nate (Me sae ti tod caeps caehtens 110 90 75 58 47 a 


17. Rates from Cincinnati to Memphis. 

Route: Louisville & Nashville Railroad, 494 miles. 

Rates: The rates to points north of Upton, Ky., do 
not exceed the rates to Memphis. 

Below are shown the rates from Cincinnati to all 
stations on the Louisville & Nashville Railroad, Upton, 
Ky., to Memphis: 


Cincinnati, Ohio, to— 1 2 3 4 5 6 
Uiptah, salts ne i< do vhenesdetblekia 62 54 7 38 34 31 
Rom Ey nn 0-23 oes 5 6a cee ddaasis 66 57 60 42 36 33 
Divi ET, cic ccccnceatdaunus 68 59 51 43 37 34 
MUTATOR CHE Bs. + vcecvcescrdivciae 70 ~=«61 53 44 38 35 
FIGPRE Se Ne 6 dc eee ctass pideoses 72 62 54 4 39 £436 
Wee Fe. bbs d os co ccneu ce ewebasa 74 64 56 46 40 37 
Glasgow Junction, Ky. .......s--eee- 74 64 55 47 41 38 
ek eer 76 6 56 48 41 38 
Sette Os EE .. ewes ccbsccctecics 76 65 56 49 £«41 38 
OCOMDGRE SA 6 dee riegtnids sts od dee eee 78 67 5657 49 41 £38 
Os aaa cas bande 4 60dbie ode beg es 78 67 59 49 41 38 
sowling Green, Ky. .......ccccessees 78 67 58 52 46 43 
Memphis Junction, Ky. ......--.+s++- 78 67 59 49 41 «38 
LG I coach ccvigsceadecederces 78 67 58 49 41 38 
oP a ers coer 76 68 56 46 39 38 
ea ee 746 G7 S86 4 39 3 
ATGROVEIIE Ms ack ccccewebeisnecosccs 73 65 54 44 37 36 
Gute rd +0 oho & dass capnas savy 68 61 51 42 35 34 
CORRE Sed be whee veweresapeue 6 6 OCU6S8lhCti‘CKSS CSC 88 CSCS 
ee. ee ere Ss. 2 »-. 2 
PRM Gd hvdaccopsecncesesde< 68 61 51 42 35 34 
Marbles Crossing, Tenn. ........++.. 76 68 56 46 39 83 
LODO ee. deeb be Core hee 7 68 59 48 41 40 
BteWORe) FOS Se Secs sc csee ce vosete 79 68 60 52 45 44 
Tennessee River, Tenn. ....--..++-- 81 70 861 54 48 45 
Big Sandy, Tenn. ......ccccccccceces 83 72 63 56 48 41 
POrtG, TL. i cewavoceed Veeveveccces's Ss .7 @ ee. Sc 8 
POR, TN i wacas te ckbas vas s«ees 82 71 58 46 36 30 
Rouse, es Oaica cs cews ccdeovseevess ss 7 <6 6 a@ 39 
McKemsie, TOM. . 1... cc cdeces cecccece 82 71 58 46 36 30 
GWE htek iano one coess ve cawey eae 89 77 66 60 50 43 
AtWOGEE CL. ‘bo vc dclvwetuscvusboconvs 91 79 66 61 52 45 
Milge, c, oa oy db 0c ns. ensue tensssa0 91 78 65 ‘53 39 34 
GIDSORG Enc cc bccccedoscssucceouses 93 80 66 61 53 47 
Humanist. “Wem, acces ccc cde cues 91 7 65 53 39 34 
POMEL SEED 5 3S Falco we dbce cvesheours 93 80 66 61 53 7 
JONGB; Wh be 4 kbs doce cts Were sneee 93 80 66 61 55 49 
KROGI. SN cab. sce wencsecneped ban 93 80 66 61 56 «8662 
Managed, ee, eee o bakes c¥ephaeuenclean 93 80 66 61 55 49 
BraGemis RS: ccnes <cceocsigseviekees 93 80 66 59 53 47 
Galigts ts. © 60 bn bs 0 oes cebae sed ba 93 80 66 57 51 5 
ATER CREE Svc a cdcwcwecdwaacbas 93 80 66 65 £49 43 
PCR PLS c Such seconde skaeacees 93 77 66 53 7 4] 
Bare vio kage os scsh tsa coders 90 73 66 51 45 39 
National Cemetery, Tenn. .......... 87 7 64 48 42 36 
Meme TE. ooéSicnecaceckecsovcas 75 60 55 40 35 30 


18. Rates from Cincinnati to Greenville. 


Route: Louisville & Nashville Railroad, Cincinnati 
to Memphis; Yazoo & Mississippi Valley Railroad to 
Greenville, 644 miles. 

Rates: The rates from Cincinnati to intermediate 


points on this route north of Memphis have been shown 


in the preceding section. 


Below are shown the rates from Cincinnati to sta- 
tions on the Yazoo & Mississippi Valley Railroad, Lake- 


view to Greenville, inclusive: 


Cincinnati, Ohio, to— 1 
i osc nwence ous sdees ants 105 
Lane Cormorant, Miss... ....ccsessss 111 
Robinsonville, Miss. ............2eee. 114 
eee Pree 117 
at ME. os bac aa ont ate canna noun 120 
MOVE C I) DEE, svc icdccsliascccvesad 23 
ree ee ee 125 
RAM “MES ioe 06 ooo Uo od chat 0 55 5 ek} Se 
CORMIIIR (TINGB. i 5 0 cass wet deal ih oyitin 123 
PUD GR uke svinentaneeace’ 98 
SO IR, «ais iS. whiciwudsecsens 118 
RO, RE, ods aint coae saison saan 123 
CH ST Me sb ocovercontaenne 125 
Fe: MEMES oc rc cdeaviaescudeaans 125 
OGG. Sn winch cw bata waree ane wa 25 
Paevtinied; Bees. | ei Ries 123 
SOR ES oad txlion Geb ewmmohiaes 98 
I, ns ca Shee dbaks abe eaaees 123 
eS ae eer eee, eee rs Poe 125 
a CN () dened Hiwiias os s'e's eRe es 125 
SOIC SS on ik baie eae ee Wee eae 125 
We ROG ee, 1 OE, | idatian es caanetiads 123 
OF RS NG, 6 cn dha pie6-0:4yr'b-9 ge tb.w bed 118 
CGR, BS Wee oS Nos osc icdecdhons 98 


19. Rates from Cincinnati to Vicksburg. 


Route: Louisville & Nashville Railroad, Cincinnati 
Valley Railroad to 


to Memphis; Yazoo & Mississippi 
Vicksburg; 714 miles. 


9 


105 
105 
104 
99 
83 


Rates: The rates from Cincinnati 


the rates to Greenville. 


Below are shown the rates from Cincinnati 
tions on the Yazoo & Mississippi Valley Railroad, Coahoma 


to Vicksburg, inclusive: 


Cincinnati, Ohio, to— 1 
CS eek. ane ese ice bee 123 
COO S Mn Wa as vsao 0s ce ccbens 12 
PRS SE a ee 131 
Ce DD. Svaseocthbwcand coeds 131 
i he Se 133 
PEER, - BeOS 6. os Sb se AMD ecco etd 133 
OUR DOIG... iicicn cwedeed bud ecice 08s 135 
Ps MG on ncavetedhivne twa vaaae 135 
Cleveland, Miss. ..........ssse+eeeee 137 
ROE, SL 6000 i erie eh dte nai 134 
BOG, M,C et eke eer ee Kees cseees's 137 
i ss tens aoteh em ebib aries «aids 131 
Pe. cenheGareileee cia «ue are 128 
eR) ey ee er ee 126 
ROE Sy Koonce cans teibends Radtichs an 126 
WG, DR Peds oh RTeasbeebsectscees s 132 
Froamaene:: WEIR. vic king c cniisiesinnee ee ds 132 
PU, FY Nc ose shu dwiind Ue densest weee 138 
Wi RO BEN 5 6 Ue he eters 143 
RO. Bs nnd 4 bad Oded bates chew’ 143 
Riverside Junction, Miss............. 143 
POON,  BEDDG 6s 6 ne 8% 0 Kivic cb cinieWee 143 
CO A. 5 58 cb buds ccd bance wen enacts 140 
GEE CCRC b Set cobvive sees ween 134 
eee) DER... as a ceiees des eau 123 
Varn, ME akc cbanveneveshebced 98 


2 
104 
106 
107 
108 
109 
110 
111 
112 
114 
114 
115 
111 
107 
107 
107 
111 
111 
117 
118 
119 
119 
119 
119 
114 
104 

83 


20. Rates from Cincinnati to Natchez. 


Route: Louisville & Nashville Railroad, Cincinnati 
to Memphis; Yazoo & Mississippi Valley Railroad to 


Natchez; 791 miles. 


states: The rates from Cincinnati to Vicksburg and 
stations north thereof are shown in connection with the 


rates to Vicksburg. 


Below are shown the rates from Cincinnati to stations 
on the Yazoo & Mississippi Valley Railroad south of 


Vicksburg to and including Natchez: 


Cincinnati, Ohio, to— 1 
en ry, oak nc bien ieee kes 128 
Cee | Ses cs Swabviccvecsveetucas 134 
Pe Ce: TD, 610.6. 0.9.60 6 0d ob 00% 137 
RS GS on onal np-o-o v0 h-edcen 4 eB 143 
ES IG = 5.8 8 ci cine de 0-47 «cep. te cane 140 
SE Mc a vaecccsesnbesednes 137 
ge I ee ee 137 
Se Na ais bs vce cece ees 131 
ae ee 128 


DRONE MOOT 65 08 de cic pe wewecndetaes 98 


9 


108 
114 
117 
121 
119 
117 
117 
111 
108 

83 


3 


94 

99 
101 
105 
103 
101 
101 


94 
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The Defense. 


The defense relied upon by the carriers as justifi- 
cation for the maintenance of lower rates from Cincinnati, 
Louisville, Cairo, St. Louis and Chicago to the Mississippi 
River crossings, Memphis, Greenville, Vicksburg and 
Natchez, than to intermediate points rests primarily upon 
the following grounds: 

1. The rates from the Ohio River cities and St. 
Louis to the four Mississippi River crossings named 
are necessitated by water competition, active or 
potential, on the Ohio and Mississippi rivers. The rates 
from Chicago are made with relation to the rates from 
the Ohio River cities and St. Louis, and are influenced 
by the same competition that controls the rates from the 
Ohio River cities. 

2. That these rates to the Mississippi River cross- 
ings are subnormal. 

3. That they pay more than the additional cost of 
handling. 

4. That the rates to the intermediate points are not 
unreasonable. 

The rates from the five points of origin named to 
Greenville, Vicksburg and Natchez are the same as to 
New Orleans. The water competition, active or potential, 
that has necessitated the rates to New Orleans has been 
effective in preventing the maintenance of higher rates 
to the Mississippi River points above named. The testi- 
mony shows that there is some active water competition 
between Memphis and the Ohio River crossings and St. 
Louis. The Lee Line furnishes a regular service twice 
a week between Cairo, St. Louis and Memphis, and a 
service twice a month between Cincinnati and Louisville 
and Memphis. The rates applied by the water lines and 
by the rail lines from Louisville to Memphis are as shown 
below: 


SG Ne ons gee bike 1 B 3 4 5 \ 3 Cc D E 
DE cchecokatves see 65 50 45 35 30 15 26 15 12 20 
We niisksetece kw Oe 41 38 30 24 23 20 15 12 10 


The record does not show the rates charged by the 
water lines on traffic from Cairo or St. Louis to Memphis. 
It does show, however, a very considerable tonnage mov- 
ing to Memphis by water from St. Louis and Ohio River 
cities through all the years from 1879 to 1911. The class 
rates now in effect from Louisville and St. Louis to 
Memphis has been in effect since 1887. It is evident 
that these rates are not so low as to have prevented 
an active competition by water for this traffic through 
most of the years subsequent to 1887. Upon the whole 
record we are of the opinion that the rates from the five 
points of origin named to these Mississippi River cross- 
ings have been necessitated and are now necessitated 
by the competition afforded via the Mississippi River. 

2. Are these rates subnormal? 

Three of the most important interior competitive 
points in the entire territory bounded on the north by the 
Ohio River and on the west by the Mississippi River 
are Atlanta, Birmingham and Montgomery. 

Below are shown the rates and distances from Cincin- 
nati and Louisville to each of these points: 


From— Miles. 1 2 3 4 5 6 
Cincinnati, Ohio, to— 
i . ak aaneasscactaeee 475 98 87 78 63 52 41 
Birmingham, Ala. ............ 508 89 79 68 55 47 36 
Montgomery, Ala. .........-.. 605,.108 97 88 70 57 «47 
Louisville, Ky., to— 
Cs We os conc ae e's ows be 451 98 87 78 63 52 41 
Birmingham, Ala. ............ 394 79 69 58 47 40 30 
Montgomery, Ala. ............ 491 98 87 78 62 50 41 


The rates from Louisville to Birmingham, made over 
a distance of 394 miles, are considerably in excess of 
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the rates from Cairo to Greenville, Vicksburg and Natchez 
made over distances varying from 320 to 467 miles. The 
rates made from Cincinnati to Birmingham, over a dis 
tance of 508 miles, are considerably in excess of the 
rates made from Louisville and St. Louis to Greenville, 
Vicksburg and Natchez, made over distances of from 472 
to 628 miles. The rates made from Cincinnati to Mont- 
gomery, over a distance of 605 miles, exceed the rates 
made from Chicago to Greenville, Vicksburg and Natchez, 
over distances from 684 to 831 miles. The rates made 
from Cincinnati to Atlanta, over a distance of 475 miles, 
exceed the rates made from Cincinnati to Greenville, 
Vicksburg and Natchez, made over distances varying from 
644 to 791 miles. The claim that these rates to the Mis- 
sissippi River crossings are subnormal in character is 
fully sustained by the record. 

3. Do these rates pay more than the additional cost 
of handling? 

Of all the commodity rates shown from any of the 
points of origin here named to these Mississippi River 
crossings there is none that pays less than a revenue 
of 3 mills per ton-mile and very few that pay less than 
a revenue of 4 mills per ton-mile. There can be no doubt 
that these rates pay more than the additional cost of 
handling. 

4. Are the rates to intermediate stations unreason- 
able? 

Below are shown the rates from the five points of 
origin named to Ripley, Tenn., Lula, Anguilla and Rus- 
sum, Miss.: 


From— Miles. 1 2 3 4 5 6 
COR GR TRE «ok oe Seascsnccces 118 687 49 41 39 36 23 
CE Uy) Eaccwsceccesesicee was 226 102 82 72 69 48 42 
Cairo to Anguilla...............842 118 97 88 .68 5&7 50 
—— & ———. i ee “ 120 99 86 70 S6 49 

uisSVilie to SE oc ceccesees acta = - 5 3 29 
St. Louis to Ripley........-... 369 } os 6 SS 

uisville to Lula............... 446 7 9 ne Q 
Bt. Louis to ace koen a a awe. 4 

uisville to 1) 561 33 09 9% 7 p 56 
St. Louis to Anguilla...-....... 492} 193 109 93 76 64 
ouisville to Russum........... 647 6 7 2 
St. Louis to Russum............ B78 ws 1 
Chicago to Ripley............... 482.102 85 69 63 50 45 
Ce 9 MNS bbe da ce ccdcoces 590 137 109 92 75 62. 54 
Chicago to Anguilla............. 705 153 124 103 84 70 61 
Chicago to Russum.,............ 791 155 126 106 86 70 61 
Cincinnati to Keeling........... 447 93 80 66 61 56 52 
Cincinnati to Lula.............. 550 125 104 92 71 59 52 
Cincinnati to Anguilla.......... 665 143 119 103 81 68 ~~ 60 
Cincinnati to Russum........... 751 143 121 105 82 67 9 


The rates made over the Illinois Central Railroad 
from Cairo, Chicago, Louisville and St. Louis to Ripley, 
Tenn., do not appear to be unreasonable as compared with 
other rates made over like distances in this territory. 
The rates made over the Louisville & Nashville Railroad, 
Cincinnati to Keeling, Tenn., do not appear to be un- 
reasonable. 

The rates made from Cairo, Louisville, St. Louis and 
Chicago to the maximum rated points on the Yazoo & 
Mississippi Valley Railroad intermediate to Greenville, 
Vicksburg and Natchez are made over the lines of the 
Illinois Central Railroad and the Yazoo & Mississippi 
Valley Railroad. These rates usually, but not invariably, 
are made by adding the rate up to Memphis to the loca! 
rate from Memphis to destination, as the following ex 


amples will show: 
1 os. § 4 5 





CO IS 6 occ ccp ce se nccses ma 2. 6  - Bw 
pS eer ree a 4-37 3 2 
CE cs nwecesedeshsnctcene a. oe. a oe | 4 
Through rates, Cairo to Lula........ mw. Se Tw. 
Louisville to Memphis............++.+. 65 50 45 35 £30 
Memphis to Anguilla...............++ 68 59 48 41 34 
NN = cncan sp cipeeechdastondas 133 109 93 76 64 #5 


Through rates, Louisville to Anguilla.133 109 93 7 64 
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‘hicago to Memphis................. 85 65 55 0= 43 37 31 

Memphis to Russum...........++..5 72 61. 51 438 36 32 
Coen RG 1.63 05 0 ods kpetiben ect 157 126 106 86 73 63 

Through rates, Chicago to Russum..155 126 106 86 70 61 


Whatever may be said in justification of this scheme 
of rate making to non-competitive points is without force 
when circumstances are as found here. These two rail- 
ways are under a common ownership and management, 
and for rate-making purposes should be considered as one 
line. The rates to these maximum-rated points should 
be able to bear reasonable comparisons with other rates 
made over one-line hauls for like distances in this south- 
eastern territory. In stating that these two railways for 
rate-making purposes should be treated as one line, we 
do not mean to assert that the mileage scale applied 
by the Illinois Central Railroad over its own line should 
be applied over hauls part of which are over the Illinois 
Central and part of which are over the Yazoo & Mis- 
sissippi Valley Railroad. The operating and traffic con- 
ditions over the Yazoo & Mississippi Valley Railroad may 
be far less favorable than over the Illinois Central. What 
we do assert in connection with these rates is that they 
should not exceed the rates made over one-line hauls 
under the circumstances here existing. 

These rates to points on the Yazoo & Mississippi 
Valley Railroad, particularly on the first three classes, 
are considerably in excess of the average rates made 
over one-line hauls for like distances, as shown from 
Exhibit No. 117. We are of the opinion that these rates 
from Cairo, St. Louis, Louisville and Chicago to inter- 
mediate points on the Yazoo & Mississippi Valley Rail- 
road are unreasonable as compared to the rates to the 
more distant points, and that so long as lower rates are 
maintained to more distant points on or via the same 
line these rates to intermediate points should not exceed 
the average rates over one-line hauls for like distances, 
as shown from the above-named exhibit. 

The rates from Cincinnati to these three high-rated 
points are made over a two-line haul and do not ma- 
terially exceed the average rates over two-line hauls for 
like distances, as shown from Exhibit No. 117. 

We have held that the rates from the five points of 
origin named to the four Mississippi River crossings 
herein considered have been brought about and are neces- 
sitated by the actual or potential competition existing at 
these points; that they are subnormal, but pay more than 
the additional cost of handling. These petitioners should 
be authorized to continue lower rates to these river 
points and higher rates to intermediate points, provided 
the rates to intermediate points on the routes from Louis- 
ville, St. Louis, Cairo and Chicago that now exceed the 
rates made over one-line hauls for like distances, as 
shown from Exhibit No. 117, be corrected in such manner 
as not to exceed such average rates. 


SUBDIVISION G. 


Rates From New York City to Points on Navigable Rivers. 

New York has been selected as representative of 
the eastern cities. Augusta on the Savannah River, Mem- 
phis on the Mississippi River, Macon, Milledgeville, Haw- 
kinsville and Dublin on the Oconee and Ocmulgee rivers, 
Columbus and Eufaula on the Chattahoochee River, Al- 
bany on the Flint River, Montgomery and Selma on the 
Alabama River, and Tuscaloosa and Demopolis on the 
Tombigbee River, have been selected as representative 
southern points located on navigable streams. In stating 
the rates from New York City to these points and to 
intermediate stations the water-and-rail rates have been 
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selected in describing the routes to Augusta on the 
Savannah River, points on the Oconee and Ocmulgee 
rivers, points on the Chattahoochee and Flint rivers, and 
to points on the Alabama and Tombigbee rivers. The 
all-rail rates to these points and to nearly all of the 
intermediate stations may be found by adding to the 
water-and-rail rates on the first six-classes the following 
differentials: 


12 10 9 8 6 5 


To Memphis and to intermediate: stations on the route 
selected the water-and-rail rates and the all-rail rates are 
the same. 

1. Rates from New York City to Augusta, Ga. 

Route: Ocean Steamship Co. of Savannah to Savan- 
nah; Central of Georgia Railroad, Savannah to Augusta; 
constructive mileage, 382. 

The constructive mileage named herein is obtained 
by adding the rail mileage from the .port to the point of 
destination to 250. 

Rates: The rates made to Augusta are not exceeded 
at intermediate stations east of Pineora, Ga. 

Below are shown the rates from New York.to stations 
on the Central of Georgia Railway, Pineora to Augusta, 
inclusive: 


New York, N. Y., to— 1 2 3.7? 5 6 
Pineora, Ga. 


UNM CU pidge ccc cceeee ec rees 84 70 55 48 38 
Tusculum, Ga. 87 72 58 49 39 
MEE % hac wv vou a k.e 0.6 5.ain5 nc hae oni 88 74 59 50 39 
SEED. dans cid ca cccewosuhu ees 91 76 60 51 40 


Halcyondale, Ga 
Ogeechee, Ga. 
Rocky Ford, Ga 





I TO 3 sion 6 at dada g lla a bts bere 115° 938 2. @7 SS 4 
SN” an ooo sees coe ee hea cae eed 103. 85 69 54 44 
I Se seacia 5 ows eno kes ea teen 121 104 86 70 56 55 


Munnerlyn, Ga. 
Waynesboro, Ga. 


IR UM se cee ee 124 104 91 78 58 48 
WO PO ios ones c ocesceekc eed 121 104 “90 72 60 48 
BE FE Bae so o'ssb nel 0sbe o Haddvan 116 99 86 68 56 47 


Augusta, Ga. 


2. Rates from New York to Memphis, Tenn. 

Route: Pennsylvania Railroad to Potomac Yards, Va.; 
Southern Railway, Potomac: Yards to Lynchburg, Va.; 
Norfolk & Western Railway, Lynchburg to Bristol, Tenn.; 
Southern Railway, Bristol to Memphis; 1,160 miles. 

Below are shown the rates to all stations on the 
Southern Railway, Bristol to Memphis, inclusive: 


New York, N. Y., to— 1 2 3 4 5 6 
ne. inn ceme.co sedan 110 95 °-785 58 51 £38 
SORMIG SI: TORR io 6id'd o's cee h.dc ogni 100 85 70 655 48 40 
Se, I n.d vb6 a6e'cae et eahen 110° 95 80 62 65 42 
Washington Collage, DOES isidiass'< Set 110 9 380 62 55 43 


I Es gin gc BOA a s ooo uo 0s glew weds 110 95 80 62 55 44 
Mosheim, Tenn. 
Mohawk, WG ih o.oo tea Ma nask ed noten 110 95 80 62 55 4 
Russellville, Tenn. i 

Morristown, Tenn. 
Knoxville, Tenn. 
Bearden, Tenn. 
Concord, Tenn. 

Lenoir City, cae Skt ac sk oaee ae aa 
Philadelphia, Tenn. 
Cleveland, Tenn. 
Tucker Spring, , eae 126 105 90 #72 638 «658 
Chattanooga, Tenn. 
Fackler, Ala. 
Barton, Ala. 
Pocahontas, Tenn. 
Middleton, Tenn. 

Grand Junction, Tenn..............-.. 141.121 96 71 59 50 
Moscow, Tenn. $ 
Germantown, Tenn. 
Memphis, Tenn. 


8. Rates from New York to Macon, Milledgeville, 


Hawkinsville, and Dublin, Ga. 

Route: Ocean Steamship Co. of Savannah to Savan- 
nah; Central of Georgia Railway, Savannah to Macon; 
constructive mileage, 441; Central of Georgia Railway, 
Savannaah to Dublin; constructive mileage, 393; Central 
of Georgia Railway, Savannah to Milledgeville; con- 
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structive mileage, 438; Central of Georgia Railway, Sa- 
vannah to Dublin, Wrightsville, and Tennille; Dublin 
to Hawkinsville; constructive mileage, 434. 

Rates: On the route, Savannah to Macon, the rates 
from New York to intermediate stations, Savannah to 
Millen, have been shown in connection with the route to 
Augusta. 

Below are shown the rates to intermediate stations 
on’the Central of Georgia Railway, Millen to Macon: 


New York, N. Y., to— 1 2 3 4 5 6 
PEE ME, CUR Ss ob aes ss 0c diecuct cies 121 104 %86 70 58 «45 
We bes kde soap nonce enee dane 122 104 89 72 59 47 
E> pice. pote ih 02 ta'ee-« Meese 0 ae 122 104 91 73 58 48 
DE Ne! 6 nates pat Doe deese es cmgia’ 122 104 91 74 60 48 
Re ak class pageikes ss sens oa 122 104 91 75 60 49 
ME” Aa Sec gues sWeser ce esetedy 122 104 91 75 60 48 
SR SE ace ita des 6.0 be a vlite ve ed 122 109 97 78 65 53 
Toomsboro to Gordon, Ga., inclusive.122 109 97 7966 53 
Macon, Ga..... Sab bee cesses oe dean 6b 102 91 81 66 55 43 


The rates shown to Macon are the rates to Milledge- 
ville, Hawkinsville and Dublin. The rates shown to in- 
termediate stations are representative of the rates to 
stations intermediate to the other three towns, and it is 
unnecessary for the purposes of this report to show the 
actual rates to all of these stations. 

4. Rates from New York to Columbus and Albany, 
Ga., and Eufaula, Ala. 

Route: Ocean Steamship Co. of Savannah, New York 
to Savannah; Central of Georgia Railway, Savannah to 
Columbus; constructive mileage, 541; Atlantic Coast Line, 
Savannah to Albany; constructive mileage, 458; Central 
of Georgia Railway, Savannah to Eufaula; constructive 
mileage, 585. 

Rates: The rates to stations east of Macon have been 
shown in section 3. 

Below are shown the rates to all stations on the 
Central of Georgia Railway, Macon to Columbus: 


New York, N. Y., to— 1 2 3 4 5 6 
SSE RS Ge 7 ge eee ae 102 91 81 66 55 43 
Terre Cotta to Rutland, Ga., inclusive.117 105 94 76 64 51 
i BR Te cede diactebacaanin ee 96 79 66 53 
i) Cn. i. C bawiswes e's 60h sb neaee d's 114 98 86 73 60 49 
Everett to Schatulga, Ga., inclusive.125 111 98 81 67 54 
CS ds bade Gadws hoes hohe’ » 10 93 83 68 56 44 


The rates to Albany and to Eufaula are the same as 
to Columbus, above shown, while the rates to interme- 
diate stations on the route to Columbus are fairly repre- 
sentative of the rates to intermediate stations on the 
routes to Albany and Eufaula. It is unnecessary for the 
purposes of this report to show the actual rates to all 
stations on the routes to those cities. 

5. Rates from New York to Montgomery and Selma, 
Ala. ; 

Route: Ocean Steamship Co. of Savannah to Savan- 
nah; Seaboard Air Line Railway, Savannah to Montgom- 
ery; constructive mileage, 588; Seaboard Air Line Rail- 
way, Savannah to Montgomery; Western Railway of 
Alabama, Montgomery to Selma; constructive mileage, 
638. 

Rates: The rates from New York to points on the 
Seaboard Air Line Railway east of Lanier, Ga., do not 
exceed the rates to Montgomery. 

Below are shown the rates from New York to stations 
on the Seaboard Air Line Railway, Lanier to Montgomery: 


New York, N. Y., to— 1 2 3 4 5 6 


ME ak oe teat 8 wird bap wane ane 109 92 79 60 50 41 
i Ges ca. . cc's eh edus sbeebs es 109 93 79 64 5652 41 
MS (2. GS ve hse 64%. 4:% bau Sle clei 109 «693)60Ci 779i (‘i zw”“<(,sé&S4«z2L 
TCR. <« oS ce tebescta eee aa es baes mn 6 hen.lCOCreSlULralUCmCS 
i An 56 cule cthaaswsetoueWewen 112 97 82 67 55 42 
a MR. aie al ns 0's oe oo Oh ee Ol 116 100 84 70 56 44 
nn en (rs, oh onl oc be-c'we se bh ve eben 119 103 86 71 57 45 
SS als bas Kees bb On-w ho cae 120 104 87 72 57 45 
CO SO. dos oniwg eee tenivanun 122 105 88 73 59 16 
i (Sc dedeneea ese bb awiew eee 124 107 87 73 59 46 
i ee aw Are, a 126 108 91 75 60 48 


MISS ot ne re oe 131 112 94 76 61 49 
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EE OP eee ee oe 115 100 87 67 54 42 
ES ES SG ont dwe ods 60d Coes oeeCE Rd 139 117 99 78 64 1 
SE SE iinet nated. veneemeetn eda nes ® 138 119 102 80 65 3 
DEE “UNE; Sched bc actenescecense ws 135 119 102 80 65 53 
SA a Se ce awebaceebhsiie 130 116 103 81 65 4 
US. Pear 128 113 101 80 66 5 
ORR Avy cath alae e Sep 06 bets cashes 125 101 99 81 67 4 
SS Ent > ttopbicardiesssehe «6s 105 93 83 68 56 44 
RE, WL 6.0 wile dweswe Us oe ON ee Cdkweers 120 107 96 78 6 i2 
Ss et as hs J cased ss inades Sewehe 125 111 99 . 81 67 { 
Sh M. icdcsat ceed pewed boesds aks 128 113 102 83 70 +3 
NI, CMs «5 oa bs ouiakss da cle oeide-oe 120 107 96 78 8665 52 
EE a 5h nb begins d dua + Ke Cee 105 93 83 68 56 14 
WEES Sa icd «sees eke vetetoiss cs cul 125 111 99 81 67 4- 
i Wh? ¢ dies tie skin Wewess chad 130 116 103 86 71 7 
I nn. cvcnkae ewe tae eck ean 136 119 107 89 74 8 
DET GEA oo ducn Site obbdwacle Cheon 139 123 111 92 74 # 59 
RCS oh Rien. oon a ee A 146 131 117 95 76 62 
OG: ME. ofa d chess a kaas's eceee 149 133 118 95 76 62 
RR: SS psd dla le Cine wb oaids oon 8 153 1387 119 93 ##76 63 
Ph. I-54 nan tone gia tnicbyt 130 111 98 83 69 65 
RE UE own wiclelo ed od4-db be abd wie 150 131 116 92 76 =««61 
Rr r Pro re er ee 144 127 112 90 75 60 
Ps Unc. b:ccees sec ctecneds's 138 123 108 88 73 58 
SO! 6k ccs Peewe a dedes baeeee 132 117 104 86 71 56 
Ms 55s tins cee neneesheddesoraus 129 113 101 84 70 a5 
Dees AM. “é.c cone veeacecowvsetoeen 126 110 97 81 68 53 
DEORE TY) DORs oss 0 tecsenccconcks 108 95 84 69 57 45 


The rates from New York to Selma are exactly the 
same as are the rates to Montgomery. The rates to in- 
termediate stations between Montgomery and Selma are 
made by combinations on either Montgomery or Selma. 
This results in rates that increase westwardly from 
Montgomery to Whitehall, Ala., a point midway between 
Montgomery and Selma. The rates to Whitehall are: 

136 121 108 89 74 59 

6. Rates from New York City to Demopolis and Tus- 
caloosa, Ala. 

Route to Tuscaloosa: Old Dominion Steamship Co., 
New York City to Norfolk; Southern Railway, Norfolk 
via Atlanta to Birmingham; Alabama Great Southern Rail- 
road, Birmingham to Tuscaloosa; constructive mileage, 
1,000. 

Route to Demopolis: Ocean Steamship Co. of Sa- 
vannah to Savannah; Seaboard Air Line, Savannah to 
Montgomery; Western Railway of Alabama, Montgomery 
to Selma; Southern Railway, Selma to Demopolis; con- 
structive mileage, 687. 

Rates: The rates from New York to Tuscaloosa via 
the route described are not exceeded at intermediate 
points on the Southern Railway east of Birmingham. 

Below are shown the rates to points on the Alabama 
Great Southern Railroad, Birmingham to Tuscaloosa, 
inclusive: 


New York, N. Y., to— 1 2 3 4 5 
ee ere eee 114 98 86 73 60 4 
Se, te a0 Gas berdvaer vntenae 129 111 97 82 67 55 
RS QOS Re eae eee 137 118 103 87 72 58.9 
WE TMS - 6g ca duice.s dans odawen-satet 143 123 107 90 75 61 
COR I. * 5's iis weleialsh veo Bales 147 128 110 92 77 6 
UE SAM, Sd dacs vuscceweavess 138 120 102 83 70 =3=—obS 


On the route to Demopolis the rates to intermediate 
points east of Selma have been shown in connection with 
the routes to Montgomery and Selma in section 5. 

Below are shown the rates to stations on the South- 
ern Railway, Selma to Demopolis, inclusive: 


New York, N. Y., to— 1 2 3 4 5 6 
I NL) SA AG 6-99-5:0:4Gni vin Sram 490 108 95 MM 69 57 15 
a GNM, his ah pie He Nees una a4 20k 6 136 116 106 8&9 74 8 
Perea eee! Pasa ade Tae ode Cas - o ees 142 123 110 92 £477 9 
NS A re os kw wigs 146 127 114 96 81 l 
ge RAS SAS Pre 148 126 110 94 78 4 
Spocari and Demopolis, Ala.......... 118 103 90 74 61 ? 


The Defense. 

The defense of the carriers for the maintenance of 
lower rates, water-and-rail or all-rail, from New York ‘(o 
Augusta, Memphis, Macon, Milledgeville, Hawkinsvill:- 
Dublin, Columbus, Albany, Eufaula, Montgomery, Selm 
Demopolis and Tuscaloosa, than to intermediate points 
rests primarily upon the following grounds: 

1. It is asserted that the rates to these points hav> 
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n influenced by water competition, exidSting or poten- 

which has necessitated the establishment of rates 
ereto lower than otherwise would have existed. These 
tes have been brought to their present level by reason 
the water service that these points have enjoyed, and 
some extent still enjoy, and by reason also of the 
rket competition between these points and other points 
th which they compete for trade. 

2. That these rates are subnormal. 

3. That they pay more than the additional cost of 
handling. 

4. That the rates to the intermediate points are not 
inreasonable. 

(a) Augusta, Ga., was founded in 1735 and was lo- 
cated at the head of navigation on the Savannah River in 
order to control the trade with the Indians in South 
Carolina and eastern Georgia. Long before the construc- 
tion of railroads it was an important distributing point. 
Merchandise reached Augusta from Savannah by means 
of boats on the Savannah River and from Charleston by 
means of wagons and teams. Augusta became the west- 
ern terminus of the old South Carolina Railroad, con- 
structed largely by merchants of Charleston, from Charles- 
ton to Augusta in 1833. The purpose of its construction 
was to enable the merchants of Charleston to more suc- 
cessfully compete with the merchants at Savannah for 
the trade at Augusta. The management of this railroad 
after its construction established lower rates from 
Charleston to Augusta than to intermediate points, and 
brought about a violation of the long-and-short-haul rule 
that has continued, as to this traffic, from that day to 
In 1852 a railroad was completed from Savannah to 
This is now a part of the Central of Georgia 
Railway, and is the route chosen for discussion in this 
case and constitutes the rail haul on the route from New 
York to Augusta. The management of this railroad estab- 
lished lower rates from Savannah to Augusta than to 
intermediate points, a policy that has been continued ever 
Augusta had a population in 1910 of 41,041. It 
is served by the following railroads and steamboat lines: 
Atlantic Coast Line Railroad, Augusta Southern Railroad, 
Central of Georgia Railway, Charleston & Western Caro- 
lina Railway, Georgia Railroad, Georgia & Florida Rail- 
road, Southern Railway, Merchants’ & Farmers’ Navigation 
Co., and Augusta & Savannah Steamboat Co. 


soon 


this. 


Augusta. 


since. 


The two steamship companies each furnish a service 
twice a week between Augusta and Savannah. All-water 
rates are applied from New York to Augusta, and the 
relation of these rates to the rail-and-water rates is shown 
below, in cents per 100 pounds, except as noted: 


Comparison of standard rail-and-water rates on classes and 
commodiaies from New York to Augusta, with the all-water 
rates and rates made on Savannah combination, using the 
water rates to Savannah and the published rail rates beyond 


Rail and All Combi- 
water. water. nation. 
Cents. Cents. Cents. 
st 96 86 103 
Second class 71 84 
Third class 62 
Fourth class 
Fifth class 
Sixth 


s F (per barrel) 
Commodities. 
class A in 


‘ageing, rated 
Classification 
Beans, dried, C. L 
inned goods, C. I 
Same, L. C. 
Cement, C. L. 
Fertilizer, C. 
pounds 


Southern 
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Flour, in sacks 
Same, in barrels, per barrel 
Iron and steel articles, viz.:.. 
Special iron, L 


Rails, iron or steel, lengths, 
feet or under, C. L., per ton 

2,240 pounds 

Molasses and sirup, in barrel, 
Same, L. C. L. 

Salt, C. L. 

Soap, common 

Starch, C. 

Sugar, C. L. 
Same, L. C. 

Ties, cotton, C. L. 

The Savannah River is navigable for the entire year. 
The boat service is regular and has continued for nearly 
100 years. The United States government has spent large 
sums of money in the improvement of the Savannah 
River and $350,000 was appropriated for that purpose 
during the year 1912. The normal depth of the river for 
the year 1911 was 16.1 feet high water, and 8.9 feet low 
water. The lowest point reached during that year was 
6.6 feet during June, 1911. The testimony indicates that 
nearly all of the sugar, cotton ties, bagging, cement, iron 
and steel articles, canned goods, and other heavy com- 
modities moved into Augusta via the river, and the rail 
lines participate very little in this traffic. The testimony 
also indicates that the boat lines handle the bulk of the 
outgoing products, consisting largely of cotton goods, to 
eastern cities. 

Augusta is in competition for trade with Charleston 
and Savannah on the east and with Columbia, Macon and 
Atlanta on the west and north, and the record is clear 
that this fact has been influential with the carriers 
serving Augusta in bringing about the present low level 
of rates at that point. Upon the whole record we are 
of opinion that the present level of rates from New York 
to Augusta is, however, the result, in the main, of water 
competition, and that these rates cannot be materially 
advanced without consequent loss of traffic to the rail 
carriers petitioners herein. 

(b) As a trading post Memphis was known as Chick- 
asaw Bluffs. It was chartered under its present name 
in 1826. In 1910 it had a population of 131,105. It is 
served by the following-named railroads: Chicago, Rock 
Island & Pacific; St. Louis & San Francisco; Illinois Cen- 
tral; Yazoo & Mississippi Valley; Louisville & Nashville; 
Nashville, Chattanooga & St. Louis; St. Louis, Iron Moun- 
tain & Southern; St. Louis Southwestern, and Southern. 
The present rates to Memphis were established by the 
trunk line routes from the eastern seaboard through the 
Ohio River crossings to meet the water competition from 
the east via New Orleans and the Mississippi River. The 
trunk lines from New York, all-rail, after reaching Cin- 
cinnati and points beyond, were in active competition 
with the boat lines on the river system connecting Cin- 
cinnati, Louisville, Evansville, Paducah, Cairo, St. Louis, 
Nashville, Memphis and New Orleans, and other points 
on the Ohio, Cumberland and Mississippi rivers. This 
brought about an adjustment between these various cities. 
Starting with the New York-Cincinnati adjustment, the 
rates of the trunk lines are gradually built up to points 
beyond, not on locals, but on differentials which enable 
the rail lines to compete with the boat lines operating 
on these rivers. The rates to Cincinnati and certain 
other points are here shown: 


New York, N. Y., to— 


Cincinnati, Ohio 

Louisville, Ky. 

Evansville, Ky. 

Paducah, Ky. 

CR EE ade koe ca hks:0 8s eet 1,101 
pe 1,237 
pS, a ae ene 1,047 


Miles. 1 








a gt et te 


: 
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The Commission had occasion to examine the rates 
from the eastern cities to Memphis in 1890 in the case 
of Board of Trade of Chattanooga vs. E. T. V. & G. Ry. 
Co., 5 I. C. C., 546. At that time the rates to Memphis 
on the first five classes were the same as they are to-day, 
but the rates on the sixth class were 3 cents higher than 
at present. The Commission then held that “defendants 
are justified by the existence of water competition of 
controlling force in charging less on such traffic for the 
longer distance to Memphis.” The situation as it existed 
in 1890, and as disclosed by the report of the Commis- 
sion, is summed up in paragraph 9, on page 563, in the 
same case, of which the following is an extract: 

“The situation is quite different with respect to Mem- 
phis. The defendant lines actually meet water compe- 
tition at that point which is direct and to a large degree 
controlling. The heavy shipments from the Atlantic sea- 
board to Memphis go for the most part by way of New 
Orleans, and the carriers complained of in this proceeding 
make little effort to compete with the water lines on 
traffic of that description. At least a third of the entire 
volume of eastern merchandise appears to reach Memphis 
by ocean steamer to New Orleans and thence by water 
or rail to destination. The differences between the rates 
on the several classes of freight from eastern cities over 
the routes through Chattanooga and the rates by ocean 
to New Orleans and thence by the Mississippi River to 
Memphis are shown by the following table: 


1 2 3 4 5 6 





By defendants’ Hmes .....ccosvcccess 100 3=85 65 45 38 35 
By New Orleans and river........... 6 60 4 33 28 327 
non c cone perccesasemante 35 25 20 12 10 08 


“On shipments from New York to New Orleans by 
ocean and thence by rail to Memphis the rates now in 
force for the several classes are 83 cents, 75 cents, 57 
cents, 40 cents, 34 cents and 32 cents; also the following 
commodity rates, viz.: on bags, bagging, soda and coffee, 
32 cents; on boots and shoes, dry goods, carpets, cloth- 
ing and notions, 68 cents, and on cotton piece goods, 
52 cents. 


“There are two steamers per week of large capacity 
from New York to New Orleans, and three or four lines 
of boats ply the Mississippi at all seasons of the year 
between the latter place and Memphis. Large quantities 
of dry goods, staple groceries and other similar articles, 
which at Memphis amount to a very large tonnage, reach 
the wholesale dealers of that city via New Orleans at the 
rates above stated. The rail carriers from the east can- 
not meet these rates and do not control this class of 
business. Their participation in the traffic is mainly 
confined to the higher grades of freight, in which the 
advantages in time, insurance and other items compensate 
for the increased cost of transportation. It appears also 
that the East Tennessee, Virginia & Georgia Railway, and 
presumably the other defendants, have agreed with the 
steamship lines running to New Orleans, and their con- 
necting carriers to Memphis, upon the present differen- 
tials in favor of the New Orleans route to that destina- 
tion; and the fact of such an agreement to prevent ruin- 
ous rate cutting indicates with much force the existence 
and positive influence of water competition for the carry- 
ing trade to that town. The apparent effect of these 
differentials is to give to the water routes a large share 
of the heavy and bulky traffic, especially the coarser and 
cheaper goods of general consumption at all periods of 
the year, while the lines operated by the defendants 
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transport the greater portion of the more valuable com- 
modities embraced in the higher classes.” 

The rates made to Memphis via the steamers to New 
Orleans, thence by rail, referred to in the preceding 
paragraph, were advanced in 1898 to— 


100 85 65 45 38 32 


These rates were continued until Dec. 5, 1910, when 
they were canceled, so that at present there are no 
through rates via New Orleans to Memphis. Neither is 
it true at present that there is any regular water service 
between New Orleans and Memphis, and there are no 
through all-water rates open to the shipper, such as were 
in effect at the time of the report above mentioned. It 
cannot, therefore, be asserted that there is any actual 
active water competition existing at present between New 
York and Memphis. There is a disconnected service 
between New Orleans and Memphis, regular boats plying 
between Natchez and Vicksburg and Memphis. The water 
competition is to be regarded as potential, but not actual, 
and the testimony in this case indicates that any material 
advance in the rates from New York City to Memphis 
would without doubt result in re-establishment of active 
competition on the Mississippi River. 

(c) Macon, Ga., was founded in 1823 and was located 
at the head of navigation on the Ocmulgee River, a 
branch of the Altamaha River. The site where the city 
is located had previously been an important trading post 
protected by Fort Hawkins. Prior to the construction 
of railroads Macon had become an important distributing 
center. It received its merchandise by boats operating 
on the Ocmulgee and Altamaha rivers. The first steam- 
boat came to Macon in 1829, and by 1837 there were 
eight steamboats operating betwen Macon and the mouth 
of the Altamaha River at Darien. 

The state of Georgia expended between the years 
1817 and 1860 $115,000 in the improvement of this river 
system. The United States government expended on the 
same system up to June 30, 1911, $605,500. The testimony 
indicates that a boat service, more or less regular, was 
continued on this river through most of the years prior 
to 1909, when it was abandoned. The present project 
of the United States government contemplates a minimum 
depth of water of 3 feet at Macon, and recommendations 
have been made to Congress by the government engineers 
to increase this depth to 4 feet. It is testified that the 
people of Macon are arranging to put four boats in opera 
tion on the river between Macon and Darien. 

The first railroad reaching Macon from the coast was 
the road from Savannah, now a part of the Central of 
Georgia, and the line selected for discussion in this case. 
This was completed in 1843, and its management imme- 
diately established lower rates, Savannah to Macon, than 
to intermediate points. Macon had a population in 191? 
of 40,665. It is served by the following-named railroads 
Central of Georgia Railway; Southern Railway; Georgia 
Railroad; Georgia Southern & Florida Railway; Macon 
& Birmingham Railway, and Macon, Dublin & Savanna) 
Railroad. 

The Macon & Brunswick Navigation Co. has two 
steamboats, which formerly operated on the Ocmulgee 
and Altamaha rivers, but the service was discontinued 
in 1909. One of these boats has since been placed inp 


commission and resumed business on the river. The. 


tonnage handled by the railroads in and out of Maco! 
during the year 1910 was 2,000,000 tons, 50 per cent o 
which was handled to and from the coast. It is estimate: 
that one-third of this traffic to and from the coast coult 
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have been advantageously transported by boat if naviga- 
tion on the river permitted and the boats were in opera- 
tion. 

The water-and-rail rates from New York to Macon 
were subject to many changes prior to 1884, which it is 
innecessary to recount. In that year an adjustment was 
made that resulted in the following rail-and-water rates 
New York to Macon: 


109 96 83 70 59 48 


These rates were continued up to 1905, when, as the 
result of changes in the rates to Atlanta brought about 
by forces described in subdivision J of this report, these 
rates were reduced to their present level: 


102 91 81 66 55 43 


The record is clear and convincing that the rates 
from New York to Macon have been influenced by water 
competition. It may fairly be concluded from the testi- 
mony that the rates in effect to that point from 1884 to 
1905 reflected the force of water competition existing and 
potential. The present level of rates to Macon, however, 
is not necessitated by the water competition to Macon, 
and the reductions made in 1905 were not the result of 
increased water competition, but were the result of re- 
ductions made to Atlanta and other points with which 
Macon competes as a distributing center. This is a case 
of competition between distributing markets given force 
and effect through the agency of rival and competing 
carriers. The major interest of one carrier is with Macon, 
that of another is with Atlanta or some other point. The 


amount of transportation that can be sold by the carriers 
serving Macon is influenced by the ability of Macon to 
distribute into surrounding territory in competition with 
Savannah, Brunswick and Augusta on the east, Columbus, 


Cordele and Americus on the south and west, and Atlanta 
and Athens on the north. 


Savannah and Brunswick are, to a large extent, served 
by steamship companies that do not reach Macon. Augusta 
is served by the Atlantic Coast Line and the Charleston 
& Western Carolina, that do not reach Macon. Columbus 
and Americus are served by the Seaboard Air Line, that 
does not reach Macon. Cordele is served by the Atlanta, 
Birmingham & Atlantic, Georgia Southwestern & Gulf 
and the Seaboard Air Line, none of which reaches Macon. 
Atlanta is served from the east by the Atlanta, Birming- 
ham & Atlantic, Georgia Railroad, and the Seaboard Air 
Line, none of which reaches Macon. There is no doubt 
whatever that the interests of some of these carriers are 
served by the maintenance of rates to Macon that will 
enlarge its distributing capacity. As much, however, 
might be said regarding many intermediate points. The 
interests of the Central of Georgia might be served by 
establishing rates to a selected one of its intermediate 
local points lower than the rates to Macon in order that 
such point may distribute in competition with Macon. 
The Central of Georgia would haul all of the business 
distributed at the intermediate point, while it handles 
but a portion of the business going to Macon. There 
would be little doubt, however, that this course of pro- 
cedure would result in rates unduly preferential to the 
selected point and unduly discriminatory against the other 
nteremdiate points not so selected. 


It is represented that the reductions in rates to Macon 
brought about in 1905 were not the result of any choice 
n the part of the carriers, but were forced upon the 
irriers by reason of the reductions made to Atlanta in 
rder to preserve as nearly as may be the relation of 
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rates between Atlanta and Macon. All points to which 
rates are made by combination over Macon received cor- 
responding reductions. The reductions to Macon in 1905 
were 9, 5, 2, 4, 4, and 5 cents on classes 1 to 6, respectively. 
The reductions that were simultaneously made to inter- 
mediate stations between Oconee and Macon were 9, 2, 
1, 3, 1, and 3 cents on classes 1 to 6, respectively. Oconee 
is approximately 45 miles éast of Macon, and stations 
between that point and Macon were the highest rated 
stations on the line. It is apparent, therefore, that the 
reductions made to Macon in 1905 produced little, if any, 
increase in discrimination against these higher rated in- 
termediate points. Moreover, it is represented that the 
rates of the carriers from Savannah to Macon are not 
within the control of these petitioners, but are fixed by the 
railroad commission of the state of Georgia: It is further 
represented that the interstate rates from New York to 
Macon cannot be maintained materially higher than the 
sum of the water rates New York to Savannah added to 
the local rates Savannah to Macon, neither factor of 
which is within the control of these carriers. The water 
rates New York to Savannah are— 


57 47 37 29 24 19 
Rail rates Savannah to Macon— 

63 56 48 40 34 28 
Combination— 

120 103 85 69 58 47 
Water-and-rail rates New York to Macon— 

102 91 81 66 55 43 


It will be observed that the class rates to Macon on 
classes, 3, 4, 5 and 6 are but small differentials less than 
the combination rates on the same classes, and on cer- 
tain commodities, notably on sugar, iron articles, starch, 
soap, canned goods, etc., the through rates exceed the 
combination rates. Under these circumstances it is ear- 
nestly contended that the rates cannot be maintained 
materially higher than they now are. 


Upon the whole record we are of the opinion that 
the rates maintained from eastern cities to Macon from 
1884 to 1905 were necessitated by the actual competition 
then existing. The present level of rates, however, is 
not so necessitated, and the maintenance of these rates 
to Macon and higher rates to intermediare points west 
of Millen constitutes undue preference to Macon and un- 
due discrimination against intermediate points. 

Rates to Milledgeville, Hawkinsville and Dublin, Ga.: 
Dublin and Milledgeville are located on the Oconee River, 
a branch of the Altamaha River, and Hawkinsville is on 
the Ocmulgee River about 30 miles south of Macon. 
Dublin is served by the Central of Georgia Railway, Ma- 
con, Dublin & Savannah Railroad, and the Wrightsville 
& Tennille Railroad. Milledgeville is served by the Cen- 
tral of Georgia Railway and the Georgia Railroad. Haw- 
kinsville is served by the Gulf Liné Railway, Wrightsville 
& Tennille Railroad, and the Southern Railway. The 
four towns, Macon, Milledgeville, Hawkinsville and Dublin, 
enjoy the same rates from New York. They are all upon 
the same river system, enjoy approximately the same 
degree of water competition, and the reasons which have 
induced the scale of rates now applicable at Macon are 
similar in all respects to the reasons that have induced 
a like scale of rates to the other three towns. 

(d) Columbus, Ga., is located at the falls of the Chat- 
tahoochee River, a branch of the Apalachicola’ River. The 
first-named river forms a part of the state line between 
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Georgia and Alabama. Columbus is built upon the site riers in order to preserve the relation between the rates made 
of the old Indian town, Coweta, the capital of the Creek to Columbus and to Atlanta and other competitive Georgia points 
Nation. The city was founded in 1827 and was an im- points. The changes were made largely in order to pre- Ei 
portant distributing center before the construction of any serve the power of Columbus as a distributing center in 50 mi 
railways to that point. Merchandise reached Columbus competition with other distributing centers. Here, how- Centrs 
by boats plying on the Apalachicola and Chattahoochee’ ever, as in the case of Macon, it is represented that the as the 
rivers from and through Apalachicola. The first steam- rates from Savannah to Columbus are controlled by the may € 
boat came to Columbus in 1828 and by 1848 six steam- railroad commission of Georgia, and that the two factors, be sai 
boats were operating between Columbus and Apalachicola. which together limit the rates to Columbus, namely, the establ 
The first railroad reaching Columbus was completed be- water rates from New York to Savannah, and the rail have 
tween Columbus and Macon in 1852. This was known’ rates, Savannah to Columbus, are both beyond the con- betwe 
as the Muscogee Railroad, and is now a part of the Cen- trol of these petitioners. When the reductions in the (¢ 
tral of Georgia Railroad and the line selected for dis- rates to Columbus were made, the rates to all points town | 
cussion in this case. The management of this railway to which rates were made by combination on Columbus centul 
when establishing rates from Savannah to Columbus made were, of course, correspondingly reduced. The rates to knowl! 
such rates lower than to intermediate points, a policy the higher-rated territory between Columbus and Macon, via be 
which it has continued through the subsequent 60 years which covers stations Reynolds to Schatulga, are not so steam 
of operation. Columbus had a population in 1910 of 20, made. The rates to these stations are blanket rates bama 
554. It is served by the following railroads and steam- covering a territory 50 miles wide, and are made arbi- increa 
ship lines: Central of Georgia Railway, Seaboard Air  traries over the Columbus rates. These arbitraries are T 
Line Railway, Southern Railway, and the Merchants’ & _ the local rates on the Central of Georgia for distances noir: 
Planters’ Steamboat Co. of 10 miles. The reductions made in the rates to Colum- West 
The last-named company operates four steamers with bus were 9, 5, 3, 5, 4, and 5 on classes 1 to 6, while the 
two sailings per week between Columbus and Apalachicola. reductions made to these higher-rated intermediate points 
These boats, in connection with the boats on the Gulf were 6, 0, 0, 2, 2, and 2. 
of Mexico, furnish an all-water route from Columbus to It will be seen that some of the benefits of these servet 
New Orleans, Mobile and Pensacola. The number of ar- reductions to Columbus were extended to intermediate Line, 
rivals of boats at Columbus are shown to have been in points, and the increase in discrimination produced by the & Oh 
the year 1866, 84; 1885, 231; 1890, 203; 1895, 141, and reductions was to this extent diminished. bama. 
1899, 201. During the last 47 years the average yearly These petitioners earnestly urge that it is practically bama 
arrival of boats has-been 129. impossible for them to increase the rates to Columbus, T 
But few tonnage statistics relative to the traffic han- and that-to shrink their rates to intermediate points will 
died by these boats are available. It is shown that in entail a loss of revenue that they are not able to sustain. 
1906 the boats handled 76,233 tons in and out of Colum- Upon the whole record we are of the opinion that 
bus. During March, 1910, the boats delivered at Colum- tne rates from eastern cities to Columbus maintained from 
bus 204,720 pounds of freight, during April 249,235 pounds, 1884 to 1905 were necessitated by the actual competition T 
and during May, 440,200 pounds. This tonnage came for existing at that point. The present level of rates, how- gomel 
the most part from New Orleans, Chicago, Cairo, St. Louis ever, is not so necessitated, and the maintenance of these New 
and Pensacola, and consisted of foodstuffs and merchan- rates to Columbus and higher rates to intermediate points classe 
dise of almost every description. Only a small amount’ constitutes undue preference to Columbus and undue dis- Atlan 
of the freight coming to Columbus by boat comes from crimination against intermediate points between Macon snc 
the eastern cities, but there is a possible all-water route and Columbus. bile 


i : River 
by the Mallory Line to Mobile and steamboat lines from Albany, Ga., is located at the head of navigation on Combi 


Mobile via Apalachicola to Columbus. 4 the Flint River, a branch of the Apalachicola. It had a — 

vue to 1884, the rail-and-water rates from Now York population in 1910 of 8,190. It is served by the following. 
to Columbus, like the rates to Macon, were subject to named railroads: Atlantic Coast Line, Central of Georgia. 
many changes. In 1884, coincident with corresponding Seaboard Air Line, Georgia Southwestern & Gulf and 


changes to other Georgia common points, the rates from Georgia Northern via t 


New York to Columbus were reduced to— ; throu 
Small steamboats ascend the river to Albany. Up to at 
114 98 86 73° 60 49 cates 


June 30, 1911, the United States government had ex- New 
These were the rates to Atlanta, and continued in effect pended $278,500 in improving the navigation of the Flint bama 
to both cities from 1884 to 1905, when they were reduced River. The testimony indicates that a regular boat serv Maco 
to— ice has been maintained on this river for many years and 
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. . . : the sg 
105 93 «6.830 68K is now maintained. This service is, however, only for Mont; 
The frequent changes in the rates to Columbus prior small boats of light draft and little tonnage. No statistics tioner 


to 1884 indicate an active rivalry among the rail and of actual movement of articles by river to Albany are 
water carriers for the transportation of goods to that shown in the record. There is no evidence of any traffic 
point. These rates survived for more than 20 years, whatever moving by water from New York to Albany, and 
during which both rail and water transportation agencies the business moving from the west to that point by water 
underwent very important changes. There is no testi- must be of little consequence. The competition wit! 
mony to show that these rates did not satisfactorily meet Americus, Cordele, Dawson, Eufaula and Columbus as 
the water competition of that period. On the contrary, distributing centers constitutes the primary reason for 
the testimony is clear that the reductions made in 1905 the depression in rates to Albany from the east. 

were not the result of water competition, but were made The rates from the east to Albany have been th: 
on account of changes in the rates to Atlanta (brought same as to Columbus since 1891. Upon the whole recor 

about by conditions described in subdivision J). These we are of the opinion that the present rates to Alban 

changes in the rates to Columbus were made by the car- are unduly preferential in character, and that the rat« 
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made thereto should not be less than to intermediate 
points. 

Eufaula, Ala., is on the Chattahoochee River, about 
() miles south of Columbus. It is a local point on the 
Central of Georgia. The rates to this point are the same 
as the rates to Columbus. Whatever water competition 
may exist at Columbus is present at Eufaula, and it may 
be said that all of the influences that have induced the 
establishment of the present level of rates to Columbus 
have been effective in bringing about a parity of rates 
between Eufaula and Columbus. 


(e) Montgomery, Ala., is the site of the old Indian 
town on the Alabama River, which, early in the eighteenth 
century, developed into an important French trading post 
known as Fort Toulouse. It received its merchandise 
via boats on the Alabama River. By 1844 there were 38 
steamers engaged in the cotton trade alone on the Ala- 
bama and Tombigbee rivers. By 1856 the river fleet had 
increased to 80 steamers. 


The first railroad reaching Montgomery was a line 
now a part of the Western Railway of Alabama from 
West Point to Montgomery, constructed in 1854. This 
line put Montgomery in communication by rail with the 
south Atlantic coast cities and with Nashville, Tenn. 
Montgomery had a population in 1910 of 38,136. It is 
served by the following-named railroads: Atlantic Coast 
Line, Central of Georgia, Louisville & Nashville, Mobile 
& Ohio, Seaboard Air Line and Western Railway of Ala- 
bama. There is also a regular boat service on the Ala- 
bama River between Mobile 2nd Montgomery. 

The rates of the boat lines from Mobile .. Montgomery 
are fixed by the Alabama railroad commission, and on 
the first six classes are as follows: 


30 20 20 18 12 10 


The rates of the boat lines from Mobile to Mont- 
gomery added to the rates of the Mallory Line from 
New York to Mobile make lower rates on the first six 
classes than the rail-and-water rates through the south 
Atlantic ports. 

1 2 3 4 5 6 

Mallory Line rates, New York to Mo- 
ica tein’ baB ern. cece Pak vais Besa 75 65 54 44 38 33 
River rates, Mobile to Montgomery.. 30 20 20 18 12 10 
COG Sink sc wect kdabdetlacesieve 105 85 74 62 50 43 
Rail-and-water rates, 
BOE 5 occ bw cle a pectdebuwedaas 108 95 84 69 57 45 

On practically all commodities the rates on Mobile 
combination between New York and Montgomery are less 
via the water lines than via the water-and-rail routes 
through the south Atlantic ports. The testimony indi- 
cates that a large percentage of the business moving from 
New York to Montgomery moves via Mobile and the Ala- 
bama River. In the case of Montgomery, as in those of 
Macon and Columbus, it is urged that the two factors 
the sum of which limits the rates from New York to 
Montgomery are both beyond the control of these peti- 
tioners., 


Upon the whole record we are of the opinion that the 
level of rates from New York to Montgomery has been 
necessitated and is now necessitated by conditions over 
which these petitioners have little or no control. 


Selma, Ala., is on the Alabama River about 50 miles 
west of Montgomery. It is served by the Western Rail- 
way of Alabama, the Southern Railway and the Louisville 
& Nashville Railroad. It had a population in 1910 of 
13,649. The same rates are made via all-rail, water-and- 
rail, and all-water to Selma that are in effect to Mont- 
gomery. The same conditions which have necessitated 
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the level of rates applied at Montgomery are present at 
Selma. 

(f) Demopolis and Tuscaloosa, Ala. 

Demopolis, Ala., is situated at the junction of the 
Tombigbee and Warrior rivers in the western part of 
Alabama. It is a local station on the Southern Railway. 
The rates via the boat lines on the Tombigbee River from 
Mobile to Demopolis are exactly the same as have beem 
heretofore given as applicable to Montgomery and Selma. 
The through published rates, water and rail, via the south 
Atlantic ports to Demopolis that have been given in 
section 6 of this subdivision, are in excess of the rates. 
to Montgomery and Selma, and the water-and-rail rates. 
via the Mallory line to Mobile and rail thence to Demopolis. 
are— 

106 93 81 67 57 46 
which correspond reasonably to the rates made through 
the south Atlantic ports to Montgomery and Selma. The 
Mallory Line maintain rates to all the territory lying on 
and south of the Southern Railway from Selma to Me- 
ridian which are the following differentials less than the 
rates to the same stations via the south Atlantic ports: 


12 10 9 7 4 3 


The reasons necessitating the scale of rates applicable 
water-and-rail to Demopolis are exactly the same as have 
been described in connection with Montgomery and Selma. 

Tuscaloosa. Ala., is situated on the Warrior River 
about 75 miles north of Demopolis. It is served by the 
Mobile & Ohio Railroad, Alabama Great Southern Rail- 
road and the Louisville & Nashville Railroad. Steamboats 
operating on the Warrior and Tombigbee rivers charge 
higher rates from Mobile to Tuscaloosa than to Demopolis, 
and the rail lines operating from Mobile to Tuscaloosa 
charge higher rates to Tuscaloosa than to Demopolis by 
the following amounts: 


=. 
29 29 28 21 22 11 

The carriers appear in the case of Tuscaloosa to 
have done no more than to meet the conditions at Tus- 
caloosa created by boat lines operating on the Warrior 
and Tombigbee rivers. 

2. Are these rates from New York to the river points 
above named subnormal? 

Below are shown the rates from New York City to 
Augusta, Memphis, Macon, Columbus, Montgomery, Demo- 
polis and Tuscaloosa, together with the constructive water- 
and-rail mileage to each point: 


New York, N. Y., to— Mileage. 1 2 3 4 § 6 
DESRAINAS, TOMB he o kok cheese ves *1,160 100 85 65 45 38 32 
i, ae. oven <cfhe trans oe 7382 96 81 70 56 47 37 
DE nose von ste hbeeweee% 7441 102 91 81 66 55 43 
Ce Gee omaecen gabe saat 7541 105 93 83 68 56 44 
Montgomery, Ala. ............ FHSS 108 95 84 69 57 45 
EPORRSPONS,  AMRs 36s os divs Fe cties 7687 118 103 90 74 61 49 
TRO. BIG pecacdntadne e's 71,000 138 129 102 83 70 58 


*All rail. 7Constructive. 


A comparison of these rates with the average rates 
made over like distances to non-competitive points in this 
territory as shown from Exhibit No. 117 shows that these 
rates are in all instances materially lower than such 
average rates. The rates to these points do not, however, 
in most instances, compare favorably with the rates to 
the ports and are to be thought of as constituting an 
entirely different class. They have been depressed be- 
low the level of the rates to non-competitive points, but 
are distinctly higher than the rates made over like dis- 
tances from the Ohio River crossings, New Orleans, and 
New York to any of the south Atlantic or Gulf ports. 

3. There are no rates made to any of these points 
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that appear to yield less than the probable additional cost 
of handling. 
4. Are the rates to intermediate points unreasonable? 
(a) On the route of the Central of Georgia to Au- 
gusta the highest rated point is Greens Cut, Ga., 106 miles 
from Savannah, and 356 constructive miles from New 
York. The rates to Greens Cut are— 


124 104 91 73 58 48 


Average rates for two-line hauls of 350 miles as shown 
from Exhibit No. 117 are— 


110 95 84 69 58 48 


The rates to Greens Cut on the first four classes ex- 
ceed these average rates, and to the extent of such excess 
are unjustly discriminatory. 

(b) On the route to Memphis the highest rated point 
Tenn., approximately 1,075 miles all-rail 

The rates to Pocahontas are— 


is Pocahontas, 
from New York. 


141 121 98 73 61 51 


These rates are below the level of the average rates for 
like distances in this territory and do not appear to be 
unreasonable. 

(c) On the route to Macon the highest rated points 
are stations Toomsboro to Gordon, Ga. Toomsboro is 155 
miles from Savannah and 405 constructive miles from 
New York. The rates to Toomsboro are— 


122 109 97 79 66 53 


These rates may properly be compared with the average 
rates made over two-line hauls for 400 miles as shown 
from Exhibit No. 117; such average rates are— 


112 98 78 72 60 49 


The rates to Toomsboro are considerably in excess 
of these average rates and to the extent of such excess 
are unduly discriminatory. 

(d) “On the route to Columbus the highest rated 
points are those from Everett to Schatulga, Ga. Schatulga 
is 531 constructive miles from New York and the rates 
thereto are— 


125 111 98 81 67 54 


These rates compare fairly with the average rates made 
over two-line hauls for like distances in this territory and 
do not appear to be unreasonable. 

(e) On the route to Montgomery the rates to stations 
east of Cordele, Ga., are discussed in subdivision J of 
this report. West of Cordele the high-rate point is 
reached at Rutherford, Ala., 274 miles from Savannah and 
524 constructive miles from New York. The rates to 
Ru herford are— 


153 137 119 93 76 63 


Rutherford is but 7 miles west of Hurtsboro, Ala., a junc- 
tion point with the Central of Georgia Railway. The rates 
applicable to Hurtsboro are— 


130 111 98 83 69 65 


These rates are not exceeded at intermediate points on 
the Central of Georgia Railway and no adequate justifica- 
tion is shown for the application on the Seaboard Air Line 
of a scale of rates sO greatly in exess of the scale in use 
on the Central of Georgia. The rates to Rutherford 
greatly exceed the average rates made over two-line hauls 
for like distances in this territory as shown from Exhibit 
No. 117. 

We are of the opinion that the rates to Hurtsboro, 
Ala., should not be exceeded at the intermediate points 
on the Seaboard Air Line. These petitioners should be 
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authorized to continue lower rates to Montgomery and 
higher rates to intermediate points, provided the rates to 
stations east of Hurtsboro, Ala., are so corrected as to not 
exceed the present rates to Hurtsboro and the rates to 
stations west of Hurtsboro do not exceed the rates to that 
point by more than 5 per cent and in no case exceed the 
combination on Montgomery. 

The rates to stations between Montgomery and Selma 
are made by combinations on either Montgomery or Selma 
and reach a maximum at the middle of the line. These 
rates do not appear to be unreasonable. 

(f) On the route to Tuscaloosa, Cottondale is the 
highest rated point, 992 miles from New York, with rates 
of— 2 

147 128 110 92 17 63% 
These rates are below the level of average rates for like 
distances in this territory and do not appear to be un- 
reasonable. 


On the route to Demopolis, Faunsdale, Ala., 672 con- 
structive miles from New York, is the high-rate point, 
with rates of— 


146 127 114 96 81 61 


The section of the Southern Railway connecting Selma 
and Demopolis is but 49 miles in length and connects two 
water-competitive points both taking exceptionally low 
rates from New York. Apparently the stations on this 
line have received little benefit from their contiguity to 
these low-rated points. Gallion, Ala., is but 8 miles from 
Demopolis and intermedaite thereto, but the rates to Gal- 
lion exceed the rates to Demopolis by— 


30 23 20 20 17 14 
On the route to Columbus we have found that the 
rates to stations intermedate to Columbus were not un- 
reasonable, although they exceed the rates to Columbus 
by the following differences: 


20 18 15 13 11 10 
In our opinion the rates to these stations, between 
Selma and Demopolis exceed by unreasonable amounts 
the rates to those cities and should be reduced in such 
manner that they will not exceed the present rates to 
Selma by more than 20, 18, 15, 13, 11 and 10 cents per 100 
pounds on classes 1 to 6, respectively. 


SUBDIVISION H. 


Rates From New Orleans, La., to Points on “Navigable 
Rivers. 


The points selected on navigable rivers are Augusta 
Macon, Columbus and Albany, Ga., amd Montgomery and 
Selma, Ala. 

1. Rates from New Orleans to Augusta. 

Route: Louisville & Nashville Railroad, New Orleans 
to Montgomery; Western Railway of Alabama and Atlanta 
& West Point Railway, Montgomery to Atlanta; Georzia 
Railroad, Atlanta to Augusta; 664 miles. 

The rates to all stations on this route east of Brewton. 
Ala., are shown in section 1 of subdivision C of this 
report. 

2. Rates from New Orleans to Macon. 

Route: Louisville & Nashville Railroad to Montgon- 


ery; Central of Georgia Railway, Montgomery to Macon: 
542 miles. 

The rates to all stations on the Louisville & Na:)- 
ville Railroad, Brewton, Ala., to Montgomery, inclusi\e. 
are shown in section 1 of subdiivsion C. 

The rates to stations on the Central of Georgia R: | 
way east of Montgomery are shown below: 
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New Orleans, La., to— 1 2 3 4 5 6 

Piles SE PAC; . ss Sa cates} wa> 113 99 86 70 59 47 
Mate, BRS aos cw tree eS: 120 104 92 74 63 49 

FURS ATION RB 5-5 0 0:0:0:0 lu oss be 0 0s. niet 124 107 94 75 64 450 
TRO. FE, oh ret es ecnens dec tose 127 109 96 76 65 51 

' Union Springs, Ala. 2... ccs... seek 129 112 98 80 66 52 
i Pa. kn. t nde waamendh<ca sua 134 117 102 82 67 53 
Suspense MM. a a ie 134 117 102 82 67 53 
Ce ois 6 wa owe nese oedcccumas 139 119 104 83 68 654 

FIUS eT |. 0 dba dedodct bs encacur 135 117 104 81 68 54 
Hatchechubee, Ala. .............-+0- 134 115 103 £82 68 54 

f Tee agp ON ee ee eres 126 109 98 79 65 52 
Fs Fort MERGE, AM. oe iccs coc cccedsss 120 104 93 74 61 49 
- Girard, Ala., and Columbus, Ga..... 99 86 7% 61 50 39 
Upntel, SHr bcd<vtceccupsvgpecvccesen 122 106 96 76 64 450 

Box Ge AMOs oc Jodbe son bulaveeed 127 111 100 81 66 53 

: GeneGin ee wevc.000860 etwas sec coseus 129 112 101 82 68 53 
PasCHMGs: basics tcccks otv'ch¥s veshor 182 115 103 85 69 54 
Hows. 5 6'053.0% nonce tshave 4e0ebs 133 116 105 86 70 54 

Buti Mc: detcawesgce sntestoatoiewes 137 120 108 89 73 55 

‘ Revie Gee cc sccectccecesccccuesee 133 116 105 86 70 54 
Forte ince pencdvevecscesed¥se 124 108 96 79 64 51 
PowelOUis: Gr cc Fi cect cvccdecbewdss 124 109 97 79 65 52 

Byrom, Gi Wis cniciccccacscavecceqssecs 122 106 96 76 64 50 

Ma0Uh, ME pitas s cokebnbesss¥s veh ncoes 99 86 77 61 50 39 


3. Rates from New Orleans to Columbus. 

Route: Louisville & Nashville Railroad to Montgom- 
ery; Central of Georgia Railway, Montgomery to Colum- 
bus; 442 miles. 

The rates to stations on the Central of Georgia Rail- 
way, Montgomery to Columbus, are shown in section 2 of 
this subdivision. 

4. Rates from New Orleans to Albany, Ga. 

Route: Louisville & Nashville Railroad to Montgom- 
ery; Central of Georgia Railway, Montgomery to Albany; 
482 miles. 

The rates to stations on the Central of Georgia Rail- 
way east of Montgomery are shown below: 


New Orleans, La., to— 1 2 3 4 5 6 
Mathews, Ale. ..ccccscccccccsccccess 120 104 92 74 63 49 
Fitzpatrick, Ala. ...cccccccccccccsecs 124 107 94 75 64 50 
Thompson, Ala. ..-.cevcceccsvsvcsoes 127 109 96 76 65 £61 
Union Springs, Ala. .......+-eeerees 129 112 98 80 66 52 
Three Notch Road, Ala........-..+. 134 117 102 79 67 53 
Midway, Ala. ......ccccrscccecessees 134 115 103 80 68 54 

/ COME IE bic Daeiewecs dudeccccctbasth 126 109 98 79 65 52 
Batenville, Al. coccicencoccvscecos se 123 106 95 77 63 50 
WGN Dilek sc cence ccccscsscocesscetes 99 86 77 61 50 39 
HisQOe, GR, © co's ccciecdievncowecobecess 119 104 93 74 61 49 
MOGEIE, GA oc cvcccevctesicccvcssvcss 122 106 96 76 64 50 
Cuthbert, Ge. ccccccccscdvivccccecses 124 108 96 78 64 651 
a ee ae ee re ee 132 115 103 8 69 54 
Graves, GO. .ccccccccccccccesecsecese 133 116 105 86 70 654 
DO WHOM GR. cccdenceccsccescervctces 119 103 92 74 61 48 
Bronwood, Ga. ..-.-.-cccccccccceveces 134 117 105 84 70 56 
Smithville, GOs 2.2.6 ccvesccccceveesc 142 123 111 89 75 59 
AEE, Be ctinip tate onkce ses eohe sea 143 126 112 92 75 68 

} Leesburg, ne wea hee Cael eee oe Naha 139 121 108 87 72 58 
ay ANDAR, GR. bc ciccesccccscccasvepooss 119 103 92 74 61 48 


5. Rates from New Orleans to Montgomery. 

Route: Louisville & Nashville Railroad; 318 miles. 

The rates to intermediate stations on the Louisville & 
Nashville Railroad east of Brewton, Ala., are shown in 
section 1 of subdivision C. 

6. Rates from New Orleans to Selma. 

Route: Louisville & Nashville Railroad; 311 miles. 

The rates from New Orleans to intermediate stations 
on the Louisville & Nashville Railroad are shown below: 


New Orleans, La., to— 1 2 3 4 5 6 
Hurvignic AM Sec cetcscdvccscvews 66 56 50 44 39 £27 
Say Minette, Ala. ....-cceccccereces 68 59 652 47 42 «31 
ee PS Ae Serre ty 70 60 53 48 43 33 
POs, AIR. 6 46 60 n0n cab ese vtec cede os 70 68 4 4 -@ 
ACHRONG, BAER. cc cccccccscentsvescsates 72 62 54 49 44 38 
Comes: aida aeis. overs rsasecevetees 74 6 55 51 46 41 
VI MURS Bec crcicchsaennkekess 7 65 56 6561 46 41 
PORTIS" wiede oo0 cc beccqtecehetesed 718 67 567 6&2 47 43 
Deer see, UM. « . cbicncctitsict tates 80 69 58 53 48 44 
LG, SE oon nin 06-64550050seten aed 82 71 5&9 54 49 46 
Poterenem, BP ek ies. o cdtosbescvesse 84 72 60 55 50 46 
Plomammt Bi BIR. acs cccdcsacoutcsnss 84 72 60 55 50 47 
EAGER EL hb 6h orc a 00.000 00hehosee dont 84 72 60 55 50 45 
SOrGhe GAM es ccc t acc ccc sesceice vetoes 93 79 63 58 53 42 
SOMME, & ho6.schac ce cttseganse® horns $9 77 65 42 3 8&8 


The Defense. 

The defense of the carriers for carrying lower rates 
from New Orleans to Augusta, Macon, Columbus, Albany, 
Montgomery and Selma than to intermediate points rests 
primarily upon the following grounds: 
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1. That the rates to these six points have been 
depressed by the influence of either water competition, 
rail competition or market competition, or by all three of 
these influences. 

2. That they are subnormal. 

3. That they pay more than the additional cost of 
handling. 

4. .That the rates to intermediate points are not un- 
reasonable. 

(a) Below are shown the rates to Augusta from New 
York, certain Mississippi River crossings and Ohio River 
crossings: 

Augusta,from—- 23 466A BCD EB‘? 
New. York..... 96 81 70 56 47 37 Sine ae) tothe 
New Orieans, 
Vicksburg and 
Memphis .... 99 86 
Cincinnati, 
Louis ville, 
Evansville, 
Paducah and 
Cairo...ices.- 103 90 81 65° 54.43 28 38 30 26 50 50 52 
St. Louis ....126 109 98 77 64 51 35 46 37 31 58 60 66 

It will be noted that the rates from the Mississippi 
River crossings to Augusta are 4 cents per 100 pounds 
less than the rates on the corresponding classes from 
the Ohio River crossings. This relation of rates from the 
Ohio and the Mississippi River crossings exists as to 
nearly all points in Georgia lying within the territory 
known as Atlanta subterritory. 

The location, population and transportation facilities 
of Augusta have been described in subdivision F of this 
report. 

The reasons that have been in the main influential in 
depressing the rates from New Orleans to Augusta are— 

First, the desire on the part of carriers serving Au- 
gusta from New Orleans of preserving Augusta’s distribut- 
ing area as against its competitors, Savannah and Charles- 
ton on the east, and Macon, Atlanta and Athens on the 
west. 

Second, The desire on the part of carriers serving 
Augusta from New Orleans to transport articles from 
western markets to Augusta which came into competition 
at that point with the same or similar articles transported 
from eastern cities. 

It is unnecessary for the purposes of this report to 
review the rates from New Orleans to Augusta prior to 
1887. In October of that year the following rates were 
established from New Orleans to Augusta: 


103 88 77 64 52 42 

With the exception of a short period during the year 
1894 these rates continued in effect until February 1, 1905, 
when, coincident with reductions to Atlanta, they were 
reduced to their present level. 

We have seen in subdivision C of this report that 
there is no regular all-water service from New Orleans 
to Augusta, which has necessitated the present level of 
rates to that point. The competition of other markets of 
distribution, particularly Savannah, Charleston, Macon, 
Atlanta, Athens and Columbia, has had some influence in 
bringing about the present level of rates to Augusta. 

Below are shown the rates from New Orleans to 
Augusta, Macon, Atlanta, Athens, Savannah and Charles- 
ton: 


61 50 39 24 34 26 22 46 46 44 


~) 
a 


New Orleans, La., to— 1 2 3 4 5 6 
Dre, .. Ole vs actin c0div% vewcds cogent 99 86 77 61 60 39 
GEIR, cies Cath aed b od Ae 0 pps ose 99 86 77 61 8&6 89 
SSRI I 5B She daeeesa Fs eee ik 94 83 74 59 48 37 
I Os ae te ne wis cad beckeiele 99 86 77 61 50 39 
EE "GER, sg WES 6 60 0 eed ose he Saw be 91 76 71 66 64 42 
Cerne, Be Os sc ticaciestsghissnss SS. 6: 2.6 & 2 


It will be seen that articles from New Orleans taking 
fourth, fifth, or sixth class rates can be distributed by 
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Augusta on an equality of rate to a little more than one- ent level of rates. The competition of rival distributing advan 
half the distance toward Savannah or Charleston, to 2 markets does not justify a reduction in rates to Macon Colun 
little less than one-half the distance from Augusta toward below a level that can be applied at intermediate points. line 1 
Atlanta, and to points approximately midway. between The competition of eastern markets of supply has been mediz 
Augusta and Athens and Macon. Augusta, however, is met at Macon as it has at Augusta, but not with the same rates 
not a unique point in this respect. Every intermediate degree of consistency. differ 
point between Augusta and Atlanta desiring to distribute Below are shown the rates to Macon on classes 1 same 
into surrounding territory has its distributing area oN ito ¢§ from New York, the Ohio River cities, and the Mis- on cl 
the west limited by the territory tributary to Atlanta. sjssippi River crossings, and the rates to Upatoi, How- an in 
Reducing the rates to Augusta in order to enable Augusta ard, Reynolds and Fort Valley, Ga., four representative 
to distribute in competition with Atlanta, and refusing jntermediate points from the same points of origin: 
to reduce the rates to other intermediate points consti- So Skee eee y lett Se C 
tutes undue preference in favor of Augusta and undue de. a eres 102 91 81 66 55 43 New 
discrimination against intermediate points. Sstentesippl River crossings... 99 se at ose 3 route 
sae Saeed, Eefuence het hes eperated mont power: T° Gan we o ...........2.:.. 125 111 98 81 67 54 of th 
fully to bring the rates from the west to Augusta to their Ohio River crossings .......... 126 110 100 80 68 54 not 1 
present level cannot be disregarded. The low rates main- a ee eee Pease’ aaa, ME Me GE FO the 1 
Neen ee ee ics ee abov 
the influence of water competition, have induced the Mississippi River crossings ....133 116 105 86 70 44 prese 
carriers serving western markets of production to depress 7° Reynolds, Ga, from— ms 10 ee 5 pak 3 
en eee: Sea Ceeeeee Rees concen’ tae Tit Sa. Me carri 
which come into competition with similar articles trans- to Fort Valley, Ga., from— nance 
ported from eastern markets. This policy of meeting © On15 River cities 12222.7...000/11128 112 100 88 68 53 inter 
the competition of carriers serving other markets of pro- Mississippi River crossings ....124 108 96 79 64 51 Colu 
duction has been observed consistently by the carriers The rates to Macon from the Ohio River cities are point 
serving Augusta without thereby unduly discriminating jp aj] instances nearly the same as the rates from. New ( 
against higher rated intermediate points. The rates from .“¢¢rk, while the rates from the Mississippi River crossings to s 
New Orleans to all points on the Georgia Railroad, At- are usually 4 cents less per 100 pounds than the rates comt 
lanta to Augusta, inclusive, are 4 cents per 100 pounds on the corresponding classes from New York. The rates conti 
less than the rates on the corresponding classes from go intermediate points, however, from both New Orleans for t 
the Ohio River crossings to the same destinations. It and the Ohio River cities are generally higher and in is tl 
is, therefore, evident that as between New Orleans, on some instances materially higher than the rates on the have 
the one hand, and the Ohio River crossings, on the other, corresponding classes from New York. In our opinion exist 
the policy of meeting the market competition from these — no -sufficient justification has been shown for the main- the 
distributing centers has been applied alike to competitive tenance of lower rates from New Orleans to Macon than opini 
and local stations. to intermediate points. lowe 
Next are shown the rates from New York and New (c) The situation at Columbus, Ga., differs in some term 
Orleans to Augusta, Social Circle, Buckhead, Crawford- degree from the'situations at Augusta and Macon. There ! 
ville and Lithonia, Ga. is a regular all-water service on the Chattahoochee and two 
1 2 ; 4 : 6 Apalachicola rivers between Columbus and Apalachicola, same 
To Ne tae ee. SW Sc. 96 81 70 59 47 37 and some freight moves by water from New Orleans to railr 
New Orleans, La. ................ 99 86 77 61 50 39 Columbus. The present level of rates to Columbus, cons 
Difference in favor of New York 3 5 7 2 3 2 . ‘ 
To Lithonia, Ga., from— however, cannot be very well said to be due to water 
New Orleans, Ga. 7220020221116 103 "92 $8 Gf 43 competition, for the reason that we find that when the a 
Difference in favor of New Or- rates to Atlanta were reduced in 1905 the rates to Co is u 
EL SA Wald Kedah de Ceosouvcve exe 11 9 9 9 8 7 : a ; . 
To Social Circle, Ga., from— lumbus were correspondingly reduced. The testimony is ing 
— fees ene Nhat seen vei eae ao. = 2 a a clear that this reduction was not brought about by in 
Difference in favor of New Or- ai ‘ . @ _ creased water competition, but by entirely different con The 
To eee die hee Sates ete . : ' ditions. The two forceful reasons that induced the ound 
+ See a “ve 7ossro0 es <9 RS ooo cs = s - reductions at Columbus were the competition of markets al 
DiMerence in favor of New Or- 5 ; . . ; : of distribution and the competition of carriers serving aa 
To Crawfordville, Ga., from— win tian aa Nl other markets of supply. We have held that the com 
ieole Giteatio Gh i.e ee ae 2 2 ee _ petition between markets of distribution does not con 
Difference in favor of New Or- * stitute a justification for the maintenance of lower rates 
Seen Seb EEGrorauurree money gree’ . , . : . . to a more distant than to an intermediate point. The an | 
It is seen that although there is not a constant dif- competition of carriers serving other markets of supp): the 
ference between the rates from New York and from oes constitute in our opinion a justification in som: 17 I 
New Orleans to all of these intermediate stations, yet instances for making lower rates to more distant tha! This 
it is true that the petitioners herein have more nearly ito intermediate points, when it is found— fron 
met the competition from New York at the intermediate First, that the route from one market is under fron 
stations than they have done at Augusta. material disadvantage as against that from another Ala. 
(b) Macon, Ga.: The conditions that are alleged to Second, that the line seeking relief is meeting con of t 
have brought about the depression of rates from New  sistently at all points the competition against whic! sacc 
Orleans to Macon are similar in character to those at relief is sought. The line from New Orleans to Columbu roac 
Augusta. There is no regular all-water service between is 442 miles in length. The constructive mileage of th: and 
New Orleans and Macon, and no water service of any route from New York to Columbus is 541 miles. It i: gate 
character which can be said to have necessitated the pres- clear that the route from New Orleans is at no dis ror 
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advantage as to the competition from eastern cities at 
Columbus. In the second place, it is not true that the 
line from New Orleans to Columbus is meeting at inter- 
mediate points the competition from New York. The 
rates from New Orleans to Columbus are the following 
differentials less than the rates from New York to the 
same points, namely, 6, 7, 6, 7, 6, 5 cents per 100 pounds 
on classes 1 to 6, while the rates to Guerryton, Ala., 
an intermediate points, are as follows: 

From New York..... 130 111 98 83 69 56 

From New Orleans..139 119 104 83 68 54 

Guerryton is the high-rate point on the route from 
New Orleans and is one of the high-rate points on the 
route from New York. It is obvious that the competition 
of the routes from eastern cities met at Columbus has 
not been met at stations intermediate to Columbus on 
the route from New Orleans. Under the circumstances 
above described, the conclusion is warranted that the 
present level of rates from New Orleans to Columbus 
has not been necessitated by the competition of eastern 
carriers or by water competition, and that the mainte- 
nance of such rates to Columbus and higher rates to 
intermediate stations constitutes undue preference to 
Columbus and undue discrimination against intermediate 
points. 

(d) Albany, Ga.: The situation at Albany differs 
to some extent from that at Columbus. Such water 
competition as exists at that point does not exercise a 
controlling influence upon the rates. The primary reason 
for the depression in rates from New Orleans to Albany 
is the competition of other distributing centers. We 
have held in subdivision G that justification does not 
exist for the maintenance of lower rates to Albany from 
the east than to intermediate points. We are of the 
opinion that justification has not been shown for making 
lower rates to that point from New Orleans than to in- 
termediate points. 

(e) Montgomery and Selma, Ala.: Inasmuch as these 
two points are on the same river, are approximately the 
same distance from New. Orleans, are served by the same 
railroad, and take exactly the same rates, they will be 
considered together. 

The rates from New Orleans to these two cities went 
through many changes prior to the year 1896, which it 
is unnecessary to recount. In October, 1896, the follow- 
ing rates were established 


89 79 68 55 47 36 


The fifth class rate was reduced in 1908 from 47 to 46 
cents, but no other changes were made in the rates on 
the first six classes until April 15, 1910, when the present 
scale of rates was adopted, namely: 
89 77 55 42 35 35 

The establishment of these rates was the result of 
an opinion and order of the Commission in the case of 
the New Orleans Board of Trade vs. L. & N. R. R. Co., 
17 I. C. C., 231 [The Traffic World, Dec. 18, 1909, p. 618]. 
This case originated on account of an advance in rates 
rom New Orleans to Mobile and Pensacola. The rates 
from New Orleans to Montgomery, Prattville and Selma, 
Ala., were higher on certain classes than the aggregate 
of the intermediate rates to and from Mobile and Pen- 
sacola. Aug. 13, 1907, the Louisville & Nashville Rail- 
road Co. advanced the rates from New Orleans to Mobile 
ind Pensacola to the extent necessary to make the aggre- 
gate of these rates, together with the local rates there- 
from, equal to the through rates. The Commission held 
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this advance not justified, and the increased rates result- 
ing therefrom unjust and unreasonable to the extent that 
they exceeded the rates in effect prior to Aug. 13, 1907. 
The Commission further held the through rates from 
New Orleans via Mobile to Montgomery, Selma and Pratt- 
ville unjust and unreasonable to the extent that they 
exceeded the aggregate of the rates to and from Mobile. 
The record in the present case shows considerable move- 
ment of freight to Montgomery and Selma by boats on 
the Alabama River. This freight consisted in the main 
of. grain and grain products and general merchandise. 
It is, however; clear that the present level of rates from 
New Orleans to Montgomery and Selma has not been 
brought about by water competition, but by the order 
of this Commission in an effort to establish rates which, 
under all the circumstances of the case, are deemed rea- 
sonable and just. 

2. Are the rates from New Orleans to the river 
points, Augusta, Macon, Columbus, Albany, Montgomery 
and Selma, subnormal? 

Below are shown the rates and distances from New 
Orleans to each of the six points above named: 


New Orleans, La., to— Miles. 1 2 3 4 5 6 


REI GE a. 00s Sehr i vest etes 664 99 86 77 61 50 39 
I CI oink edi dn eda eedeakatl 542 99 86 77 G61 60 39 
CO BO kos aaecpamiaweke 442 99 +86 77 61 GO 3 
PE a e's tian ee eedbeunees 482 119 103 92 74 61 48 
Montgomery, Ala. .......2++s.0- 318 89 77 6565 4235 38 
RS Ee eke cs cVS wh oe ccee® si 8 7 Se 2&2 & @ 


The rates to Augusta, Macon and Columbus are ma- 
terially lower than the average rates made for like dis- 
tances to non-competitive points in this territory, as 
shown from Exhibit No. 117, and may fairly be considered 
subnormal. The rates to Albany, however, correspond 
with reasonable approximation to the average rates made 
for like distances over two-line hauls to non-competitive 
points and do not appear subnormal. 

The rates to Montgomery and Selma are something 
less than the average rates for like distances in this 
territory over one-line hauls, but in the case above cited 
the Commission has given consideration to all the cir- 
cumstances and conditions under which these rates are 
made, and under such circumstances has held these rates 
to be reasonable and just. In the light of this finding 
they cannot be considered subnormal. 

3. There is nothing in the record to lead to the 
conclusion that any of the rates on either classes or 
commodities made to any of these six points pay less 
than the additional cost of handling. 

4. Are the rates to intermediate points unreasonable? 

(a) On the route to Augusta the rates to points be- 
tween Montgomery and Atlanta are discussed in sub- 
division K of this report. The rates to stations on the 
Georgia Railroad between Atlanta and Augusta reach a 
maximum at Buckhead, Ga., 589 miles from New Orleans. 
The rates to Buckhead are— 


132 116 104 85 69 53 


These rates are approximately the average rates made 
over two-line hauls for like distances, as shown from 
Exhibit No. 117, and in the absence of complaint with 
reference to these rates they should not be considered 
unreasonable. 

(b) On the route to Macon the rates to stations on 
the Central of Georgia Railway between Columbus and 
Macon reach a maximum at Butler, Ga., 492 miles from 
New Orleans. The rates to Butler are— 


137 120 108 89 73 55 
These rates are considerably in excess of the average 
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shown from Exhibit No. 117. These average rates are— 
rates made for distances of 500 miles in this territory, as 


120 104 92 76 64 52 


We are of the opinion that the rates from New Orleans 
to stations intermediate to Macon are unreasonably dis- 
criminatory to the extent that they exceed the rates 
concurrently maintained to Macon. 

(c) On the route to Columbus the high-rate point 
is Guerryton, Ala., 363 miles from New Orleans. The 
rates from New Orleans to Guerryton are— 


139 119 104 83 68 54 


These rates materially exceed the average rate in this 
territory over two-line hauls for like distances. We are 
of the opinion that any rates to these intermediate points 
that exceed the rates concurrently maintained to Co- 
lumbus are unduly discriminatory. 

(d) We have seen in section 2 of this subdivision 
that the rates from New Orleans to Albany are but very 
little below the average rates made over two-line hauls 
for like distances in this territory. 

We are of the opinion that the rates to intermediate 
stations on the Central of Georgia Railway between Mont- 
gomery and Albany should be corrected in such manner 
that they will not exceed the contemporaneous rates to 
Albany. 

(e) On the routes from New Orleans to Montgomery 
and Selma the line is the Louisville & Nashville Railroad. 
The rates to Montgomery and Selma have been estab- 
lished by the Commission as reasonable rates, and there 
is no justification for carrying higher rates to interme- 
diate peints. . 

SUBDIVISION I. 


Rates from Cincinnati, O., and Louisville, Ky., to Points 
on Navigable Rivers. 


1. Cincinnati to Augusta. 

Route: Cincinnati, New Orleans & Texas Pacific Rail- 
way, Cincinnati to Harriman Junction, Tenn.; Southern 
Railway to Spartanburg, S. C.: Charleston & Western 
Carolina Railway to Augusta; 642 miles. 

Rates: The rates to intermediate stations on this 
line north of Spartanburg, S. C., have been shown in sec. 
tion 2 of subdivision D of this report in connection with 
the route from Cincinnati to Charleston. The rates to all 
stations on the Charleston & Western Carolina Railway, 
Spartanburg to the first station north of Augusta, are 
bianketed with rates of— 


116 107 86 67 55 50 
The rates from Cincinnati to Augusta are— 
103 90 81 65 54 43 


2. Rates from Louisville to Augusta. 

Route: Louisville & Nashville Railroad to Nashville; 
Nashville, Chattanooga & St. Louis Railway to Atlanta; 
Georgia Railroad to Augusta; 650 miles. 

The rates to intermediate stations on this route are 
shown in section 1 of subdivision D of this report. 

3. Rates from Louisville to Macon. 

Route: Louisville & Nashville Railroad to Birming- 
ham; Central of Georgia Railway, Birmingham to Macon; 
647 miles. 


Rates: The rates to stations on the Louisville & 


Nashville Railroad north of Birmingham are shown in 
section 5 of subdivision D. ’ 

Below are shown the rates to stations on the Central 
of Georgia Railway, Birmingham to Macon, inclusive: 
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Louisville, Ky., to— 1 2 3 4 5 6 
Be, RS ee cc tase tcteice ~. @ 2 =. 2 30 
EGY - Bema, AIR, coc ccwicccecsecss 104 89 76 62 53 41 
EE “ME, 1s naan bwae + ate xe ne adh 114 97 84 67 #58 44 
SL OER, — ic Si btrs Gb's ob o ods be éudees 117 99 86 68 59 45 
Ver: 6 oo ke eesisn cewews cebu 117 99 85 68 59 45 
Coane, BER, ca ccccscccsctves 118 101 80 69 60 46 
> M.. Vbwess beds ca hicceone 106 85 64 61 57 46 
D2. Petpatien he cenéeuwe swe 127 103 80 7% 63 - 49 
Ce, LSA, iT cs cee decccevecen 133 108 85 75 63.5 49 
TS er ae 136 110 88 79 645 50 
ee See MOS weccdcndeces 141 117 90 80 66 51 
Jackeon'’s Gap, Ale. «2... rc cccscscek 141 117 94 81 88 53 
ie Me anps get get esas eceginn 138 118 98 82 68 53 
ek Se Poe 134 115 100 83 69 53 
EE eee oi” a ee 53 
Se, SO od og eccace duet bun 124 108 97 77 66 53 
EE, fC atiee noeke.dieds3-ne0 dawn 103 90 81 G65 64 43 
A Fs cot A wie cnke aes shen ewe Ln. tn” ae Ce 53 
De in daw acetal aaa 0 WR Slee 127 110 99 80 67 54 
EN in on tis ed ka hg een wee aoe 124 108 97 77 65 53 
Phoenix City, Ala., and Columbus, 

BOR ctieuittnein cay ive mtlec een ne tamed 103 90 81 65 £«54 43 
MN CM ell ae ensues ennto oun 146 110 100 80 68 54 
Wee ee SIG. ka 6dbns o ie kn dees 131 115 104 85 70 57 
CNRS T, | pahi dane se Kine sse eseeens 133 116 105 86 72 57 
Pema GOR 6 des on bed tie Ve 8 irda 136 119 107 89 7 58 
Ns BOD. ine ge dan ns.ee't ene Kaine 137 120 109 90 T4 58 
SE: GENE: 5 and GRAPE REO 0 08 03 nebak 141 124 112 93 77 59 
Repmeeee, GR cekdebiccs Goccccscccs 137 120 109 90 74 58 
Werk. Wee, GAB, “sien vse p saegs cons cet 128 112 100 83 68 55 
PS 5b din oasis te Kckneus 128 113 101 83 69 Bf 
DO I ns ot ab bee ee no on egs cenie 126 110 100 80 68 5 
DERCOR GEMS 6.000 cho tens ccesscandvs 103 90 81 65 54 4 


4. Rates from Cincinnati to Macon. 

Route: Cincinnati, New Orleans & Texas Pacific Rail 
way to Chattanooga; Southern Railway through Rome and 
Atlanta to Macon; 580 miles. 

The rates to intermediate stations on this line are 
shown in section 8 of subdivision D. 

5. Rates from Cincinnati to Columbus. 

Route: Cincinnati, New Orleans & Texas Pacific Rail- 
way to Chattanooga; Southern Railway through Rome, 
Atlanta and McDonough to Columbus, Ga.; 618 miles. 

Rates: The rates to intermediate stations on this 
line north of McDonough are shown in section 8 of sub 
division D. 

Below are shown the rates from Cincinnati to all 
stations on the Southern Railway, McDonough to Colum 
bus: 


Cincinnati, Ohio, to— 1 2 3 4 5 6 
“hicesecccebassed¥edss 128 113 102 84 70 ° 55 
Re EE SRY ee hae wie St 0 0 ¥ 06002 0054 131 116 104 87 71 56 
i Mi Sy wesc h eo tdbs es Sh wak ee 132 117 106 88 72 56 
WS Lic ewes Codes oti bye 134 120 108 89 . ee 
Re i ae ha) che oto Mie ae 125 111 100 83 68 53 
i “so. , cet Las cieces od Fa anene 134 120 108 89 73 57 
SS Se ee eee eres re 136 121 109 91 7% 57 
Me. x6 eth ccesoeene suas Kem 138 123 111 92 76 59 
i, Ss: Sebi obibas eb oe eu ke wee 139 125 113 93 76 £59 
Me. Kincade ne kt.o00 eos ¢> ehege 141 124 112 93 77 59 
RTGS Vin cade cde bs ec db et owrecsend 139.138 111 981 #7 59 
WHEE TIMES, GR, occ diccc vccccccecs 137 120 109 90 74 58 
Sd ana 6c pene 6s 6 5c pads oewe 136 119 107 89 73. 58 
ee eee. GR. Sac dco vedawcewced 133 116 105 86 72 57 
EM, cdncei toes obcatkid-s 131 115 104 #85 70 57 
CE GI, Sos 6 60 Cdic'o:0's clnw bowed 128 113 101 83 69 £56 
I SS Sn oe bs aec.a buses oie Witen 126 110 100 80 68 54 
«sg wisiets ord 0 sn covinnnic 123 108 97% 7 @ 53 
Ce So ig we vies cheb ouvericsiew 118 104 94 7 63. 51 
eR ee See eee 113 100 91 73 61 49 


6. Rates from Louisville to Columbus. 

Route: Louisville & Nashville Railroad to Birming- 
ham; Central of Georgia Railway, Birmingham to Co 
lumbus; 547 miles. 

The rates to intermediate stations on this line are 
shown in section 3 of this subdivision. 

7. Rates from Cincinnati to Albany, Ga. 

Route: Cincinnati, New Orleans & Texas Pacific 
Railway to Chattanooga; Southern Railway to Macon: 
Georgia Southern & Florida Railway to Cordele, Ga. 
Georgia Southwestern & Gulf Railroad to Albany, Ga.: 
680 miles. 

Rates: The rates to stations north of Macon are 
shown in section 8 of subdivision D. 

Below are shown the rates to stations on the Georgia 
Southern & Fiorida Railway and Georgia Southwestern 
& Gulf Railroad, Macon to Albany, Ga.: 
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Cincinnati, Ohio, to— 1 2 3 4 5 6 
Macon, Ga. 90 81 65 54 43 
Sofkee, Ga. 104 94 75 63 51 
Avondale, Ga. 108 97 #79 66 53 
IO MITERST. ooo. c E'sbe owt vaduse darks 126 110 100 80 68 54 
Res o'a-« he bcees od dteuaiess aad 128 113 101 83 67 56 
Kati Mk 86.8 o's ee'ct o0leridac tas dee 131 115 104 85 70 57 
TI Bed «owners becatidscnt heme 133 116 105 86 72 657 
GrOG TES | 5.00 bisc0 kkcccbdddesbnuane 133 119 107 89 73 658 
Folieeh, [SS eines dsc Ce baba oe eoson sbhevsebe 137 120 109 90 74 658 
Unam Gits cacconcessccvhsdendsnces 139 123 111 91 75 659 
Pin Qn THER, co casctebocsaveucns see 141 124 112 93 77 59 
Vict rk hoe dno sé cdsbocceetrnn’ 143 125 112 91 76 Gi 
Ric: AME ans osektenaecamncceeene 138 121 109 88 74 60 
Corie, GE ose tc fc ceVesbscqeiws cease 133 107 96 78 65 652 
MinGee.- GEE de dcnttndcedsncetobasn 141 124 111 90 76 61 
Wilner © Hts. GR. cccctckctnes cesses 147 128 116 93 79 64 
Warwick to Philema, Ga., inclusive..150 131 119 96 82 66 
Wan, is. db b0600050004650 084556065 147 128 116 93 79 64 
Smite, GA cescccccvevodcssevccsiocus 141 124 111 90 76 61 
Albany, Ga@, ....-. o}-baabaas dss inate te. tf. oe. & 63 


8. Rates from Louisville to Albany, Ga. 

Route: Louisville & Nashville Railroad to Montgom- 
ery; Seaboard Air Line Railway to Albany; 650 miles. 

Rates: The rates to stations on this line north of 
Richland, Ga., are shown in section 5 of subdivision D. 

The rates to stations on the Seaboard Air Line Rail- 


way, Richland to Albany, are shown below: 

Louisville, Ky., to— 1 2 3 4 5 6 
Richins Gs: « csseedsaes et ndens omnes 137 120 109 90 74 58 
KS Is . 2s dial ae sk 0.40 behinene 139 123 111 91 75 59 
WW OGRE ME See's saPhws decase cuss ours 141 124 112 93 77 659 
Pastas Git. a snbad ends o0.cttvkanves 143 125 112 91 76 61 
Sass . Uvuctes eels ce ciscbhacsanel 138 121 109 88 74 60 
AIG Ge ein’d cvh do ch chao} Ede 123 107 96 78 65 52 


9. Rates from Cincinnati to Montgomery. 

Route: Cincinnati, New Orleans & Texas Pacific Rail- 
way to Chattanooga; Southern Railway to Atlanta; Atlanta 
& West Point Railroad and Western Railway of Alabama 
to Montgomery; 667 miles. 

Rates: The rates to stations on this route north of 
Atlanta are shown in section 8 of subdivision D. 

Below are shown the rates from Cincinnati to the 
stations on the Atlanta & West Point Railroad and the 
Western Railway of Alabama, Atlanta to Montgomery: 


Cincinnati, Ohio, to— 1 2 3 4 5 6 
A CUR EE aa caws 464d 606 dnene cae 98 87 78 63 62 41 
Men conedccbeseewsveweadnss 114 101 91 73 61 49 
Red OWN; GOs... .ccccessetbecndssecete 116 103 93 75 63 50 
Fat 6 ks 0 0 kb ena es be aeadaus 118 105 94 77% 64 «61 
Pa 4 Ane shcubetcsiedne eon 120 107 96 79 65 ~52 
COWIE Bis Ford Ui iw caddie dab theee ee 122 108 97 80 66 52 
MORI MD aivsin cove be see cob enasveNe 124 110 99 82 67 53 
NOW EEE un cbv'dcck ccbcccbbdect’décse 125 111 100 83 68 53 
MesG ie bed 606404658 Cbseabiaeen 127 113 102 84 69 54 
Gea. vec cesewsesssesuendsat 128 114 103 85 70 54 
TSR as, dine cimsnetecbius. cues 130 116 104 86 71 55 
Hoge ee acucaddcodhétiaobue é 131 117 105 87 71 55 
LOU GH Ch cbs Beha sb 0 cdishérscedincs 133 119 106 88 72 56 
Lagrange, LW dene 409 es Och eeemunees 134 120 107 89 72 56 
lixie, Ga. 


Sneseewensescccoses eseces 120 107 88 72 56 
ee ° 119 107 88 73 57 
116 105 85 67 652 


Cannonville, Ga, 
West Point, Ga. 





Neekin, BRS oii ob Wes péviccdeeseseneee 113 102 83 69 £56 
CUMBI ed 0.0. bones ca benceus anne 125 110 99 81 68 54 
ADE SS cy bc ceén decease eehaan 123 108 97 78 66 52 
Opel, © Mai: 2b) v-0.cid #0 Ratiosa 003450 50N 113 100 91 7 461 «49 
Witte We. 35 cide sadbucctacpasacts 123 108 97 78 66 £52 
LOGCRERORE, AIG. «6 ccwevitccece cocdeu 125 110 99 81 68 £54 
NGGRI AEs n.04.2b.cbdieisn cumwe.o ea 128 113 102 83 69 56 
CHERMIT AEE, 380 0% a cnatcabepawse ceaae 135 119 107 85 70 58 
Frage eo bsacvsoupeues oeUoues 143 119 106 84 69 57 
HOPRGs -FaIRe cc ce ccccccsscncveeves 130 116 104 83 68 £456 
GOOG PI Ms. once Sivdces er sscvads 126 123 102 82 67 55 


Browns, Ala. 
Mount Meigs, Ala. 
Tippecanoe, Ala. 


MoOmtgee,, Ba soe woe 6 Hec seb eee vue 108 97 88 70 57 47 


10. Rates from Louisville to Montgomery. 

Route: Louisville & Nashville Railroad; 491 miles. 

The rates to intermediate stations on this line are 
shown in section 5 of subdivision D. 

ll. Rates from Cincinnati to Selma. 

Route: Cincinnati, New Orleans & Texas Pacific Rail- 
way to Chattanooga; Alabama Great Southern Railroad to 
Birmingham; Southern Railway to Selma; 590 miles. 

Rates: Below are shown the rates from Cincinnati 


to all stations on the Southern Railway, Birmingham to 
Selma: 
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Cincinnati, Ohio, to— 1 2 3 4 5 





6 
Birmnimgmeem, BIR 26 ioc. i ivvetteveees 79 68 55 47 36 
Mobile Junction, Ala. .. 103 90 75 64 49 
Gee, dl. csccwngnccs 107 94 78 67 650 
jurnee Junction, Ala. Se TF 7. O22. 
Ce, MN a cukaandt «sek o0ed eeu thie aoe. Se... Sec. eee 
ee, Cia ehvacdechicecdabectn 115 102 86 7 £54 
DE Ms <6 inn ck nannestncndunancs 110 88 81 72 654 
We A, decQdeassedeceencekse tn 115 102 86 75 64 
IR. nc ccis cava heeRK ewes 113 92 83 #7 & 
Ls on tae ihnedis pment ewan oe ee 
We: BNR ells tadeviweissd buci%e 118 96 88 80 63 
ee 5 eae 110 96 86 7 55 
EE hos pa shanesnee opwonge 125 112 95 77 60 
ce eee ae reer 121 110 90 74 60 
ORR: Os ho 4 cath 6 dnb Kan eeades 121 110 9 74 © 
DUP, UR 085 ch ve eevesiscalges 117 106 86 71 5&9 
Bans Tee bike bh oss dese edarantaeh'’ss 108 97 88 70 S&T q 


12. Rates from Louisville to Selma. 


Route: Louisville & Nashville Railroad to Mont- 
gomery; Western Railway of Alabama to Selma; 541 
miles. 

Rates: Below are shown the rates from Louisville 


to stations on the Western Railway of Alabama, Montgom- 
ery to Selma: 


Louisville, Ky., to— 1 2 3 4 5 6 
DOANE BIE. | hope co 0cccrepeace 98 87 78 62 60 41 
SO, ME” ls 6 baw ec on saueubes es 120 107 96 78 64 652 
ee SARE, ois svbie's ose «i OO 123 110 99 80 65 64 
WS. UN, “yckigsoce ceentedngens 126 113 102 82 67 6&5 
pO ee Perr re ee 123 110 99 80 65 54 
E.R. cocksos c0est bese eeehiine ant 120 107 96 78 64 652 
NR Sa onc cae e'cgantascasd se anes 98. 87 78 62 SO 4] 


13. Rates from Cincinnati to Chattanooga. 


Route: Cincinnati, New Orleans & Texas Pacific Rail- 
way; 338 miles. 
Rates: Below are shown the rates from Cincinnati 


to representative stations on the Cincinnati, New Orleans 
& Texas Pacific Railway between Cincinnati and Chatta- 
nooga: 

Cincinnati, Ohio, to— 1 2 3 4 5 6 
Glen Mary, Tem, ...ccccccscccvccece 67 58 55 41 35 2 
Lancing, Tem. ..cccscsccccscscccccccse 70 663206—6CUCG6TltCSC TCD 


Harriman Junction, Tenn. .......... 76 65 67 47 40 30 
Chattanooga, Tenn. ...--.ccerceccese 70 60 53 44 38 29 


14. Rates from Louisville to Chattanooga. 

Route: Louisville & Nashville Railroad to Nashville; 
Nashville, Chattanooga & St. Louis Railway to Chatta- 
nooga; 337 miles. 

Rates: Below are shown the rates from Louisville to 
representative stations on the Nashville, Chattanooga & 
St. Louis Railway between Nashville and Chattanooga: 


Louisville, Ky., to— 1 2 3 4 5 6 
Marfraesboro, TERM: «oc. cranes .ccses. 63 654 46 40- 34 30 
Wises, WOM. oo ceed veces wcsees 68 58 50 43 37 33 
Fosterville, Tenn. ......... etn tee ee 69 59 51 44 38 34 
TO . E.R ere veevecctnesscas 70 60 52 45 39 46385 
Weartrmme, TOR. - 2606s cc cicscrccvce 7 ¢1 688 4 40 
Es 0 tide enstnendereriemes 73 63 55 48 42 38 
re re errr. Loe 73 #638 6&6 48 4 88 


Tullahoma, Tenn. 
Estill Springs, Tenn. 
Decherd, Tenn. 


Rockledge, Tenn. «0... sersvcccvcios 83 73 65 56 48 40 
Bass, ‘Ala. Sshthsatecubss Gs seabscbine 4 87 77 68 58 48 40 
Stevenson, Ala. «......ccscsscscessvce 88 78 68 58 48 40 
Carpenter, Ala. .......esceseecnerees 88 78 68 58 Sl 4 


Shellmond, Ala. 
Ladd, Tenn. 

Hooker, Tenn. 
Wauhatchie, Tenn. 
Chattanooga, Tenn. 


The Defense. 

The defense of the carriers for the maintenance of 
lower rates from Cincinnati and Louisville to Augusta, 
Macon, Columbus, Albany, Montgomery, Selma and Chat- 
tanooga than are concurrently applicable on like traffic to 
intermediate points rests upon the following grounds: 

1. It is alleged that the rates to each of the river 
points named have been depressed through the influence 
of water competition, rail competition, competition of 
markets of distribution and competition of markets of 
supply. 

2. That they are subnormal. 
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3. That they pay more than the additional cost of 
handling. 

4. That the rates to the intermediate points are not 
unreasonable. , 

(a) Augusta, Ga.: Augusta takes the same rates 
from all the Ohio River crossings, including Louisville 
and Cincinnati. It is 642 miles from Cincinnati and 650 
miles from Louisville. While there is a possible all-water 
route via the Ohio and Mississippi rivers, the Gulf of Mex- 
ico, Atlantic Ocean and the Savannah River from each of 
these Ohio River crossings to Augusta, there is no testi- 
mony to indicate that any freight ever moves all-water 
or that this route has any effect whatever in influencing 
the ievel of rates at Augusta. The testimony shows, how- 
ever, that the trunk lines operating through the north 
Atlantic ports and by ocean steamers thence furnish a 
rail-and-water service to Augusta that has a material effect 
upon the rates to that point. 

The rates from various points north of the Ohio River 
on a number of representative commodities are lower by 
the north Atlantic ports and ocean thence to Savannah or 
Charleston, and rail thence to Augusta, than by the all-rail 
lines operating through the Ohio River cities. Among 
these commodities are starch and telephone and telegraph 
cable from Chicago; woven-wire fencing from Pittsburgh, 
Pa., and Youngstown, O.; special iron and steel articles 
from Erie and Pittsburgh and Youngstown; and dried 
beans from Michigan. The testimony shows that a material 
amount of the freight, particularly of the heavier articles 
moving from the Ohio River cities and the points north 
thereof to Augusta, now moves by the north Atlantic ports 
and ocean. This movement is increasing, and any material 
increase in the all-rail rates will have the effect of divert- 
ing to other routes a larger percentage of the traffic. 

The competition of Augusta as a distributing market 
as against Savannah, Charleston, Macon, Athens and 
Atlanta has had an important influence in depressing the 
rates to Augusta. Another potent cause for the depression 
of rates to Augusta from the Ohio River cities is the com- 
petition of carriers serving eastern markets of supply. 
The rates from New York City to Augusta have been 
depressed through the competition of steamers on the 
Atlantic Ocean and the Savannah River. The low level 
of rates from the eastern cities to Augusta has induced a 
correspondingly low level of rates from the west. In 
meeting this competition of eastern carriers at Augusta 
by the western carriers, it has been done consistently by 
meeting such competition not only at Augusta, but at 
all intermediate points. 

We are of the opinion that the present level of rates 
from the Ohio River cities to Augusta has been and is 
now but little lower than the actual competition has 
necessitated. 

(b) The rates from Louisville and Cincinnati to 
Macon have been influenced by the rates made over the rail 
and water routes through the north Atlantic ports, by the 
competition of carriers serving other distributing markets, 
notably Columbus, Atlanta and Augusta, and by the com- 
petition of carriers serving Macon from the eastern cities. 
The testimony shows that the rates on a number of rep- 
resentative commodities from points north of the Ohio 
River to Macon via north Atlantic ports are lower than 
the all-rail rates via the Ohio River cities, and that an 
important tonnage, particularly of the heavier articles, is 
moving by the ocean and rail routes. It is earnestly 
represented by the testimony and urged through briefs 
that the rates from the Ohio River cities to Macon are 
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in a large measure controlled by the competition of the 
carriers serving the eastern cities. 

The rates on the first six classes from New York to 
Macon are almost exactly the same as the rates from the 
Ohio River. The rates from the Ohio River, however, to 
stations between Macon and Columbus are considerably 
in excess of the rates to the corresponding stations from 
New York. Of these points, Pasehal, Ga., is a representa- 
tive point with rates from New York of— 

125 111 98 81 67 54 
from Louisville, 

136 119 107 89 73 58 
It is evident that the carriers, though meeting at Macon 
the competition felt at that point, by the maintenance of 
a parity of rates between the west and the east, have not 
considered it necessary to maintain any such parity in 
the rates made to intermediate points. The competition 
of the eastern carriers is not met at these points and 
undue discrimination must result. 

In the maintenance of rates from Cincinnati to Macon, 
the rates to ail intermediate points between Atlanta and 
Macon are practically on a parity with the rates from the 
east except at McDonough, Ga. The rates to McDonough 
from New York are— 


114 98 86 73 60 49 


from Cincinnati— 


128 113 102 84 70 55 


The rates from New York to McDonough are the rates 
other competitive points in Georgia. The reductions made 
which prior to 1905 were applied to Atlanta and many 
to Atlanta in 1905 were not made to McDonough. McDon- 
ough was reduced to the Atlanta basis by the East Ten- 
nessee & Georgia Railroad extending from Brunswick 
through McDonough to Bristol, Tenn. McDonough was 
a junction point between the last-named railroad and the 
Georgia Midland & Gulf Railroad extending from McDon- 
ough to Columbus, Ga., through Griffin. Both of these 
roads have since been absorbed by the Southern Railway, 
and that carrier has continued the rates to McDonough 
from the east which it may be said to have inherited from 
its predecessor. As the rates now stand there is no pres- 
ent competitive necessity for their continuance. They 
are unduly preferential, inconsistent and out of line with 
rates to other points similarly situated. 

(c) The rates from Louisville and Cincinnati to Co- 
lumbus have been influenced by the water routes avail 
able via the Ohio and Mississippi rivers, the Gulf of Mex- 
ico and the Apalachicola and Chattahoochee rivers. The) 
have been brought to their present level by the combined 
influence of water competition, competition of other mar 
kets of distribution, and the competition of the eastern car- 
riers. The record shows an active steamboat service on 
the rivers from Apalachicola to Columbus and a movement 
of considerable freight by boats to that point. This freight 
originates at various points along the Gulf coast, the Mis- 
sippi River and as far north as Chicago. The competition 
of the eastern carriers at Columbus is met by the western 
carriers at that point operating from Louisville, as shown 
by the rates to Columbus, Ga.. from— 

Wr ee Ss oak cckes cater nkeesd 105 93 83 68 56 44 
Tavis, TP. cad wees sd twas Geidis 103 90 81 65 54 43 

It is seen that the carriers from Louisville more than 
meet the rates from New York. The rates to intermediate 
points between Birmingham and Columbus are in some in 
stances higher than, but in most instances correspond at 
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the high-rated points with, the rates to the corresponding 
points from New York. The rates from Cincinati to Co 
lumbus are higher than the rates from New York by 8, 7, 
8, 5, 5 amd 5 cents per 100 pounds on classes one to six. 
The rates from Cincinnati, however, to points between 
Atlanta and Columbus are not higher than the rates from 
New York on the corresponding classes to the same des- 
tinations. 

(d) Albany, Ga. The situation at Albany differs in 
some degree from that at Columbus. We have seen in 
subdivision G that such water competition as exists at that 
point is rather inconsequential in character and in no sense 
controlling. We have held in the same subdivision that 
justification does not exist for the maintenance of lower 
rates to Albany from eastern cities than are maintained 
at intermediate points. The reasons that have brought 
about the present level of rates to Albany from the Ohio 
River cities are the competition of eastern carriers serv- 
ing Albany and the competition of other nearby distribut- 
ing centers. No justification exists for making lower rates 
to Albany from the Ohio River cities than are accorded 
to intermediate points. 

(e) Montgomery and Selma, Ala. The rates from the 
Ohio River crossings to Montgomery and Selma have been 
depressed through the combined influence of water, rail 
and market competition. The primary cause, however, for 
the present level of rates from the Ohio River cities to 
these points is the water competition on the Alabama River. 
The low rates from the Ohio River to Mobile and the water 
rates from Mobile to Montgomery and Selma produce 
totals that cannot be greatly exceeded by the direct all-rail 
lines. The class rates from the Ohio River to both Mont- 
gomery and Selma are slightly less than the combination 
rates that can be obtained by adding the rates to Mobile 
to the water rates from Mobile to these points. There are 
approximately 350 special commodity rates from the Ohio 
River cities and St. Louis to these points. Of these com- 
modity rates approximately 10 per cent are in excess of 
the combination rates made by taking rail rates to Mobile 
and adding thereto the water rates to Montgomery. 

As the rates now stand, the testimony is fairly con- 
vincing that they represent practically all that the carriers 
can get out of the traffic, and that any material increase 
in these rates would have the effect of diverting a sub- 
stantial amount of traffic from the rail lines. 

(f) Chattanooga, Tenn. Chattanooga is located on 
the Tennessee River 338 miles south of Cincinnati, 337 
miles southeast of Louisville, 151 miles south of Nashville 
and 313 miles east of Memphis. The city had a population 
in 1910 of 44,604. It is served by the following-named 
railroads: Alabama Great Southern Railroad; Central of 
Georgia Railway; Cincinnati, New Orleans & Texas Pacific 
Railway; Nashville, Chattanooga & St. Louis Railway; 
Southern Railway; Tennessee, Alabama & Georgia Railroad 
and Western & Atlantic Railroad. 

The present level of rates from Cincinnati and Louis- 
ville to Chattanooga is the direct result of an opinion and 
order of the Commission in the case of Receivers & Ship- 
pers’ Assn. of Cincinnati vs, C., N. O. & T. P. Ry., 18 L. C. 
C., 440 [The Traffic World, May 28, 1910, p. 682]. In that 
case the Commission found the rates from Cincinnati to 
Chattanooga unreasonable. These rates on the first six 
classes were as follows: 

76 65 57 47 40 30 

These rates were applied as maxima at intermediate 

points on this line between Cincinnati and Chattanooga. 


The rates established by the Commission were: 
70 60 53 44 38 29 
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These rates established by the Commission were pub- 
lished by the carriers applicable to Chattanooga, but were 
not made applicable to intermediate points. The rates to 
these intermediate points continued on the higher basis, 
with the result that contravention of the long-and-short- 
haul rule of the fourth section was brought about. 

The rates from Louisville to Chattanooga are the same 
as from Cincinnati, and were depressed in order to preserve 
the parity of rates between Louisville and Cincinnati which 
existed prior to the reduction brought about by the de- 
cision in the above-named case. The rates from Louisville 
to Chattanooga were prior to the decision violative of the 
long-and-short-haul rule, higher rates being carried to in- 
termediate points. When the reductions were made to 
Chattanooga, no reductions were made to the intermediate 
points, and consequent increase in disparity between the 
rates to Chattanooga and the intermediate points resulted. 

Are these rates from Cincinnati and Louisville to Au- 
gusta, Macon, Columbus, Albany, Montgomery, Selma and 
Chattanooga subnormal? 

Below are shown the distances and rates from Louis- 
ville and Cincinnati to each of the seven points named: 


; Miles. 1 2 3 4 5 6 
Cincinnati to Augusta ......... 642 103 90 81 65 54 43 
Louisville TSE. cade cent 650 103 90 81 65 54 43 
Cincinnati to Macon ........... 580 103 90 81 65 54 48 
Louisville to Macon ........... 647 103 90 81 65 54 43 
Cincinnati to Columbus ........ 618 103 100 91 73 61 49 
Louisville to Columbus ........ 547 103 90 81 65 5654 48 
Cincinnati to Albany .......... 680 123 107 96 78 65 653 
Louisville to Albany ........... 650 123 107 96 78 65 £652 
Cincinnati to Montgomery...... 667 108 97 88 70 57 47 
Louisville to Montgomery ...... ao 88 7 BRB & B. = 
Cincinnati to Selma ............ 590 108 97 88 70 «#657 0~—(47 
Louisville to Selma.............541 98 87 78 62 50 41 
Cincinnati to Chattanooga ..... 338 70 60 53 44 38 29 
Louisville to Chattanooga...... 338 70 60 53 44 38 29 


The rates from Louisville to Augusta, Macon and Col- 
umbus and from Cincinnati to Augusta and Macon are 
approximately equal to the average rates made to non- 
competitive points in southestern territory over distances 
of 350 miles. The rates from Cincinnati to Columbus are 
approximately equal to the average rates made over two- 
line hauls in this territory for distances of 425 miles. The 
rates from Cincinnati and Louisville to Albany are approxi- 
mately equal to the average rates made over two-line hauls 
of 450 miles. The rates from Louisville to Montgomery 
and Selma are but little in excess of the average rates made 
over two-line hauls of 300 miles. The rates from Cincin- 
nati to Selma and Montgomery are approximately equal te 
the average rates made over two-line hauls of 400 miles, - 
The rates to Chattanooga from both Louisville and Cin. 
cinnati are evidently less than the average rates for like 
distances to non-competitive points in the southern terri- 
tory. In comparison with rates to non-competitive points 
in southern territory, the rates from the Ohio River cross- 
ings to all of the seven river points named may be con- 
sidered as subnormal. : 

They all, without doubt, pay more than the additional 
cost of handling. 

Are the rates to the intermediate points unreasonable? 

(a) The rates from Cincinnati to stations on the 
Charleston & Western Carolina Railroad intermediate to 
Augusta are blanket rates covering a territory approxi- 
mately 200 miles in width. The center of this blanket is 
about 550 miles from Cincinnati. The rates to all stations 
so blanketed are— 


116 107 86 67 55 50 


These rates are markedly less than average rates over 
two-line hauls for like distances in this territory, as shown 
from Exhibit No. 117. 

The rates from Louisville to stations on the Georgia 
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Railroad between Atlanta and Augusta reach a maximum at 
Buckhead, Ga., 554 miles from Louisville. The rates to 
Buckhead are— 
136 120 108 89 73 57 
Average rates made over two-line hauls for 550 miles 
in this territory, as shown from Exhibit No. 117, are— 


128 112 99 83 69 56 


The rates to Buckhead are considerably higher than these 
average rates. No reason is shown in this record that 
justifies the maintenance of a higher scale to these points. 
We are of the opinion that so long as lower rates are main- 
tained to more distant points, the rates from Louisville to 
Buckhead and other points in the same vicinity are un- 
justly discriminatory to the extent that they exceed the 
average rates made over two-line hauls in this territory for 
dike distances, as shown from Exhibit No. 117. 

(b) On the route, Cincinnati to Macon, the rates to 
stations north of Atlanta are discussed in subdivision L of 
this report. South of Atlanta the route is over the South- 
ern Railway. The rates reach a maximum at Bibb, Ga., 540 
miles from Cincinnati. The rates to Bibb are— 


136 120 109 90 74 57 


The rates to Bibb compare closely with the rates to Buck- 
head on the Georgia Railroad. The distances are approxi- 
mately the same, and the same conclusion should be ex- 
pressed concerning the rates to Bibb as has just been stated 
with reference to the rates to Buckhead. 

The route from Louisville to Macon is through Bir- 
mingham and Columbus. The rates to stations north of 
Birmingham are discussed in subdivision L. The rates to 
stations between Birmingham and Columbus are discussed 
in paragraph (c) of this subdivision. The rates to sta- 
tions between Columbus and Macon reach a maximum at 
Butler, Ga., 597 miles from Louisville. The rates to Butler 


are— 
141 124 112 93 17 59 
Average rates over two-line hauls for 600 miles as shown 


from Exhibit No. 117 are 
131 114 161 85 70 58 


We have seen that the principal reason for the level 
of rates now maintained from Cincinnati and Louisville 
to Macon is the competition of the eastern carriers met at 
that point. We have stated that the carriers in seeking to 
meet this competition must do so consistently by meeting 
in the same degree the competition found at intermediate 
points. Inasmuch as the rates from Louisville to Macon 
do not exceed the rates from New York to that point, the 
rates from Louisville to stations between Columbus and 
Macon should not exceed the rates from New York to 
the same stations. The highest rates from New York to 
any of these intermediate stations are— 

125 111 98 81 67 54 
To the extent that these rates from Louisville to inter- 
mediate stations between Columbus and Macon exceed the 
figures just named, they are unjustly discriminatory and 
should be corrected. One of these intermediate stations is 
Fort Valley, Ga., taking rates from New York of— 


114 98 86 ° 73 60 49 


These are the rates that applied to Atlanta prior to 1905, 
and their history is similar to the history of the rates to 
McDonough, Ga., heretofore described. There is no present 
competitive reason for the maintenance of these rates to 
Fort Valley. They have the effect of constituting undue 
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preference to that point and undue prejudice against othe: 
points. 

(c) The rates from Cincinnati to stations between 
McDonough, Ga., and Columbus reach a maximum at Wood 
bury, Ga., 51 miles north of Columbus and 567 miles from 
Cincinnati. The rates to Woodbury are— 


141 124 112 93 77 59 


These rates exceed the average rates for like distances over 
two-line hauls, as shown from Exhibit No. 117, by 13, 12, 
13, 10, 8 and 3 cents per 100 pounds on classes one to 
six. If lower rates are continued to Columbus, the rates 
to Woodbury and to all stations on the line from McDon- 
ough to Columbus must not exceed the average rates for 
like distances over two-line hauls as shown from Exhibit 
No. 117. 

The rates from Louisville to stations between Birming- 
ham and Columbus reach a maximum at Dadeville, Ala., 
488 miles from Louisville. The rates to Dadeville are— 


138 118 98 82 68 53 


The rates to Dadeville and other stations in the same vi- 
cinity exceed by substantial amounts the average rates 
made over two-line hauls for like distances as shown from 
Exhibit No. 117, and to the extent that they exceed such 
average rates we consider them unreasonable as compared 
with the lower rates to the more distant points. 

(d) On the route from Cincinnati to Albany the line 
selected passes through Cordele, Ga. The rates to stations 
intermediate to Cordele are discussed in subdivision L 
of this report. Between Cordele and Albany the rates 
reach a maximum at Warwick, Ga., 23 miles north of 
Albany and 657 miles from Cincinnati. The rates from 
Cincinnati to Warwick are— 


150 131 119 96 82 66 


The average rates made over two-line hauls for 650 miles, 
as shown from Exhibit No. 117, are— 


137 118 106 90 74 60 


The rates to Warwick are made over a four-line haul, and 
being so made may properly be slightly higher than the 
average rates made over two-line hauls in this territory. 
We are of the opinion that so long as lower rates are 
continued to more distant points, these rates should not 
exceed— 

140 120 108 92 75 61 


The rates from Louisville to stations on the Seaboard 
Air Line, Montgomery to Albany, reach a maximum at 
Pittsview and Cottonton, Ala., 562 miles from Louisville. 
The rates to these two stations are— 

151 133 122 102 87 65 


The average rates made for like distances over two-line 
hauls as shown from Exhibit No. 117 are— 


128 112 99 83 69 56 


We are of the opinion that these rates from Louisville to 
stations on the Seaboard Air Line between Montgomery 
and Albany are unjustified to the extent that they exceed 
average rates made over two-line hauls for like distances, 
as shown from Exhibit No. 117. 

(e) The rates from Cincinnati to stations on the At- 
lanta & West Point Railroad and the Western Railway of 
Alabama between Atlanta and Montgomery reach a maxi: 
mum at La Grange, Ga. The rates to a number of th:se 
stations are practically the same. Of these higher-rated 
stations Cannonville, Ga., is fairly representative with raics 
from Cincinnati of— 


135 119 107 88 73 


or 
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Cannonville is 97 miles north of Montgomery and 570 miles 
from Cincinnati. The average rates made over two-line 
hauls for a like distance, as shown from Exhibit No. 117, 
are— 
130 113 100 84 69 57 

We are of the opinion that the rates to stations on the At- 
ianta & West Point Railroad north of West Point, Ga., 
should not in any case exceed the average rates made for 
like distances over two-line hauls as shown from Exhibit 
No, 117, and to the extent that they now exceed these aver- 
age rates, we consider them unjustly discriminatory, as 
compared with the lower rates to more distant points. 

The rates to stations on the Western Railway of Ala- 
bama, West Point to Montgomery, are not in excess of 
average rates, and do not appear to be unreasonable. 

The rates from Louisville to stations on the Louisville 
& Nashville Railroad north of Montgomery reach a maxi- 
mum at Mountain Creek, Ala., 463 miles from Louisville. 
The rates to Mountain Creek are— 


108 88 69 64 59 55 


These rates are considerably below the average rates made 
over one-line hauls for like distances, as shown from Ex- 
hibit No. 117, and do not appear to be unreasonable. 

(f) The rates from Cincinnati to stations on the 
Southern Railway, Birmingham to Selma, reach a maxi- 
mum at Stanton, Ala., 561 miles from Cincinnati. The 
rates to Stanton are— 

142 125 112 95 77 60 

The average rates made over two-line hauls of 550 

miles, as shown from Exhibit No. 117, are— 


128 112 99 83 69 56 


There is a depressed rate point on this line at Maplesville, 
Ala., a junction point of the Southern Railway with the 
Mobile & Ohio Railroad. Maplesville is 557 miles from 
Cincinnati and the following rates apply thereto: 


121 110 96 86 74 55 


These rates fairly correspond with average rates made 
for like distances over two-line hauls. In our opinion these 
rates should be observed as maxima at intermediate points. 
South of Maplesville the rates should not exceed the average 
rates made for like distances to non-competitive points in 
this territory, as shown from Exhibit No. 117. 

The rates from Louisville to points on the Western 
Railway of Alabama between Montgomery and Selma are 
made by combination on one of these competitive points. 
The maximum rate point is Whitehall, Ala., 516 miles from 
Louisville, with rates of— 

126 113 102 82 67 55 


These rates exceed to a slight degree, but on the whole 
correspond with, average rates over two-line hauls for 
like distances, and do not appear to be unreasonable. 

(g) On the route from Cincinnati to Chattanooga the 
stations from Harriman Junction, Tenn., south, are blank- 
eted with rates of— 

76 65 57 47 40 30 


In the opinion of the Commission in the case of the Cin- 
cinnati Receivers’ & Shippers’ Assn. vs. C., N. O. & T. P. R. 
R. Co., supra, these rates then applicable to Chattanooga 
were found to be unreasonable. This conclusion was based 
ipon a consideration of all the facts of record relative to 
traffic density, operating conditions, gross and net earnings 
ber car-mile of all the railroads operating from Cincinnati 
) Chattanooga. The rates found unreasonable when ap- 


plied to the longer haul to Chattanooga must be unreason- 
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able when applied to intermediate points. We are of the 
opinion that the rates applied to Chattanooga should not 
be exceeded at intermediate points on the line here 
considered. 

On the route from Louisville to Chattanooga the dis- 
tance is approximately the same, and the rates are ex- 
actly the same as the rates from Cincinnati. The rates to 
intermediate points, however, are substantially higher than 
the rates to intermediate points on the route from Cincin- 
nati. The maximum rate point on the Nashville, Chat- 
tanooga & St. Louis Railway is Carpenter, Tenn., 311 miles 
from Louisville. The rates to Carpenter are— 


88 78 68 58 51 44 


_ These rates are made over a two-line haul, as compared 


with the single-line haul of the Cincinnati, New Orleans & 
Texas Pacific Railroad from Cincinnati. The rates from 
Louisville to Chattanooga are made and kept on a parity 
with the rates from Cincinnati to Chattanooga on account 
of the market competition between Cincinnati and Louis- 
ville. We are of the opinion that the rates to intermediate 
points on the Nashville, Chattanooga & St. Louis Railway 
should not exceed the rates to Chattanooga. 
SUBDIVISION J. 

Rates from New York to Interior Basing Points: Atlanta, 
Ga., Birmingham, Ala., Athens, Cordele and Rome, 
Ga., Meridian and Jackson, Miss: 

1. Rates from New York to Atlanta. 

Route: Ocean Steamship Co. of Savannah to Savan- 
nah; Central of Georgia Railway, Savannah to Atlanta; 
constructive mileage, 544. 

Rates: The rates to stations on the Central of Georgia 
Railway, Savannah to Macon, are shown in sections 1 and 3 
of subdivision G. 

Below are shown the rates from New York to stations 
on the Central of Georgia Railway between Macon and 
Atlanta: 

New York, N. Y., to— 1 2 3 4 5 6 
Macon, Ga. 


Rivoli, Ga. 
Lorane, Ga. 


BOUNGRTONS, GO. 2. ceeds cseccccescces 125 111 98 81 67 6&4 
GOERS ASM. onc bend bd c clanisis cctces> 114 98 86 73 60 49 
RN A, ewes ncives seceptassoane 126 111 98 81 67 6&4 
ATIANER, GO. isccccicccwsssccovvccese 10 93 83 68 656 44 


2. Rates from New York to Birmingham. 

Route: Clyde Line to Charleston; Southern Railway, 
Charleston to Augusta; Georgia Railroad, Augusta to At- 
lanta; Southern Railway, Atlanta to Birmingham; con- 
structive mileage, 729. 

Rates: Below are shown the rates to all stations on 
the Southern Railway, Atlanta to Birmingham: 

New York, N. Y., to— 1 2 3 4 5 - 


ARIA, CBG, ino tic beteacesccccectases « 105 938 83 68 56 44 
OORGRER, GR. 66 oer sce cccccwoveiscesis 125 111 98 81 67 54 
Mableton, GG. .....cccccccccccceseces 126 107 96 81 66 653 
RUT, GIB vice cece ccs cvteecescvstece 130 113 98 83 68 655 





Anniston, Ala. 
AR, ses pb cp dca 
Birmingham, Ala. 


3. Rates from New York to Athens, Ga, 

Route: Ocean Steamship Co. of Savannah to Savan- 
nah; Central of Georgia Railway, Savannah to Athens; 546 
constructive miles. 

Rates: The rates to intermediate stations on this 
route, Savannah to Macon, have been shown in sections 1 
and 3 of subdivision G. 

Below are shown the rates to all stations on the Cen- 
tral of Georgia Railway, Macon to Athens, Ga.: 


New York, N. Y., to— 1 2 3 4 5 6 
NN ia ic abit alae o'ets > oMesail 102 91 81 66 55 43 
Wee We WR ng cn dcheceesetewn cade 117 105 94 7606=Co64—Cté«*@‘AL 
ee aaa AS Gade i Cae es 125 111 99 81 69 5&4 
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an oes gee ee Pinos tube cee 127 114 101 84 70 56 
Pe. .,ccugike éOtb ba veneer é 130 116 104 86 71 56 
ET PRY RS oy ee ee 135 12 106 89 71 56 
OE Ee, akg noleWeawiccccsépe 138 22 107 89 71 56 
iS DTS nS sss O'S tar 0 tte. Ao wk Sd 132 117 105 88 71 56 
Ce ok. thawte setae crass 138 122 107 89 71 56 
Me ws Selb ae aweds-« cMay Ukaee 139 123 111 93 76 59 
Sk 5 AN er 140 123 107 89 71 56 
ene, GE, ..iscceceladssoccresches te 20 a” 3 56 
TR, ols 50 pid cb ECE RA Oo CRA Mty Op 128 113 102 83 70 55 
Oe ev eace wane 25 111 99 81 67 54 
~ T, 40 S00. eevee ede vhs cae 120 107 96 78 65 52 
RS ke nD ge a oS oe bono 105 93 83 68 56 4t 


4. Rates from New York to Cordele, Ga. 

Route: Ocean Steamship Co. of Savannah to Savan- 
nah; Seaboard Air Line Railway, Savannah to Cordele; 
constructive mileage, 418. 

Rates: The rates from New York to stations on the 


Seaboard Air Line Railway, Savannah to Cordele, are shown ° 


in section 5 of subdivision G. 

5. Rates from New York to Rome, Ga. 

Route: Old Dominion Steamship Co. to Norfolk; 
Southern Railway through Atlanta to Rome; constructive 
mileage, 850. 

Rates: Below are shown the rates from New York 
to all stations on the Southern Railway, Greensboro, N. C., 
to Rome: 


New York, N. Y., to— 1 2 3 4 5 6 
SRE OS a a ee 88 7 65 61 45 35 
Pn: Me Oss piece a tebcesscvsdies 91 80 67 53 46 36 
EE el eds re ca les on-emebe be’ 103 92 79 65 54 43 
I ET Moe ons 0 cae bas 8 i'aelen tie ae 107 101 83 67 56 51 
OE CEs ties wives vine Seed 108 98 84 68 57 49 
EE pee ea ee oe 112 98 85 70 58 49 
i AMY os. Sain ste SU ee lb >.5 ana 114 98 86 73 60 49 
MN oe, a's Gacewuk Be camer 105 «= 93 83 68 56 44 
i A Ne Oey ca aaa eae ra 114 98 86 73 60 £49 
ERS RE ee we a 105 93 83 68 56 44 
CN ok aed 0 cisind aia he Eee e 126 107 96 81 66 53 
MS oe eerie. ch ob ecabacn een 133 117 102 7 8 @ 
Chambers, Ga. .....cccccccccccccciees 120 107 96 78 65 52 
a cotta de hn OAa aE 105 93 83 68 56 44 


6. Rates from New York to Meridian, Miss. 

Route: Old Dominion Steamship Co. to Norfolk; 
Southern Railway, Norfolk to Birmingham; Alabama Great 
Southern Railroad, Birmingham to Meridian, 882 construc- 
tive miles. 

Rates: The rates to stations on the Southern Railway 
from Greensboro, N. C., to Birmingham have been shown 
in sections 5 and 2 of this subdivision. 

Below are shown the rates from New York to all sta- 
tions on the Alabama Great Southern Railroad, Birming- 


ham to Meridian: 
New York, N. Y., to 


1 2 3 { 5 6 
Birmingham. Ala. ........... Se R24 98 86 73 60 49 
eo. on wk dd en etieels 129 111 97 R2 67 55 
Mn 2 ubasdaed vee hee ee 6a h 37 118 103 a "wa 58.5 
| MRS ao ates cs ev cle aes Daa eh 143 123 107 90 75 61 
SES EE ee re ee 147 128 110 92 77 63.5 
nO’ ME: . Cock ecdebohesh os 138 120 102 ”6hlUelhUlU 
ES IS ere eee ee 147 128 110 ae 
RRS cabal. bald die ind Ol 04 0,400.8 2h Oke 155 135 116 97 82 67.5 
PCE, ‘ease ees ewksrtbectcatese 169 145 124.5 103 88 71.5 
te Mi ceheshésedes anode dade é 167 143 123 102 87 71 
Ten. able ods ik taenne o4 hee 161 138 119 99 84 68.5 
sons. shin sa pelts nega nei era 155 133 115 96 81 66 
i: Mn. 9.) cas saneeecha eae 149 128 111 oS. > 3 Cas 
te. toes cad ae ckmatee he baa 143 123 107 90 75 61 
2 Job 5 cnatin sin caspase eden 137 118 103 S87 72 68.5 
i Ce, MEM, 2: cove sees peeetens 129 111 97 82 67 55 
I, DROS. cc oc bees cath davades 114 98 86 73 ~=660 49 


7. Rates from New York to Jackson, Miss. 

Route: Old Dominion Steamship Co. to Norfolk; South- 
ern Railway, Norfolk to Birmingham; Alabama Great 
Southern Railroad, Birmingham to Meridian; Alabama & 
Vicksburg Railway, Meridian to Jackson; 978 constructive 
miles. 

Rates: Below are shown the rates to all stations on the 
Alabama & Vicksburg Railway between Meridian and 
Jackson: 

New York, N. Y., to- 


1 2 3 4 5 6 
I aide Nae ag Sd a4 +86)...» 33. = OB -* 
Ss co wk as cawe cepeege eee 2ae fe. . ee 
RC naa d wale ob 6 sb oe dba 34 115 101 83 69 55 
Ry WN ee ates ete oe L 169 148 122 98 82 70 
ES aed es eeaee a : 83 
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8. Rates from New York to Jackson, via New Orleans. 

Route: Morgan Steamship Line, New York to New Or- 
leans; Illinois Central Railroad, New Orleans to Jackson. 

Rates: Below are shown the rates from New York to 
stations on the Illinois Central Railroad, New Orleans to 
Jackson: 


New York, N. Y., to— 1 2 3 4 5 6 
RE ee rene ee 70 60 50 40 35 30 
DS 2 nc sly nga oc oot vex bevnea 109 94 7 63 57 50 
ey ee ee eee 119 100 84 69 60 55 
I FM ng gn. os be 122 102 85 70 61 55 
ES Mb wic'o et 64g BCLS 0 wt. BN od es 6% 130 109 91 75 65 57 
SI, IN Tinitalhds « <idelases/e'm aie. 6a Ks 134. 332. ..338 . 77 ..@7-. 87 
DE ME o.guks wet sh eccanskcaee 134 114 94 78 67 57 


po tr re ee 142 118 98 81 71 62 
CE, on i whines oaew a eae 142 118 98 81 71 62 
SOD. E.G caer iliss con teacedceeyees 148 123 102 84 74 63 
SROs OM. Kho ven ied 0.60 Kite v¥d5 106 95 82 75 65 6 


THE DEFENSE. 


The defense of the carriers for the maintenance of 
lower rates from New York to Atlanta, Birmingham, Cor- 
dele, Athens, Rome, Meridian and Jackson than to inter- 
mediate points rests upon the following grounds: 

1. That the rates to each of the interior basing points 
named have been brought about through the influence of 
the competition of carriers, competition of rival markets 
of production, and rival markets of distribution. 

2. That these rates are subnormal. 

3. That they pay more than the additional cost of 
handling. 

4. That the rates to intermediate points are not 
unreasonable. 

(a) Atlanta, Ga. Atlanta is located in northwestern 
Georgia. It had a population in 1910 of 154,839. It is 
served by the following railroads: Atlanta & West Point 
Railroad; Atlanta, Birmingham & Atlantic Railroad: Cen 
tral of Georgia Railway; Georgia Railroad; Louisville & 
Nashville Railroad; Nashville, Chattanooga & St. Louis 
Railway; Seaboard Air Line Railway; Southern Railway, 
and Western & Atlantic Railroad (N., C. & St. L. Ry.). 

The distances to Atlanta from various centers of dis- 
tribution are as follows: 


Atlanta, Ga., 


from— Miles. 

New York, N. Y.... *544 Ocean S. S. Co. and C. of Ga. Ry. 

Cincinnati, O. ...... 474 C.N. O. & T. P. Ry. and N. C. & St 
; L. Ry. 

Louisville, Ky. ..... 473 Sou. Ry., C. N. O. & T. P. Ry. and 
5 N. C. & St. L. Ry. 

Evansville, Ind. ..... 445 L. & N. R. R. and N. C. & St. L. Ry 

Paducah, Ky. ...... 468 N. C. & St. L. Ry. ; 

CE i cena-soeses « 490 Ill. Cent. R. R. and N.C. & St. L. Ry 

Memphis, Tenn. .... 419 Sou. Ry. and N. C. & St. L. Ry. 

Nashville, Tenn. .... 288 N. C. & St. L. Ry. 

New Orleans, La..... 493 A. & W. P. R. R, W. of A. and 

L. & N. R. R. 

es 616 Southern Ry. 

Charleston, S. C...... 309 Sou. Ry. and Ga. R. R. 

Savannah, Ga, ...... 294 Central of Georgia Ry. 

Brunswick, Ga. ... 275 Southern Ry. 


*Constructive mileage. 
The rates on the numbered classes to Atlanta are as 
shown below: 


Atlanta, Ga., from— 1 2 3 4 5 6 
New York, N. Y., water and rail....105 93 83 68 56 44 
Baltimore, Md., water and rail...... 98 87 78 63 52 4 
CUE. a DU cobs dacceeasigoces 98 87 78 63 52 4 
Et GES ~ Shim Mckee 2.4 60's 0 views ie 98 87 78 63 52 4 
ME. ib cctvee sbewevydouecad 98 87 78 63 52 4} 
P.M, sk odtndewaets wok cody od 98 87 78 63 52 4 
RR es eee ee 98 87 78 3 52 4 
Me Co ORL Saeed aed 4506 121 106 95 75 62 4 
I i a ctkd tds cceotuhees 94 83 74 59 48 37 
ES ec Wes beccstencmee 94 eS se oe 
pao: a ee eee ee 94 83 74 59 48 


Approximately 160 special commodity rates are pub 
lished from each of these points of origin to Atlanta. 

We have seen that the present Central of Georgia 
Railroad was completed from Savannah to Macon in 1845 
In 1846 a railroad known as the Macon & Western was 
completed from Macon to what is now the site of Atlanta 
thus completing the communication between that point and 
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the sea at Savannah. In 1850 the state of Georgia com- 
pleted the road known as the Western & Atlantic from At- 
lanta to Chattanooga, Tenn., on the Tennessee River. This 
road is now leased by and operated as a part of the Nash- 
ville, Chattanooga & St. Louis Railway. The Nashville, 
Chattanooga & St. Louis Railway was completed in 1854 
from Chattanooga to Nashville on the Cumberland River. 
The Atlantic & West Point Railroad from Atlanta to 
West Point and the Western Railway of Alabama from 
West Point to Montgomery were completed in 1854, open- 
ing a route by means of these railroads and the Alabama 
River from Atlanta to the Gulf at Mobile. The Memphis 
and Charleston Railroad from Memphis to Chattanooga was 
completed in 1858, opening a route to the Mississippi River 
at Memphis by means of this railroad and the Western & 
Atlantic. The Louisville & Nashville Railroad was com- 
pleted in 1859 from Louisville to Nashville. Thus by 1860 
Atlanta had rail communication with the sea at Savannah, 
the Ohio River at Louisville, the Mississippi River at Mem- 
phis, and rail-and-water communication with the Gulf at 
Mobile. 

During the decade from 1850 to 1860 Atlanta became a 
distributing center of great consequence. It sold and dis- 
tributed in the year 1853 over $1,000,000 worth of goods 
and $3,000,000 worth in 1858. There was great rivalry 
among the various carriers for this trade. As various 
lines were built to Atlanta from time to time, it was made 
one of the termini for a number of different systems, and 
Atlanta is now one of the western termini of the Central 
of Georgia and the Atlanta, Birmingham & Atlantic. It 
is the western terminus of the Georgia Railroad. It is one 
of the southern termini of the Louisville & Nashville and 
the Nashville, Chattanooga & St. Louis, and the northern 
terminus of the Atlanta & West Point. The different rail- 
roads meeting at that point made it a point for the inter- 
change of traffic between the various lines. 

Prior to the establishment of through routes and joint 
rates, each railroad charged its local rate up to the junc- 
tion point and the delivering carrier charged its local rate 
from the junction to point of destination. In that way At- 
lanta became a basing point for traffic passing through it 
from Savannah and Charleston to points north, south and 
west, and became a basing point on traffic from the Ohio 
River, Memphis or New Orleans to points east. 

It is unnecessary for the purposes of this report to 
detail the various changes in the rates to Atlanta prior 
to 1879. The adjustment that took place that year resulted 
in the following rates: 

Atlanta, Ga., from 2 3 
New York, N. Y. 25 110 &5 
Baltimore, Md. 9 104 79 
Louisville, Ky. 9 104 79 
Cincinnati, Ohio 39 «121 93 

The opening of the Cincinnati Southern from Cincin- 
nati to Chattanooga brought about a new adjustment Sept. 
1, 1880, as follows: 

Atlanta, Ga., from— 3 4 5 5 
New York, N. Y. 26 94 81 65 49 
Baltimore, Md. c 89 76 61 46 
Louisville, Ky ¢ ) 89 76 61 46 
Cincinnati, Ohio ‘ 89 76 61 46 

The following year, Sept. 1, 1881, the 
were established: 


Atlanta, Ga., 
Baltimore, Mo. 85 5 6% 
Louisville, Ky. 85 : 68 
Cincinnati, Ohio é 8: é 6 


following rates 


from— 3 4 


On Sept. 1, 1882, a new adjustment was m 
3 


from— 2 : E 
108 F § < 49 
102 & : Dy 46 
Ky. 102 § 4 5s 46 
Ohio 8 102 § 1 5§ 46 


j Atlanta, Ga., 6 
New York, N. Y. 
Baltimore, Md. 
Louisville, 
Cincinnati, 
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On April 10, 1884, the following adjustment was made 
effective: 

Atlanta, Ga., from— é 5 6 
New York, N. Y., water and rail.... 49 
Baltimore, Md., water and rail $ 46 
Louisville, Ky., 10 46 
Cincinnati, Ohio, all rail 46 

The adjustment made in 1884 was preceded by com- 
plaints from Atlanta, Chattanooga, Rome, Macon, Columbus, 
Augusta, and perhaps other points. Augusta was com- 
plaining that shippers thereat could not compete with 
Charleston, although Augusta had lower rates than any 
other interior point in the South so far removed from the 
sea. Atlanta was complaining about competition with Au- 
gusta, Macon, Montgomery and other points. Macon was 
dissatisfied because it could not compete with Augusta 
and Savannah. Chattanooga was demanding the trunk 
lire Cincinnati rates. Many public meetings were held, at- 
tended by the representatives of the railways and the ship- 
pers, and the reductions in rates were the outgrowth of 
that discussion. The rates then established to Atianta 
from New York and Baltimore all-rail or water-and-rail 
through Norfolk were soon after applied as maxima at 
intermediate points, and the long-and-short-haul rule of the 
fourth section was observed by these lines as to these rates. 
Such, however, was not the case with the lines operating 
through the ports of Charleston and Savannah, although 
these lines are the most direct of any which serve Atlanta 
from New York. The rates to Atlanta, established in 1884, 
were continued in effect for more than 20 years. Feb. 1, 
1905, the following rates were established: 

Atlanta, Ga., from— 1 
EY, TO Ee Ee oon dant ae OE dds 00 cn 105 
Baltimore, Md. 
Louisville, Ky. 
Cincinnati, Ohio 
New Orlears, La. 

These are the present rates. 

The reduction in rates to Atlanta established in 1905 
was brought about not by any increase in competition of 
rail and water-and-rail carriers, but was the result of a 
compromise between the carriers on the one hand and the 
Railroad Commission of the State of Georgia, the Atlanta 
Freight Bureau, and the municipal authorities of the city 
of Atlanta on the other. In the opinion of the Commis- 
sion in Morgan Grain Co. vs. A. C. L. R. R. Co., 19 I. C. C., 
460 (The Traffic World, Nov. 12, 1910, p. 685), the cir- 
cumstances surrounding the adjustment of rates to Atlanta 
in 1905 are described with some detail and the conclusion 
of the Commission expressed in the following language at 
page 466: 


The evidence is clear that the charges in each of the com- 
plaints that the Atlanta reductions of February 1, 1905, were 
voluntarily accorded by the railroad companies and that the 
latter agreed that the reduced rates were just, reasonable and 
compensatory, have not been sustained and that the rductions 
were the result of an adjustment or compromise made by the 
carriers in view of conditions prior to February 1, 1905, and not 
of their free choice. 


The present rates to Atlanta, therefore, cannot be 
looked upon as voluntary rates, nor can they be looked 
upon as rates resulting from competition. The reductions 
that took place in 1905 from west and east were 9, 5, 3, 5, 
4, 5 cents per 100 pounds on classes 1 to 6, respectively. 
These reductions in rates to Atlanta already relatively low 
resulted in proportional reductions in rates to Columbus, 
Macon, Augusta, Rome, Athens, Dalton, Cedartown, Car- 
tersville, Cordele, Americus, Albany and many other places. 
This necessarily brought about considerable shrinkage in 
the revenues of these carriers on interstate business hauled 
to these points. The petitioners earnestly urge at this 
time that their revenues are not too large, and are not more 
than sufficient to enable them to meet their obligations as 
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common carriers, pay their operating expenses, taxes, in- 
terest on bonded indebtedness, and yield their stockholders 
a reasonable income from investments. This case, however 
deals not with the actual amounts of the various rates in- 
volved, but with their relation. The fourth section was 
intended to restrain carriers from continuing lower rates 
to more distant than to intermediate points, except in spe- 
cial cases where relief from the long-and-short-haul require- 
ment is afforded by the Commission. This relief we have 
’ afforded in those cases where, as in subdivisions A, B and 
C, the carriers operate rail lines in competition with strong 
water lines. We have also afforded relief in cases where 
carriers operating circuitous routes are in competition with 
more direct lines. We have also, in subdivision J, granted 
relief to carriers operating from eastern cities through 
Norfolk or the south Atlantic ports to Meridian and Jack- 
son, Miss., that meet at these points the competition of the 
Gulf routes from the east and the rail lines from the Ohio 
River. The fundamental reason, however, for granting re- 
lief to any line at a given point is the meeting at that 
point of the competition of other carriers, against which 
competition the petitioner is at a disadvantage. The car- 
riers from west and east meet at Atlanta and compete 
under fairly equal conditions. The rates maintained to 
Atlanta from New York, Baltimore and the Ohio River 
cities, through nearly all the years from 1884 to 1905, were 
rates resulting from competition, compromise and agree- 
ments. They were observed as maxima by carriers operat- 
ing through Norfolk and Potomac yards. Were they ef- 
fective at this time the Commission would have no hesi- 
tation, in view of the statute, in requiring their observance 
as maxima at intermediate points on all fairly direct lines. 
That being the case, to permit these carriers to continue 
higher rates at intermediate points is to place upon these 
points a burden of which they would be relieved were it 
not for the fact that the rates to Atlanta have become de- 
pressed to a level not necessitated by the competition at 
that point. The existent condition of rates to Atlanta is 
one for which, certainly, shippers at intermediate stations, 
individually and collectively, are in no way responsible. 
Upon all the facts of record in this case we are of the 
opinion that justification does not exist for the mainte- 
nance of lower rates from New York, by water and rail, 
through Norfolk, or the south Atlantic ports, via the rea- 


sonably direct lines to Atlanta, than to intermediate 
stations. 


(b) Birmingham, Ala. Birmingham is slightly north 
of the central portion of Alabama. It had a population in 
1910 of 132,685. It is served by the following railroads: 
Alabama Great Southern Railroad; Atlanta, Birmingham & 
Atlantic Railroad; Central of Georgia Railway; Illinois 
Central Railroad; Louisville & Nashville Railroad; Mobile 
& Ohio Railroad; Seaboard Air Line Railway; St. Louis & 
San Francisco Railroad, and Southern Railway. 


Its dis- 
tances from various centers are as follows: 
Birmingham, Ala., 
from— Miles. 
New York, N. Y., water 
rt A os t0amt « déoad con. *729 Ocean S. S. Co. and Sou. Ry. 
Cincinnati, Ohio ........... 481 Sar O. & T. P. Ry. and A. 
BR R. 
DIINO, TES. ccc ccicccce 394 L. & N. R. R. 
Evansville, Ind. ..... sale dea 284 T. & N. R. R. 
Thebes, Til, eee eee eeeeeeee 362 L. & . R, R. 
If CSW so cars Uh sp co 334 Ill. Cent. R. R. 
Memphis, Tenn. ........... 251 St. LL & S. PF. R. R. 
Vicksburg, Miss. .......... 293 Ala. & V. Ry. and A. G, S. 
R. R, 
New Orleans, La. .......... 355 A. G. S. R. R. and N. O. & 
N. E. R. R. 
I 35.6 6 okt 20 ols 000 276 L. & N. R. R. 
Pensacola, Fla. ............ 260 L. & N. R. R. 


*Constructive miles. 
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Below are shown the rates to Birmingham from New 
York and the various Ohio and Mississippi River crossings: 


Birmingham, Ala., from— 1 2 3 4 5 
ee Ns a oo cm nee Ce desu e Jos 114 98 86 73 60 49 


CORES, SIND sic dd vidos csmeecc cess 89 79 68 55 47 3t 
Louisville, Ky. 
Evansville, Ind. 
Paducah. Ky. 
Cairo, Ill. a8 Me is taaweeds oc caeeen 79 69 58 47 «40 


St. Louis, Mo. ........++-.+-eeeeeees 102 88 75 59 50 
Miemphia, TEM. .. 2... cccccervccscces 75 65 54 43 36 
Se: a  eeerrrryrrr i: 89 79 «©68— BS 47 
Vicksburg, .MiGB. 20.02 cercrccvcsee 89 79 68 55 47 


The following shows the number of special commodity 
items on which rates are published from the Ohio and 
Mississippi River crossings to Birmingham: 


From— Items From— Items 
Cincinnati, Ohio ....... 207 St. Louis, Mo. Sh eh dabens 266 
Louisville, Ky. ........ 204 Memphis, Tenn. ........ 207 
Evansville, Ind, ........ 204 New Orleans, La. ....... 
POGMGOAR.- TEF> wasssccces 204 Vicksburg, Miss. ...... 


Cairo, Ill. 


Of the different railroads now operating to Birming- 
ham the first one constructed was the Alabama Great South- 
ern from Chattanooga through Birmingham to Meridian, 
completed in 1871. The second was the South & North 
Alabama Railroad from Decatur, Ala., to Montgomery, now 
a part of the Louisville & Nashville, completed in 1872. 
The third was the Georgia Pacific Railroad from Atlanta 
to Greenville, Miss., now a part of the Southern Railway, 
completed to Birmingham in 1883 and to Greenville in 188s. 
The fourth was the Kansas City, Memphis & Birmingham 
Railroad, now a part of the Frisco system extending from 
Memphis to Birmingham, completed in 1887. The fifth was 
the Columbus Western, constructed by the Central of 
Georgia and operated as a part of that system from Bir- 
mingham to Opelika, completed in 1888. The sixth was the 
Atlanta & Birmingham Air Line Railway, now a part of 
the Seaboard Air Line from Atlanta to Birmingham, com- 
pleted in 1904. Since 1904 the Atlanta, Birmingham & 
Atlantic has gained entrance to Birmingham from the east 
and the Mobile & Ohio and the Illinois Central from the 
west. 


The different roads south of the Ohio and east of the 
Mississippi rivers are engaged in an active rivalry for 
the carriage of freight to Birmingham. Birmingham is now 
served from the west by the Queen & Crescent line, reach 
ing New Orleans, Vicksburg and Cincinnati; by the Louis 
ville & Nashville Railroad, reaching New Orleans, Mem- 
phis, St. Louis, Louisville, and Cincinnati; by the [llinois 
Central Railroad, reaching New Orleans, Memphis, Cairo 
St. Louis and Louisville; by the Mobile & Ohio Railroad, 
reaching Memphis, Cairo and St. Louis, and by the St 
Louis & San Francisco Railroad, reaching Memphis. Bir 
mingham is served from the east by the Seaboard Air Line, 
Southern Railway, Central of Georgia and Atlanta, Bir 
mingham & Atlantic railroads. These carriers from the 
west and from the east come into competition at Birmins- 
ham. Only so much of the necessaries of life and com- 
merce can be consumed in this territory. The rates made 
to Birmingham by the western carriers from the centers 
of production served by them are relatively low. This 
is due partly to the competition of these western carriers 
one with another, and partly to the desire of certain car- 
riers serving Birmingham and whose principal interest ‘s 
in that point to keep the rates to Birmingham so adjust:d 
as to permit the distribution of merchandise from thi! 
point in competition with Montgomery. These low rat's 
from the west have induced the eastern carriers to ¢° 
press their rates from the east to some extent in order © 
secure some of the traffic to that point. The present rats 
from New York to Birmingham exceed the rates fro 












a 







































































































May 


cine 
100 
med 
rese 
this 
by ‘ 
It is 
met 
higt 
Birt 
of t 
kets 
fron 
the 
heré 


Rive 
east 
The 
of t 
Ath 
Geo! 
way 


and 


New 
All 
St. 
Men 


bee! 
Pric 
at i 
folk 
by 

The 
wit] 
bro 
The 
com 
poi 
see 
trez 
the 
No! 


tral 
roa 
Sou 
Atl 


clas 
Or! 


Ne 
Ohi 
Ne 


He 


May 16, 1914 








lt a wns 


A ee ee es 






Cincinnati to that point by 25, 19, 18, 18, 18, 13 cents per 
100 pounds on classes 1 to 6. The highest rated inter- 
mediate point between Atlanta and Birmingham is rep- 
resented by Austell, Ga. The rates from New York to 
this point exceed the rates from Cincinnati and Louisville 
by 7, 3, 0, 2, 1, 1, cents per 100 pounds on classes 1 to 6. 
It is clear that the carriers from the east have more nearly 
met the competition from the Ohio River cities at these 
higher rated intermediate points than they have done at 
Birmingham. We are of the opinion that the competition 
of the carriers reaching Birmingham from western mar- 
kets of supply has been met consistently by the carriers 
from the east at Birmingham and at points intermediate 
thereto between Atlanta and Birminham on the route 
here considered. 

(c) Athens, Ga. Athens is situated on the Oconee 
River, 92 miles northwest of Augusta and 73 miles north- 
east of Atlanta. It had a population in 1910 of 14,913. 
There is nothing in the testimony that indicates any use 
of this portion of the river for transportation purposes. 
Athens is served by the following railroads: Central of 
Georgia Railway, Georgia Railroad, Seaboard Air Line Rail- 
way, Southern Railway and Gainesville Midland Railway. 

The rates to Athens from New York and various Ohio 
and Mississippi River cities are as follows: 


no 


To Athens, Ga., from— 1 2 3 4 5 


Now Went ity Ha sia se Lei dstnd 105 93 83 68 56 44 
All Ohio River crossings ........... 103 90 8 65 54 43 
Bt. “Ra. Ae. “ob aedde sd oe paeaes 126 109 98 77 64 51 
Memphis, Tenn., Vicksburg, Miss., 

and New Orleans, La. ........... a 6h lCUS 50 39 


The rates from the east to Athens are now and have 
been for many years on a parity with the rates to Atlanta. 
Prior to 1905 the rates to Athens were observed as maxima 
at intermediate points by the roads operating through Nor- 
folk or through Potomac yards, but were not so observed 
by the lines operating through Savannah or Charleston. 
They were reduced to their present level in 1905 coincident 
with the reductions to Atlanta. The circumstances which 
brought about this reduction have been heretofore discussed. 
The present level of rates to Athens was not necessitated by 
competitive conditions other than the competition of other 
points with Athens as rival distributing centers. We can 
see no reason now for according to Athens any different 
treatment than is accorded to all stations intermediate 
thereto on the routes through Savannah, Charleston or 
Norfolk. 


(d) Cordele, Ga. Cordele is situated in the south cen- 
tral part of Georgia and is served by the following rail- 
roads: Georgia, Southern & Florida Railway; Georgia 
Southwestern & Gulf Railroad; Atlanta, Birmingham & 
Atlantic Railroad, and Seaboard Air Line Railway. 


Below are shown the rates to Cordele on the first six 
classes from New York, the Ohio River cities and New 
Orleans: 


To Cordele, Ga., from— 1 2 3 4 5 6 
tgs OR, ae Fe eR ee ers 105 93 &3 68 56 44 
Ola "FR EEE cos abe baka wsce ine es 123 107 96 78 65 52 
New: Gmeeen: Bast a a Sd Siw cad 119 103 92 74 61 48 


Cordele was established by the promoters and builders 
of the Americus, Preston & Lumpkin Railroad, which line 
was built by the merchants of Americus from Americus 
to Abbeville, Ga., on the Ocmulgee River. The road was 
completed to Abbeville in 1887. It placed a boat line of its 
own on the river and, in connection with the Mallory line 
to Brunswick, materially reduced the rates to Americus 
from the east. Later the same road was extended to 
Helena, Ga., where it connected with the East Tennessee, 
Virginia & Georgia, through which line it obtained reduced 
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rates to Americus from the west. It soon after extended 
the line westerly to Montgomery, changing its name to 
Savannah, Americus & Montgomery Railroad. 

Upon complaint of Hill & Brother, merchants of 
Cordele, the Commission in 1895 ordered the rates from 
Nashville on grain and grain products to be made not 
higher than to Americus, to which point Cordele by 
most routes was intermediate. The western lines were 
convinced that the reasons relied upon as justifying 
lower rates to Americus than to Cordele from the Ohio 
River crossings were no better than those relied upon 
as justifying the rates from Nashville, and so put in class 
and commodity rates from the Ohio and Mississippi River 
crossings to Cordele the same as to Americus. 

This reduction in the fall of 1895 in rates from the 
west to Cordele was followed in February,.1896, by re- 
ductions in rates from the east. The rates then estab- 
lished from New York to Cordele were— 


114 98 86 73° 60 


which at that time were the rates to Americus, Atlanta, 
Athens and many other points. In 1905, coincident with 
the reductions to Atlanta, the rates from New York to 
Cordele were again reduced to— 
105 93 83 68 56 44 

The Seaboard Air Line system has absorbed the railway 
responsible for the reductions to Americus and has con- 
tinued to that point the same rates that had been estab- 
lished by its predecessors. There exists at present no 
competitive reason justifying the continuance at Americus 
or at Cordele of rates which are without doubt prefer- 
ential. 

(e) Rome, Ga.: Rome is located in northwestern 
Georgia on the Coosa River. It had a population in 1910 
of 12,099. It is served by the Central of Georgia Railway; 
Nashville, Chattanooga & St. Louis Railway; Southern 
Railway, and Rome & Northern Railroad. 

Below are shown the rates on the first six classes 
from New York, St. Louis, the Ohio and the Mississippi 
River crossings: 


To Rome, Ga., from— 1 2 3 4 5 6 
a TE Ey hs ooo. ctans thee ce 105 93 83 68 56 44 


OR OR eee aa oe 121 106 95 75 62 49 
SO ee Raa eee ee 98 7 78 63 62 41 
Memphis, Tenn., Vicksburg, Miss., 

and New Orleans, La. .......... 94 83 74 59 48 37 


These are the rates to Atlanta, and the record shows 
that Rome has been accorded the same rates as Atlanta 
for more than 35 years. 

. The competition at Rome of the west against the 
east, and the competition at Rome with other points 
as distributing centers, is relied upon as a justification 
for the maintenance thereto of lower rates than are 
accorded intermediate points. Rome, like Athens and 
Cordele, shared in the reductions made in 1905 coincident 
with the reductions to Atlanta. The present level of 
rates was not brought about by competitive necessity 
and is not now so necessitated. The carriers serving 
Rome from the east are at some disadvantage in distance 
as against carriers serving the same point from the west, 
and the eastern carriers might with propriety be accorded 
relief by reason of that fact. 

(f) Meridian, Miss. Meridian is located in the east- 
ern part of Mississippi and had a population in 1910 of 
approximately 23,000. It is served by the following-named 
railroads: Alabama & Vicksburg Railway, Alabama Great 
Southern Railroad, Mobile & Ohio Railroad, New Orleans 
& Northeastern Railroad, and Southern Railway. 

The all-rail rates and the water-and-rail rates through 
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Norfolk or the south Atlantic ports from New York are 
as follows: 


114 98 86 73 60 49 

These rates are limited and controlled by the com- 

petition of the rates made by the Morgan line through 

New Orleans, and by the Mallory line through Mobile. 

The rates through these ports to Meridian are the follow- 

ing differentials less than the rates above given, in cents 
per 100 pounds, on classes 1 to 6: 


18 14 1 8 6 4 


Meridian is 136 miles north of Mobile by the Mobile 
& Ohio Railroad, and 196 miles northeast of New Orleans 
by the New Orleans & Northeastern Railrdad. The Mal- 
lory line and the Morgan line, with their connections at 
Mobile and New Orleans, publish through rates from 
New York to Meridian, but do not publish through rates 
to points between Mobile and Meridian, or between New 
Orleans and Meridian. The rates to these points are 
made by addifig to the water rates to the ports the local 
rates beyond and 4 cents per 100 pounds for wharfage. 
The resulting figures give rates materially higher to the 
intermediate points than to Meridian. 

The maintenance of the present all-rail rates and 
water-and-rail rates to Meridian via Norfolk and via the 
south Atlantic ports to necessitated by the competition 
of the Gulf lines and by the competition of carriers 
serving the Ohio River cities, but no justification has 
been shown for the maintenance of lower rates via the 
Gulf ports to Meridian than to intermediate points. 

(g) Jackson, Miss. Jackson is located on the Pearl 
River a little southwest of the center of the state. It 
is the capital of the state and had a population in 1910 
of approximately 21,000. It is served by the following 
railroads: Alabama & Vicksburg Railway, Gulf & Ship 
Island Railroad, Illinois Central Railroad, New Orleans 
Great Northern Railroad, and Yazoo & Mississippi Valley 
Railroad. 

The rates from New York to Jackson all-rail or water- 
and-rail via Norfolk or the south Atlantic ports are the 
following: 

124 109 93 83 71 64 


These rates are influenced and controlled by the rates 
made by the Morgan line and its connections through 
New Orleans. The water-and-rail rates made through 
New Orleans are the same differentials, less than the 
rates made through eastern ports, as were shown in 
the previous paragraph with reference to Meridian. The 
rutes to Jackson through New Orleans are not mdde 
applicable to intermediate points on the Illinois Central 
between New Orleans and Jackson. The rates to these 
points are made by combination on New Orleans and 
are materially higher than the rates to Jackson. The 
maintenance of the present all-rail rates and water-and- 
rail rates to Jackson via Norfolk and the south Atlantic 
ports is necessitated by the competition of the Gulf lines 
and by the competition of carriers serving Ohio River 
cities, but no jnstification has been shown for the main- 
tenance of lower rates via the Gulf ports to Jackson 
than to intermediate points. 

Are these rates from New York to Atlanta, Birming- 
ham, Athens, Cordele, Rome, Meridian and Jackson sub- 
normal? 

Below are shown the rates on the first six classes to 
each points using the constructive mileage of 160 from 
New York to Norfolk, and 250 from New York to Savan- 
nah, Brunswick or Charleston: 
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New York, N. Y., to— Miles. 1 2 3 4 5 6 
Re, I bene i cecioweccseccstae ae we 3s 68 66 4 
Birmingham, Ala. .............:. 729 114 98 86 73 60 49 
i C. - nd weit uslésia® ses 0e ae ae. . ee 83 68 56 $ 
RE Ss sch ewedecsves stb otes 418 105 93 83 68 56 4 
I ER Bade ahs b's 6.0 aire 4 On egt 850 105 3 83 68 56 44 
SM. Sa déiccsccunas oedes 882 114 98 86 73 60 19 
SUGEG, BEIGE. 2 Fives isis es wovcsé 978 124 109 93 83 71 64 


The rates made to Atlanta, Rome and Athens over 
constructive mileages, in all instances exceeding 500 miles 
by the shortest route available, are approximately equal 
to the average rates made to non-competitive points 
over two-line hauls of 400 miles as shown from Exhibit 
No. 117. The rates to Birmingham and Meridian are 
made over constructive mileages of 729 and 882 miles. 
They are approximately equal to the average rates made 
over two-line hauls of 450 miles as shown from the above- 
named exhibit. The rates to Jackson are made Over a 
constructive mileage of 978 miles and are approximately 
equal to the average rates made to non-competitive points 
over two-line hauls of 550 miles. These rates are, there- 
fore, as compared with rates to non-competitive points, 
subnormal, and the rates to Birmingham, Meridian and 
Jackson are considerably below the average rates made 
for like distances to noncompetitive points. The rates 
to Cordele, however, are made over a constructive mileage 
of 418 miles and are but slightly lower than the average 
rates made for like distances over two-line hauls in this 
territory. 

These rates all probably pay more than the additional 
cost of handling. 

Are the rates to intermediate points unreasonable? 

(a) On the route of the Central of Georgia from 
Macon to Atlanta the highest rated stations take rates of— 

125 111 98 81 67 54 
These points are approximately 500 constructive miles 
from New York. The average rates to non-competitive 
points made over two-line hauls of 500 miles in this 
territory, as shown from Exhibit No. 117, are— 

120 104 92 76 64 52 
To the extent that any of these rates to intermediate 
stations between Macon and Atlanta exceed the rates con- 
currently maintained to Atlanta they are unduly dis- 
criminatory. 

(b) On the route of the Southern Railway, Atlanta 
to Birmingham, the highest rated stations take rates of— 


130 113 98 83 68 55 


These stations are at an average distance from New 
York of 650 constructive miles. They are less than 
average rates for such distances in this territory and 
do not appear to be unreasonable. 

(c) On the route of the Central of Georgia from 
Savannah to Athens the highest rated intermediate point 
is Madison, Ga., 32 miles south of Athens and 514 con 
structive miles from New York. The rates to Madison 
are— 

140 123 107 89 71 56 
The average rates made over two-line hauls of 500 
miles to non-competitive points are shown in paragraph 
(a) and are markedly less than the rates applicable to 
Madison. To the extent that these rates to Madison and 
other intermediate points exceed the rates concurrently 
applicable to Athens they are unduly discriminatory. 

(d) On the route of the Seaboard Air Line from 


Savannah to Cordele the highest rated points are those 


in the vicinity of Milan, Ga. Milan is 124 miles from 
Savannah and 374 constructive miles from New York 
The rates to that point are— 

139 117 99 78 64 51 





May 1 


the é¢ 
mater 


n the 
viilan 
the F 
ndul. 

( 
Rome 
is 811 
chose 
via tl 


To tl 
over 
discri 

( 
on tl 
and | 
and | 
to Al 


Thess 
like | 
rates 

( 
exce] 
twee! 


Newt 
& C 
rates 
petit: 
as to 
we a 
Newt 
twee: 
rates 
Jack: 
] 
vs. ( 
expr 
rates 
point 
point 
dista 
point 
$1.24 
cann 
on tl 
bear 
and 
to tl 
twee 
to Ji 
cents 


rate 
York 





OT RIS 







lay 16, 1914 





The average rates for two-line hauls of 400 miles are 


materially less than the rates to Milan and other points 

the same vicinity. To the extent that these rates to 
‘iilan and other points intermediate to Cordele exceed 
the rates concurrently applicable to Cordele they are 
nduly discriminatory. 

(e) On the Southern Railway route via Norfolk to 
Rome the highest rated point is Dallas, Ga. This point 

811 constructive miles from New York via the route 
chosen, but is only 546 constructive miles from New York 
via the short line. The rates to Dallas are— 

133 117 102 87 73 58 
fo the extent that these rates exceed the average rates 
over two-line hauls of like distances they are unduly 
discriminatory. 

(f) On the route to Meridian the highest rated point 
on the Alabama Great Southern between Birmingham 
and Meridian is Akron, Ala., 72 miles north of Meridian 
and 810 constructive miles from New York. The rates 
to Akron are— 

169 145 124.5 103 88 71.5 
These rates exceed average rates in this territory over 
like distances, and to the extent that they exceed such 
rates, we are of the opinion they are not justified. 

(g) On the route to Jackson the rates to all points 
except Newton, Miss., on the Alabama & Vicksburg be- 
tween Meridian and Jackson are blanketed with rates of— 


169 148 122 95 82 70 
The rates to Newton are— 
134 115 101 83 69 55 


Newton is a junction point with the New Orleans, Mobile 
& Chicago Railroad, 31 miles west of Meridian. The 
rates to that point may have been influenced by com- 
petition, but if so it does not appear to be competition 
as to which these petitioners are at any disadvantage, and 
we are of the opinion that whatever rates are made to 
Newton should be observed as maxima to stations be- 
tween Meridian and Newton. West of Newton the blanket 
rates shown apply to all stations between Newton and 
Jackson, a distance of 65 miles. 

In the case of the Board of Trade of Carrollton, Ga., 
vs. C. of G. R. R. Co., 28 I. C. C., 154, the Commission 
expressed the opinion that in the making of joint through 
rates on long-distance traffic to local or non-competitive 
points, the differentials above the rates to the basing 
points should bear some reasonable relation to the total 
distances involved. In this case the haul to the basing 
point, Jackson, is 978 miles, and the first class rate is 
$1.24. The distance from Jackson to these local stations 
cannot in any case exceed 65 miles, and the difference 
on the first class is 45 cents. This differential does not 
bear a reasonable relation to the rate made to Jackson, 
and we are of the opinion that the rates from New York 
to these local points on the Alabama & Vicksburg be- 
tween Newton and Jackson should not exceed the rates 


to Jackson by more than the following differentials in ; 


cents per 100 pounds on classes 1 to 6, respectively: 
12 11 10 9 9 g 
On the route to Jackson via New Orleans the high- 
rate point occurs at Terry, Miss., with rates from New 
York as follows: 
148 123 102 84 74 63 


The record contains no testimony with reference to 
the reasonableness of these rates via New Orleans, and 
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contains no testimony with reference to the reasonable- 
ness of the rates via Mobile, to the intermediate stations 
on the Mobile & Ohio between Mobile and Meridian, or 
the rates via New Orleans to the stations on the New 
Orleans & Northeastern between New Orleans and Me- 
ridian. At both Jackson and Meridian the only reason 
for the depression of these rates below the rates ap- 
plicable to stations south of these points is the com- 
petition met at those points of rates made from the Ohio 
River cities. 

We have heretofore expressed the opinion that justi- 
fication has not been shown for the maintenance of lower 
rates to Meridian and Jackson than to intermediate points. 
We here express no opinion with respect to the reason- 
ableness of these rates to points between the Gulf ports 
and Meridian and Jackson, but in so far as these rates 
exceed the rates to Meridian and Jackson they are unduly 
discriminatory. 


SUBDIVISION K. 


Rates From New Orleans to Atlanta, Birmingham and 
Athens, Rome and Cordele, Ga. 


1. Rates from New Orleans to Atlanta. 


Route: Louisville & Nashville Railroad, New Or- 
leans to Montgomery; Western Railway of Alabama and 
Atlanta & West Point Railroad, Montgomery to Atlanta; 
493 miles. 

Rates. The rates to Atlanta and intermediate sta- 
tions are shown in section 1 of subdivision C. 

2. Rates from New Orleans to Birmingham. 

Route: Louisville & Nashville Railroad; 415 miles. 

Rates. The rates from New Orleans to stations south 
of Montgomery are shown in section 1 of subdivision C. 

Below are shown the rates from New Orleans to 
stations on the Louisville & Nashville Railroad, Mont- 
gomery to Birmingham: 


New Orleans, La., to— 1 2 3 4 5 6 
By, Ok * ochnb 0 cds tawwtaens OF 77 55 42 35 35 
Prattville Junction, Ala. ............ $7 7 61 56 61 42 
a I, 38 i i'n. es We Riise o Fp5 vis a Fb wie 87 75 61 56 51 45 
I) A 8 nn 5 sik 4 bua 1:4 we <0 87 75 61 5 51 47 
Mountain Creek, Ala. ............... oo TF 2 #626876 6628)lCU 
es ON Ree eee 79 63 58 . 53 49 


Calera, Ala. 
Siluria, Ala. 


Ake Ren geese sg ais 96 81 64 59 54 45 
Helena, Ala., to Birmingham, Ala., c 
RIS... cds Gapnndce paths H4sctneed Se GG. H, £3 


3. Rates from New Orleans to Athens, Ga. 

Route: Louisville & Nashville Railroad to Mont- 
gomery; Western Railway of Alabama and Atlanta & 
West Point Railroad, Montgomery to Atlanta; Seaboard 
Air Line Railway, Atlanta to Athens; 566 miles. 

Rates: The rates from New Orleans to stations 
south of Atlanta are shown in section 1 of subdivision C. 

The rates to stations on the Seaboard Air Line be- 
tween Atlanta and Athens are blanketed with rates from 
New Orleans of— 

112 103 82 64 52 46 

The rates to Athens are— 

99 86 77 61 50 30 

4. Rates from New Orleans to Rome, Ga. 

Route: Louisville & Nashville Railroad to Birming- 
ham: Southern Railway, Birmingham to Rome; 542 miles. 

Rates: The rates to stations on the Louisville & 
Nashville Railroad south of Birmingham are shown in 
section 2 of this subdivison. 


Below are shown the rates from New Orleans to 
stations on the Southern Railway, Birmingham to Rome: 
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ieee em Osioans, La., to— 2. 2 Z 4 5 é has not been shown for maintaining lower rates from 
< , ~ eeerteestoeveeecrsceccse vo ‘ 

Leads, | Als. grtrtstertsereseesesenees 11499 86 70 60 47 New Orleans to Atlanta than to intermediate stations. 

ee 86 oe eee nes ceed 123 107 94 78 

den, Ab Piwetands wai eee ctat esse 137 i +4 82 es 6 (b) Birmingham, Ala. The carriers serving Birming- 

e ii : 7 79 65 ham from New Orleans come into competition at that 

ME” 6.4. Gab cwncs goes westuras 127 33106 96 tC: OS 

Ss cS 11.) so ca3 ett 107 96 79 = 65 4 point with carriers serving the same point from the Ohio 

Bynum, Ala cocccciccrssssrss::118 103 9273 62 49 River crossings and New York. The particular line under 
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Piedmont, Ala, ...........:..........128 108 85 78 68 ol short line is the New Orleans & Northeastern and the 

Ne R35 eo 

Bere pan ae gs TT joo 8 68 5g Alabama Great Southern. The route formed by the last. 

Cave Spring, Ga. .....-+--..+.+++++- 117 103 93 74 62 48 named line is 355 miles in length, as compared with the 

agate > Mai aR 94 83 74 59 48 37 


5. Rates from New Orleans to Cordele, Ga. 

Route: Louisville & Nashville Railroad to Mont- 
gomery; Seaboard Air Line, Montgomery to Cordele; 488 
miles. 

Rates: The rates from New Orleans to stations on 
the Seaboard Air Line Railway, Montgomery to Cordele, 
are shown in section 2 of subdivision C. 


The Defense. 


The defense of the carriers for carrying lower rates 
from New Orleans to Atlanta, Birmingham, Cordele, 
Athens and Rome than to intermediate points rests upon 
the following grounds: 

1. That the rates to each of these points have been 
reduced by the active competition of parallel competing 
lines, by the competition of carriers serving the east as 
against those serving the west, and by the competition 
between these cities and other cities seeking to distribute 
in a common market. 

2. That the rates are subnormal. 

3. That they pay more than the additional cost of 
handling. 

4. That the rates to the intermediate points are not 
unreasonable. 

(a) Atlanta, Ga. We have shown in subdivision J 
the various changes in the rates from the Ohio River 
crossings to Atlanta. The rates from New Orleans to 
Atlanta, Rome, Cordele and Athens are 4 cents per 100 
pounds less on all classes and commodities than the 
rates on the corresponding traffic from the Ohio River 
cities. This relationship of rates has been in effect for 
more than 25 years. The reductions made to Atlanta 
from time to time in rates from New York and the Ohio 
River crossings were met in all instances by correspond- 
ing reductions from New Orleans. We have shown. in 
subdivision J that the reductions from the Ohio River 
cities and from New York made to Atlanta in 1905 were 
not the result of competition, but resulted from other 
causes. The same may be safd concerning the reductions 
in the rates from New Orleans to Atlanta. As the situation 
now stands, the carriers serving Atlanta from New Or- 
leans come into competition at that point with carriers 
serving the same point from New York and the Ohio 
River cities. It cannot be said, however, that the lines 
from New Orleans are at any disadvantage as to this 
competition. Atlanta is 493 miles from New Orleans, 
474 miles from Cincinnati, 473 miles from Louisville, 490 
miles from Cairo, and 511 constructive miles from New 
York, using the shortest constructive mileage available to 
that point. The distances from all these points to At- 
lanta are approximately equal. The competition of At- 
lanta as a distributing center does not justify the making 
of lower rates thereto than to intermediate points. There 
are no parallel lines from New Orleans to Atlanta as to 
which the one under consideration is at any disadvan- 
tage whatever. We are of the opinion that justification 


line of the Louisville & Nashville Railroad, which is 415 
miles. The competition at Birmingham as a distributing 
center with other centers of distribution, particu- 
larly Montgomery and Selma, is urged as _ justifica- 
tion for lower rates to Birmingham than to interme- 
diate points. The short-line distance from New Orleans 
to Birmingham is less than the distance from Cincinnati, 
Louisville, Evansville or Thebes. It is but 21 miles 
greater than the distance from Cairo and 274 miles less 
than the constructive mileage from New York. The 
lines from New Orleans are clearly under no disadvan- 
tage as against the competition from the Ohio River 
crossings and New York. The competition at Birming- 
ham with Montgomery as a distributing center is not a 
justification for reducing rates thereto lower than to 
intermediate points. Montgomery is entitled to whatever 
advantage its natural transportation facilities have in- 
duced, and the desire of Birmingham to compete with 
Montgomery in common territory is nothing more. than 
can be said of many other points, some of them inter- 
mediate to Birmingham. The line under consideration 
is 60 miles, or 17 per cent, longer than the short line. 
This fact will justify the maintenance of slightly lower 
rates thereto than to intermediate points on this line, 
but no justification exists for the maintenance of lower 
rates from New Orleans to Birmingham via the short 
line than are concurrently applicable on like traffic to 
intermediate stations. 

(c) Athens, Ga. The justification urged for making 
lower rates from New Orleans to Athens than to inter- 
mediate points is the competition of carriers serving 
Athens from the Ohio River cities and from New York 
and the competition between Athens and other cities as 
distributing centers for trade in the surrounding country. 
The distance from New Orleans to Athens is but 20 
miles more than the distance from Louisville, Cincinnati 
and New York. It cannot be said, therefore, that the 
route from New Orleans is at any substantial disadvan 
tage as to the competition from New York and the Ohio 
River cities. The competition between Athens and other 
distributing centers does not constitute a justification for 
making rates thereto lower than to intermediate points 

(d) Cordele, Ga. The justification urged for making 
lower rates from New Orleans to Cordele than to inter- 
mediate points is the competition met at that point of 
rates from New York and the Ohio River cities. Cordele 
is 488 miles from New Orleans, 418 constructive miles 
from New York, 656 miles from Louisville, and 645 miles 
from Cincinnati. This carrier can be under no disad 
vantage at Cordele as to the rates made to that point 
from Louisville and Cincinnati. In subdivision J of this 
report we have discussed the rates to Cordele from New 
York and expressed the opinion that justification does 
not exist for the maintenance of lower rates from New 
York to Cordele than to intermediate points. We find 
no justification for lower rates from New Orleans to 
Cordele than to intermediate points. 
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(e) Rome, Ga. The justification urged for the main- 
enance of lower rates from New Orleans to Rome than 

intermediate points is the competition there en- 
suntered of carriers serving that point from eastern 
cities and the Ohio River crossings and the competition 
etween Rome and other nearby distributing centers. 
Rome is 542 miles from New Orleans, 418 miles from 
Cincinnati, 417 miles from Louisville, and 584 constructive 
miles from New York via south Atlantic ports. The 
routes from New Orleans are under no disadvantage as 
to the competition from New York, and the rates made 
rom New Orleans are and have been for many years less 
than the rates made from the Ohio River cities with 
which New Orleans competes. The rates on all classes 
and commodities from New Orleans to Rome are 4 cents 
er 100 pounds less than the rates on the corresponding 
classes and commodities from the Ohio River crossings. 
It cannot, therefore, be claimed that the rates to Rome 
from New Orleans are necessitated by rates from the 
Ohio River cities. The competition at Rome as a dis- 
tributing center with Dalton, Ga., Cedartown, Ga., Chat- 
tanooga, Tenn., or Atlanta, Ga., does not constitute a 
justification for making rates thereto lower than to in- 
termediate points. 

Are these rates from New Orleans to Atlanta, Bir- 
mingham, Athens, Cordele and Rome subnormal? 

Below are shown the distances from New Orleans 
and the rates to each of these points: 


New Orleans, La., to— Miles. 1 2 3 4 5 6 
AR tinweGe’ Ber. obo o ws ok cebeeacata 493 94 83 74 59 48 37 
Corea. Gs awit etn sasaceadatt 488 94 83 74 59 48 37 
Rome, Ga. ee 94 83 74 59 48 37 
‘i gt: Ve ae 99 86 77 61 50 30 
rm A oc hes dwneed 415 89 79 68 55 47 36 

The rates named to Atlanta, Rome and Cordele on 


the third class are higher, but on the other five classes 
are lower than the average rates made to non-competitive 
points over one-line hauls of 300 miles as shown from 
Exhibit No. 117. The rates to Athens on the first three 
classes are higher, but on the last three classes are lower 
than the average rates made over one-line hauls for 300 
The rates to Birmingham on classes 1 to 6 are 
less in all instances than the rates to Atlanta, Athens, 
etc., and on all classes except the last three are lower 
than the average rates over one-line hauls for distances 
of 300 miles. It may fairly be concluded that all of these 
rates as they now stand are subnormal to a greater or 
less degree. 

They all without doubt pay more than the additional 
cost of handling. 

Are the rates to intermediate points unreasonable? 

(a) On the route to Atlanta the maximum rate point 
ccurs at Gabbettville, Ga., 80 miles south of Atlanta and 
115 The fates to Gabbettville 


miles. 


>} miles from New Orleans. 
are— 
131 115 103 84 69 53 


These rates may fairly be compared with the average 
rates made over two-line hauls of 400 miles in this ter- 
riiory as shown from Exhibit No. 117. These average 
rates are— 

112 98 87 72 60 49 
To the extent that the rates to Gabbettville and other 
ntermediate points between Montgomery and Atlanta 
exceed the rates concurrently maintained to Atlanta they 
> unduly discriminatory. 

(b) On the route to Birmingham the highest rated 
ntermediate point on the Louisville & Nashville Railroad 

Keystone, Ala., 394 miles from New Orleans, with 
rates of— 

96 81 64 59 54 47 
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These rates are less than average rates over one-line 
hauls for like distances and do not appear to be un- 
reasonable. 

(c) On the route to Athens the highest rated inter- 
mediate points between Atlanta and Athens have blanket 
rates of-— 

112 103 82 64 52 46 

These points are at an average distance from New Or- 
leans of approximately 535 miles. The rates made thereto 
are less than the average rates made to non-competitive 
points over two-line hauls of like distances. They do 
not appear to be unreasonable, but to the extent that 
they exceed the rates concurrently maintained to Athens 
they are unduly discriminatory. 

(d) On the route to Cordele the highest rated point 
its Pittsview, Ala., 391 miles from New Orleans. The 
rates to Pittsview are— 


141 126 112 95 83 60 


These rates are greatly in excess of the average rates 
over two-line hauls for like distances in this territory, 
and to the extent that they exceed the rates concurrently 
maintained on like traffic to Cordele they are unduly 
discriminatory. 

(f) On the route to Rome, Ga., Eden, Ala., is rep- 
resentative of the highest rated points on the Southern 
Railway between Birmingham and Rome. The rates to 
Eden are— 

127 111 98 82 68 51 
Eden is 448 miles from New Orleans. The average rates 
made over two-line hauls for distances of 450 miles in 
this territory are— 

114 100 89 74 62 50 


We are of the opinion that any rates maintained to in- 
termediate points which are higher than the rates con- 
currently maintained to Rome are unduly discriminatory. 


SUBDIVISION L. 


Rates From Ohio River Cities, Chicago, and St. Louis to 
Interior Basing Points. 


1. Rates from Louisville to Atlanta. 

Route: Louisville & Nashville Railroad to Nashville; 
Nashville, Chattanooga & St. Louis Railway, Nashville to 
Atlanta; 474 miles. 

Rates: The rates to Atlanta and to intermediate 
stations on this line are shown in section 1 of subdivi- 
sion D. 

2. Rates from Cincinnati to Atlanta. 

Route: Cincinnati, New Orleans & Texas Pacific Rail- 
way, Cincinnati to Chattanooga; Southern Railway, Chat- 
tanooga to Atlanta; 492 miles. 

Rates: The rates to all stations on the Southern 
Railway, Chattanooga to Atlanta, are shown in section 
8 of subdivision D. 

3. Rates from Louisville to Birmingham. 

Route: Louisville & Nashville Railroad; 394 miles. 

Rates: Below are shown the rates from Louisville 
to all points on the Louisville & Nashville Railroad be- 
tween Riversburg, Tenn., and Birmingham: 

Louisville, Ky., to— 1 2 3 4 5 6 
Riversburg, Tenn. 
Pulaska, Tenn. 
Aspen Hill, Tenn. 
Prospect, Tenn. 
Elkmont, Ala. { § 
TORE el hee p teehee dG 79 69 58 47 40 30 
Holmes Gap, Ala. 
Cullman, Ala. 
Hanceville, Ala. 
Bangor, Ala. 
Reids, Ala. ’ f 
NS Tn win cg ule vewalaetn eaten 99 85 66 60 53 41 


Morris, Ala. 
Birmingham, 








L006 


4. Cincinnati to Birmingham. 

Route: Cincinnati, New Orleans & Texas Pacific 
Railway to Chattanooga; Alabama Great Southern Rail- 
road, Chattanooga to Birmingham; 491 miles. 

Rates: Below are shown the rates from Cincinnati 
to all stations on the Alabama Great Southern Railroad, 
Chattanooga to Birmingham: 


Cincinnati, Ohio, t I 2 3 } 5 6 
eS 70 60 53 44 38 29 
ee nd cab eetbe cess ee 73 64 53 45 35 
ST ees ere 93 80 70 58 50 38.5 
Rising Fawn, Ga. ...... Sn ob and alin’ ae 85 74 61 52 41 
Sulphur Springs, Ga. ....... vt . 98 S87 78 63 52 41 » 
Wy UOTE, AED. oo 0 ntcn ce evacuees 98 87 7 ~=661 52 $39.5 
SE | EM aoa a 5SS 0 n0'8 00 Kena 9 98 87 78 63 52 41 
Pivmeenarm., Al. 2.2.60. cceeceins . 89 79 6S 55 47 36 


5. Rates from Louisville to Athens. 

Route: Louisville & Nashville Railroad to Nashville; 
Nashville, Chattanooga & St. Louis Railway, Nashville to 
Atlanta: Seaboard Air Line Railway, Atlanta to Athens; 
545 miles. ! 

Rates: The rates to stations north of Atlanta are 
shown in section 1 of subdivision D. 

The rates from Louisville to all stations between 
Atlanta and Athens are shown below: 


Louisville, Ky., to 1 2 3 { 5 6 
TR od dn niaicid bis #25 e009 « os 98 87 78 63 52 41 
PC Sn oak d ec tb cWeldiewes carve 116 «6105 S6 68 56 59 
RE ee eee 116 107 86 68 56 ) 

103 90 S1 65 54 4% 


le ry 

6. Rates from Cincinnati to Athens. 

Route: Cincinnati, New Orleans & Texas Pacific 
Railway to Chattanooga; Southern Railway, Chattanooga 
to Atlanta; Seaboard Air Line, Atlanta to Athens; 565 
miles. 

Rates: The rates to intermediate stations north of 
Atlanta are shown in section 8 of subdivision D. 

Below are shown the rates from Cincinnati to all 
stations on the Seaboard Air Line, Atlanta to Athens: 


Cincinnati, Ohio, to— 1 2 3 4 5 6 
BGEMER.. GO... vicvcceccvcdes . 98 87 78 63 52 $1 
ES EE SP errree rere kd cae ee O8 86 68 56 47 
eS. GR, ok dec do cterseteestinanes 116 102 86 68 56 50 
Wrens. Ga... ccc cwcsces os a itbawoeee - ee &6 68 56 a0 
re: Ge oe catcpeesshsees caw ene. ae 86 68 56 a0 
Beet eee. GE. ss gence cca . Andee. oan 86 68 56 50) 

; 103 90 $81 65 54 43 


PE EER, scons oe vesiad=aainrs tal ia 

7. Rates from Louisville to Cordele, Ga. 

Route: Louisville & Nashville Railroad to Montgom- 
ery: Seaboard Air Line Railway, Montgomery to Cordele; 
660 miles. 

Rates: The rates to intermediate stations on the 
Seaboard Air Line, Montgomery to Cordele, are shown in 
section 5 of subdivision D. 

8. Rates from Cincinnati to Cordele. 

Route: Cincinnati, New Orleans & Texas Pacific Rail- 
way to Macon; Georgia Southern & Florida Railway; 
Macon to Cordele; 645 miles. 

Rates: The rates to intermediate stations on the 
Southern Railway north of Macon are shown in section 
8 of subdivision D. The rates to stations on the Georgia 
Southern & Florida, Macon to Cordele, are shown in sec- 
tion 7 of subdivision I. 

9. Rates from Louisville to Rome, Ga. 

Route: Louisville & Nashville Railroad to Nashville; 
Nashville, Chattanooga & St. Louis Railway to Kingston, 
Ga.; Rome Railroad, Kingston to Rome; 441 miles. 

..ates: The rates to intermediate stations, Chatta- 
nooga to Kingston, are shown in section 1 of subdivision 
D. Rome is on the Rome Railroad, 18 miles west of 
Kingston, and the rates to Rome are— 

98 87 78 63 52 41 


Rates from Cincinnati to Rome. 
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Route: Cincinnati, New Orleans & Texas Pacifi 
Railway, Cincinnati to Chattanooga; Southern Railwa: 
Chattanooga to Rome; 426 miles. 

Rates: The rates to Rome and to intermediate sta 
tions on this-route are shown in section 8 of subdivision | 

11. Rates from Cairo, Ill., to Meridian, Miss. 

Route: Mobile & Ohio Railroad; 367 miles. 

Rates: The rates to Meridian and to intermediat 
stations on this route are shown in section 2 of subd 
vision E. 

12. Rates from St. Louis to Meridian. 

Route: Mobile & Ohio Railroad: 522 miles. 

Rates: The rates from St. Louis to Meridian and 
to intermediate stations on this route are shown in section 
13 of subdivision E. 

13. Rates from Chicago to Meridian. 

Route: Illinois Central Railroad to Cairo, Ill.: Mo 
bile & Ohio Railroad, Cairo to Meridian: 731 miles. 

Rates: The rates from Chicago to Meridian and t 
intermediate stations on the Mobile & Ohio Railroad are 
shown in section 16 of subdivision E. 

14. Rates from Louisville to Meridian. 

Route: Louisville & Nashville Railroad to Birming 
ham, Ala.; Alabama Great Southern Railroad, Birmingham 
to Meridian; 547 miles. 

Rates: Below are shown the class rates from Louis 
ville to all stations on the Alabama Great Southern Rail- 
road, Birmingham to Meridian: 


Louisville, Ky., t 1 2 3 { } 
MONTE, OUR nn ook coc hhc ewe 79 69 58 17 10 
Jonesboro, Ala. .. ; da dideintnat 94 $2 69 56 17 
IE ER Ns ee a ego 102 89 75 61 52 
Se A? ok.s oaks ve cao aele -asshee, ae 89 72 62 
CO ee ae eee ws x See 86 67 62 a5 { 
Va, See, he ode e obo iv¢s pedals Cee 94 79 64 »D 
Fleming, Ala. — os pOh ene 9 83 67 8 { 
NG TI, © to Sa ees 5 dkinle oS ma 105 o4 8v 67 57 
I | nn es 2) pee oe 108 94 79 64 55 
Crabtree. Ala. ..... eee 94 80 67 ‘7 
= FRO. © ns ss dns tw ewe bOdeae 113 101 86 72 62 
Oy WANs se nev oes st ocokle 206 88.5 75 65 
WE a incl Weltese evo eee 123 106 87 74 64 
Ss MR 30. crane nde bed eke ie 117 101 83 71 61 
Fowler, Ala betta te ; : 111 96 79 6S 58 
Torti AM . esc: a Bie Behe Se ie wid al SH 7] 62 52 
Livingston, Ala ; oaide-a Se 91 75 65 55 
Meridian, Miss. < ive ce S4 7 59 19 


15. Rates from Cincinnati to Meridian. 

Route: Cincinnati, New Orleans & Texas Pacific Rail 
road, Cincinnati to Chattanooga; Alabama Great Southern 
Railroad, Chattanooga to Meridian; 634 miles. 

Rates: Below are shown the rates from Cincinnati 
to stations on the Alabama Great Southern Railroad, Bir 
mingham to Meridian: 


Cincinnati, Ohio, to- 1 2 3 4 5 
RE ER ee eee 89 79 68 55 47 
I. SS”. SS hans o's v0 4 0 b0 eae 104 92 79 64 54 
Is MAMA a. nib w0. 0:6 swe wad ena 112 99 85 69 59 { 
ee wee b pa eens 118 104 89 72 62 4 
Tn Welle ws wad base be nt 114 96 77 70 62 is 
WG TARE. <r pike sible 6 09:0 arta 8 Win wee 118 104 89 72 62 1 
Me. Ci A ahas oe 5 ons a kues 123 109 93 75 aD 5 
IE SMEs os 5 cunlids os 6 o'oun dalede hws 115 104 90 75 64 
I ME, 5 gg cabins Sheth athe a. Oe 118 104 &9 72 62 
ES ee, eee 115 104 90 75 64 
J <<... <koncedeme bis ie 123 111 96 80 69 
rte. Jos sbiy ae dae base 129 116 98.5 83 72 
Ie ee ee re ma 138. 8 - Ti 
re” MN oo, ohn 5g gba cet eae 127 111 98 79 68 
| PS eee Tee cre 121 106 89 76 65 
EL “ann. @ 4) be ake oe! e mente gaa Sen 109 96 81 70 59 
SR. MME «5 0.05654 owiehe Ose 2 oP 115 101 85 73 ¢2 
Sn: + NL... atelph dd 945 se%.2 sh 4% 106 92 78 66 55 


16. Rates from Cairo, Ill, to Jackson, Miss. 

Route: Illinois Central Railroad; 373 miles. 

Rates: The rates from Cairo to Jackson and inter 
mediate stations are shown in section 1 of subdivision 

17. Rates from St. Louis to Jackson. 


Route: MI linois Central Railroad; 525 miles. 


Rates: The rates from St. Louis to Jackson and 
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ntermediate stations on the Illinois Central Railroad are 
shown in section 12 of subdivision E. 

18. Rates from Chicago to Jackson, 
Illinois Central Railroad; 737 miles. 
The rates from Chicago to Jackson, Miss., 
section 15 of 


Route: 

Rates: 
ind intermediate stations are shown in 
subdivision E. 

19. Rates from Louisville to Jackson. 


Route: Louisville & Nashville Railroad to Milan, 
Tenn.; Illinois Central Railroad, Milan to Jackson; 564 
niles. 

Rates: The rates from Louisville to all stations on 
the Illinois Central Railroad south of Milan are shown 
below: 

Louisville, Ky., to— 1 2 3 4 5 6 

Mi iienie SR) Si ns oo, eh se 8 we b 78 67 57 46 33 29 
Me@iae., “RU. 5 wacnb petcadadbevsccetes 82 71 59 48 33 31 
cheek, Te | wacde bbe et bvipin vests 86 74 62 50 35 33 
vee, age re er es 93 78 66 53 40 38 
Doom: Ss <p cvs c cp davic¥ccthosentrens 94 81 66 54 43 38 
Renee nL, 5 6. ais a ciedinnc sé clibant cee 95 81 66 55 43 38 
Mid@ieWUre, TQM. <6 cc'cccacciactiecoes 96 82 67 55 45 38 
Grand Junction, Tenn. ...........6+. 96 83 68 56 45 38 
Michie Se mG os bose pewes teed o 97 84 68 56 45 38 
Holly Springs, Miss. ...........secee- 98 82 69 57 45 39 
Waterford, Bees cc cicccercceccccccs 98 85 69 57 45 39 
LDR: EE. ccweccebace ob teases 99 85 69 57 45 39 
Oxted. Te ios pecce ctsinwe cekesesewe 101 86 69 58 47 40 
Ta vit. seers. ao ees On ids kee be00 8S 0 102 86 70 59 47 40) 
Water Vemey. MIG. 2c ccccccccvccoss 108 90 72 60 50 43 
Coffeawiihe. -BEIGB. oc Ge ve cede Sdewieess 112 92 73 62 51 43 
Greshtitic Be od odo ccc ckeeeetvssewes 114 94 74 63 51 43 
Vaitiete, “Se 9 o Pa be dk oc cWiteseereocras 114 94 74 63 51 46 
GooGmaean, BMISs. «.cccsccessvccsrcess 119 99 76 65 54 46 
Pion, TH, ccc cccckc bwecessete tes 122 99 80 67 55 #8 
Vasisiet, Dee evcsccccewvct cs apipen 122 99 82 67 55 48 
CanteGs tet Te cccesecwusecterecesus? 123 100 83 68 56 49 
JackSOGh, BE. ccc cccc ce nsens cevscecte 98 84 70 59 49 43 


20. Rates from Cincinnati to Jackson. 
Route: Louisville & Nashville Railroad to Milan; 
Illinois Central Railroad. Milan to Jackson; 678 miles. 


Rates: The rates from Cincinnati to all stations on 
the Illinois Central Railroad, Milan to Jackson, are shown 
below: 


Cincinnati, Ohio, to— 1 2 3° 4 5 6 
Milan Puan Se asie buss o oturrt heenk ee 91 78 65 53 39 34 
Medina, MMMM cdtcdinicsas > ceencecns 9 87 67 55 39 36 
JaCeOt a, . 54-404 Ge oaks ccc ecoun's 99 85 70 57 41 38 
Mott, ~S  oin bcd ints S80 bas scnadeay 102 86 74 60 16 43 
Toone, DOM. <..cccccccosdvcrsdvseeses 103 89 74 61 49 43 
Bolival, Wah... cccccecdvcsioses candy 104 89 74 62 49 43 
Hickory Valley, Temm. ....-.ceccceces 105 90 75 62 51 43 
‘rand Junetion, Temm. .......<se8ees 105 91 76 63 51 43 
Michigan City, MISS. ....6.--ccsseces 106 92 76 63 51 43 
Holly Springs, Miss. ....--...ceccess 107 92 77 63 51 44 
Waterford, Mis@. ...cccccccisccsccvess 107 93 77 64 51 44 
A DbeWH, EM. occ cbc cock dcewebesses 108 93 77 64 51 44 
Oxiot, - Ry. «2 occ. éceveves ct vesuann 110 94 77 65 53 45 
TAYLOR, WME, 6 ions cb ctacccenaeiereeh 111 94 78 66 53 45 
Vater Valley, Miss. ............- anne 98 80 67 56 48 
Coffeeville, Miss. ...-...--.-e2e--ee: 121 100 81 69 57 48 
Memphis Junction, Miss. ..........-- 123 102 82 70 7 48 
Goodman, HIBS. .cccccccsrsecsscccces 126 107 84 72 60 9) 
Pic nh 2. s wes ow bustesdansecness 131 107 SS 74 6 o3 
Vauminem, DIGG, 2. ccc cceseccccccsesess 13 107 90 74 61 53 
Cantem,  TRRB. — <copscvccdecescescsoes 132 108 91 75 62 54 
Ridgeland, MigS. ......cssccecccscess 131 108 91 75 62 54 
JackMOM, BEM soc cctccoee sessvecéess 106 92 78 66 »D 48 


The Defense. 


The defense of the carriers for the maintenance of 
lower rates from the Ohio River crossings to Atlanta, Bir- 
mingham. Athens, Rome, Cordele, Meridian and Jackson, 
ng lower rates from Chicago, and St. Louis to Meridian 
ind Jackson, than to intermediate points, rests upon the 

llowing grounds: 

1. It is claimed that the rates from the Ohio River 
ossings, St. Louis, and Chicago to each point of des- 
ination here named have been influenced by the com- 
etition of other routes between the same points, by 
he competition of routes serving these points from east- 
rn cities, and by the competition of these points of 
lestination, one with another and with other nearby 
points, for the distributing trade in the surrounding ter- 
ritory. 
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2. That the rates are subnormal. 

3. That they pay more than the additional cost of 
handling. 

4. That the rates to the intermediate points are not 
unreasonable. 

(a) Atlanta, Ga. The reasons relied upon by the 
carriers as necessitating lower rates from Louisville and 
Cincinnati to Atlanta than to intermediate points are the 
competition met at that point of rates from eastern cities 
and the competition of other distributing centers for trade 
in common territory. We have shown in subdivision J 
of this report that the rates on the numbered classes to 
Atlanta from Baltimore and the Ohio River crossings 
have been on a parity since 1879. This parity of rates 
was the outcome of strife, competition, discussion and 
agreement between the various carriers operating routes 
from the west and from the east. The present level of 
rates, however, from the west to Atlanta has not been 
brought about by increased competition, but has resulted 
from other causes explained in subdivision J. 

We have held in subdivision J that the carriers op- 
erating routes from the east to Atlanta are not justified 
in the maintenance of lower rates thereto than to inter- 
mediate points. The carriers from the west are under 
no disadvantage to Atlanta as compared with the eastern 
carriers, either in distance or in relative strength of 
carriers involved. The statement of the desire of Atlanta 
to compete with Macon, Augusta or other points in sur- 
roundirg territory is not any more than can be stated of 
other points intermediate thereto. Upon the whole record 
we are of the opinion that the maintenance of lower 
rates to Atlanta than to intermediate points from Cin- 
cinnati, Louisville and other Ohio River crossings con- 
stitutes undt> preference to Atlanta and undue discrimi- 
nation against intermediate points. 

(b) Birmingham, Ala. The principal reasons urged 
by the petitioners herein for the maintenance of lower 
rates from Cincinnati and Louisville to Birmingham than 
to intermediate points are the competition of other routes 
to Birmingham through other gateways, the competition 
met at Birmingham of carriers serving eastern cities, and 
the competition between Montgomery and Birmingham as 
rival distributing centers. 

The present adjustment of class rates from the Ohio 
and Mississippi River crossings to Birmingham was estab- 
lished in 1888 and 1889. In the year 1888 the Kansas City, 
Memphis & Birmingham Railroad, now the St. Louis & 
San Francisco, published a revised line of class rates from 
Memphis to Birmingham. The above-named railroad, 
from the time of its completion in 1887, had taken the 
position that the rates from Memphis to Birmingham 
were too high as compared with the rates from Nashville, 
Tenn. Then, as now, all the lower Ohio River crossings, 
including Louisville, took the same rates to Birmingham, 
while the rates on the numbered classes from Cincinnati 
were higher and the rates from Memphis on all classes 
were 4 cents lower. 

Below are shown the rates effective at that time 
from Cincinnati, Louisville and other lower crossings and 
from Memphis to Birmingham, Ala. from— 


Cm I so ak 5 sede k ik Side beck: 108 102 88 71 59 47 

Louisville, Ky., and all lower cross- 
AEE SS ae ee i OR 6 ck oe - 2-2-2 
Re gs wali bas Candee cee 94 88 74 59 48 37 
i 


The new rates from Memphis then established by 
the Kansas City, Memphis & Birmingham were— 


75 65 54 43 36 26 


These rates were then and are now observed as maxima 
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at intermediate points. The St. Louis & San Francisco 
Railroad observed the fourth section as to class rates 
from Memphis to Birmingham, but published very many 
commodity rates between these two points, which are 
not made applicable to intermediate points. 


The testimony shows that some of the lines oper- 
ating from and through the Ohio River crossings ear- 
nestly objected to the reductions in rates proposed by 
the Kansas City, Memphis & Birmingham from Memphis, 
but subsequently met the reductions by corresponding 
reductions from Cairo, Evansville, Louisville and Cin- 
cinnati. The reductions made by the Kansas City, Mem- 
phis & Birmingham from Memphis applied only to the 
numbered classes and class E. The reductions made by 
the lines operating from the Ohio River to Birmingham 
were not extended to intermediate points. 

The mileage to Birmingham is from Memphis, 251; 
from Louisville, 394; from Evansville, 364; from Thebes, 
362; from Cairo, 334, and from Cincinnati, 481. 


Traffic from a large territory lying north of the Ohio 
River is routed through all of these gateways to Bir- 
mingham. It is not contended that Memphis is itself 
an important manufacturing center, able to supply to 
Birmingham any large measure of articles moving under 
the numbered class rates. As a gateway it is nearer 
than the gateways on the Ohio River, but it does not 
appear that the routes through the Ohio River cities 
are at any substantial disadvantage as against the Mem- 
phis routes on traffic from the great western centers, 
Chicago, St. Louis, Omaha or Kansas City. Neither is 
it true that these routes from the Ohio River are at 
any disadvantage at Birmingham as against the routes 
from the eastern cities. The competition between Bir- 
mingham and Montgomery furnishes no justification for 
the maintenance of lower rates thereto than to inter- 
mediate points. Upon the whole record we are of the 
opinion that justification has not been shown for the 
maintenance of lower rates from the Ohio River crossings 
to Birmingham than to intermediate points. 

(c) Athens, Ga. The justification urged by the car- 
riers for the maintenance of lower rates from Cincinnati 
and Louisville to Athens than to intermediate points is 
the competition met at that point of carriers serving 
eastern cities and the competition of Augusta, Atlanta, 
Macon and other cities for trade in the surrounding 
territory. 

It is true that these petitioners meet at Athens the 
competition of routes from the eastern cities, but it is 
a competition concerning which they are at no material 
disadvantage. The competition Athens meets as a dis- 
tributing center does not differ from that against which 
other cities in the same territory contend. Upon the 
whole record we are of the opinion that justification has 
not been shown for the continuance of lower rates from 
the Ohio River crossings to Athens than to intermediate 
points. 

(d) Cordele, Ga. The defense of the carriers for 
the maintenance of lower rates from Cincinnati_and 
Louisville to Cordele than to intermediate points is the 
competition met at that point of carriers serving eastern 
cities and the competition for distributing trade between 
Cordele, Americus, Albany and other points. We have 
held in subdivision J that justification does not exist for 
lower rates from eastern cities to Cordete than to inter- 
mediate points. We find no justification for lower rates 
from the Ohio River crossings to Cordele than to in- 
termediate points. 
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(e) Rome, Ga. The defense in the case of Rome 
is similar to that of Athens and Atlanta—the competition 
of eastern markets of supply and the competition with 
other centers of distribution for trade in the surrounding 
territory. The routes from the Ohio River are unde: 
no disadvantage as to the competition from eastern mar 
kets met at Rome, and no justification has been shown 
for making lower rates from the Ohio River cities to 
Rome than to intermediate points. 

(f) Meridian and Jackson, Miss. On account of th 
parity between the rates at these two points and their 
position as rival distributing centers, they will be con 
sidered together. It has been the fixed policy of the 
Mobile & Ohio Railroad and other lines serving Meridian 
from the Ohio River cities to maintain rates to Meridian 
not higher than the rates concurrently maintained to 
Jackson via the Illinois Central. Jackson is but 44 miles 
from Vicksburg, Miss., via the Alabama & Vicksburg 
Railroad, and it is claimed that its proximity to Vicks 
burg necessitates lower rates than otherwise would apply. 
The rates to points between Vicksburg and Jackson, how 
ever, are higher than to Jackson. Jackson does not, 
therefore, obtain its depressed rates by its proximity to 
Vicksburg and the combination rates made on that point 
The rates may have been influenced by the rates to 
Vicksburg, but it is the market competition between 
the two points as distributing centers that has influenced 
the carriers serving Jackson to depress the rates to that 
point. 

Meridian is 96 miles east of Jackson on the Alabama 
& Vicksburg Railway. The competition between these 
two points as distributing centers has induced the Mobile 
& Ohio Railroad and other carriers to keep the rates to 
Meridian on a parity with the rates to Jackson. The 
carriers serving these two points from the Ohio River 
are at no disadvantage as against the carriers serving 
the same points from the eastern cities. 

Upon the whole record we are of the opinion that 
justification has not been shown for continuing lower 
rates from Chicago, St. Louis, or the Ohio River cities to 
Meridian or Jackson than to intermediate points. 

Are these rates subnormal? 


Below are shown the rates and distances to each 
point: 


From— Miles 1 2 : 4 5 
Louisville to Atlanta : usveeee 9§ 87 78 63 52 
Cincinnati to Atlanta ......... 492 98 87 78 63 52 
Louisville to Birmingham ......394 79 69 58 47 40 
Cincinnati to Birmingham ...... 491 89 79 68 55 47 f 
Louisville to Athens ............545 103 90 81 65 54 
Cincinnati to Athens ...... SS a. 90 81 65 54 
Louisville to Cordele ... .....660 123 107 96 78 65 
Cincinnati to Cordele ........... 645 123 107 96 78 65 2 
Louisville to Rome ............ 441 98 87 78 63 52 
Cincinnati to Rome ............426 98 87 78 63 52 
Cairo to Meridian ..............367 83 72 60 51 42 
St. Louis to Meridian ..........522 98 84 70 59 19 
Chicago to Meridian ........... 731 118 99 80 67 56 
Louisville to Meridian .........547 98 84 70 59 49 
Cincinnati to Meridian ......... 634 106 92 78 66 55 8 
eae 373 ss .. 72 8 41 2 i 
St. Louis to Jackson .......... 525 98 84 70 59 49 
Chicago to Jackson ............ 737 118 99 80 67 56. 
Louisville to Jackson ..........564 98 84 70 59 49 
Cincinnati to Jackson .......... 678 106 92 7 66 55 


While these rates are relatively higher than the rates 
to the south Atlantic ports and are slightly higher than 
the rates to the river points, Augusta, Montgomery, Mem 
phis, or Columbus, they are, however, less than the 
average rates for like distances in this territory mad 
to non-competitive points, as shown from Exhibit N 
117. As compared, therefore, with the rates to non- 
competitive points in this territory they are subnormal. 

They probably pay more than the additional cost of 
handling. 
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Are the rates to intermediate points unreasonable? 
(a) On the route from Louisville to Atlanta the 
ighest rated intermediate point is Kennesaw, Ga., 29 
miles north of Atlanta and 445 miles from Louisville. 
rhe rates to Kennesaw are— 

118 102 90 75 62 48 
Average rates for two-line hauls of 450 miles are— 

114 100 89 74 62 50 
It is apparent that the rates to Kennesaw compare closely 
vith the average rates made over like distances in this 
territory, but to the extent that they exceed the rates 
concurrently applicable to Atlanta they are unduly dis- 
criminatory. 

(b) On the route from Cincinnati to Atlanta the 
highest rated point is McPherson, Ga., 41 miles north 
of Atlanta on the Southern Railroad, and 451 miles from 
Cincinnati. The rates to McPherson are— 
131 116 104 87 71 56 


These rates to McPherson and to all the stations be- 
tween Lindale, Ga., and Chattahoochee materially exceed 
the average rates made for like distances over two-line 
hauls in this territory, and to the extent they exceed 
the rates concurrently applicable to Atlanta they are un- 
duly discriminatory. 

(c) On the route from Louisville to Birmingham the 
highest rated stations are those Bangor to Blount Springs, 
Ala., 35 miles north of Birmingham and 359 miles from 


Louisville. The rates to these stations are— 


99 83 65 60 55 45 
The average rates made over one-line hauls for distances 
of 350 miles are— 

103 89 73 69 55 47 
The rates to Blount Springs are less than the average 
rates for like distances. To the extent, however, that 
exceed the rates concurrently applicable to Bir- 
mingham they are unduly discriminatory. 

(d) On the route from Cincinnati to Birmingham the 
highest rated points are those in the vicinity of Sulphur 
Springs, Va., 369 miles from Cincinnati. The rates to 
Sulphur Springs are— 


they 


98 87 78 63 52 41 

These rates compare with the average rates made over 
two-line hauls for like distances in this territory, but to 
the extent that they exceed the rates concurrently ap- 
plicable to Birmingham they are unduly discriminatory. 

(e) On the route from Louisville to Athens the line 
passes through Atlanta and the rates to points interme- 
diate to Atlanta were discussed in paragraph (a). The 
points between Athens and Atlanta take approximately the 
Same rates, namely: 


116 105 86 68 56 50 


These rates are made over an average haul of about 510 
miles and are less than the average rates made for like 
distances over two-line hauls in this territory, but to 
the extent that they exceed the rates concurrently main- 
tained to Athens they are unduly discriminatory. 

(f) The route from Cincinnati to Athens is through 
Atlanta. The rates to intermediate points are the same 
as from Louisville. The distances are approximately the 
Same, and the conclusions reached with reference to their 
discriminatory character are the same as announced in 
paragraph (e). 

(g) On the route from Louisville to Cordele the 
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73 miles east of Montgomery and 551 miles from Louis- 
ville. The rates to Pittsview are— 


151 133 122 102 87 65 
Average rate; for two-line hauls of 550 miles are— 
128 112 99 83 69 56 


These rates to Pittsview and to many of the stations 
on the Seaboard Air Line on the route to Cordele are 
greatly in excess of the average rates for like distances 
in this territory, and to the extent that they exceeed the 
rates concurrently applicable to Cordele they are unduly 
discriminatory. 

(h) On the route from Cincinnati to Cordele the 
highest rated point on the Georgia Southern & Florida 
between Macon and Cordele is Vienna, Ga., nine miles 
north of Cordele and 636 miles from Cincinnati. The 
rates to Vienna at the time the testimony in this case 
was taken were— 


143 125 112 91 76 61 
Average rates for 650 miles are— 
137 118 106 90 74 60 


The rates to Vienna and to other stations on the Georgia 
Southern & Florida exceed to some extent the average 
rates made for like distances over two-line hauls in this 
territory, and to the extent that they exceeed the rates 
concurrently applicable to Cordele they are unduly dis- 
criminatory. 

(i) On the route from Louisville to Rome the high- 
est rated point is Kingston, Ga., 18 miles east of Rome 
and 423 miles from Louisville. The rates to Kingston 
are— 


109 96 84 72 59 45 


These rates correspond reasonably to the average rates 
made over two-line hauls for like distances and do not 
appear to be unreasonable, but to the extent that they 
exceed the rates concurrently applicable on like traffic 
to Rome they are unduly discriminatory. 

(j) On the route from Cincinnati to Rome the high- 
est rated point is Oostanaula, Ga., 90 miles north of 
Rome and 399 miles from Cincinnati. The rates to 
Oostanaula are— 


122 106 95 81 


67 52 
Average rates over two-line hauls of 400 miles are— 
112 98 87 72 60 49 


To the extent that these rates to stations between Chat- 
tanooga and Rome exceed the rates concurrently ap- 
plicable to Rome they are unduly discriminatory. 

(k) On the route from Cairo to Meridian the highest 
rated point is Lauderdale, Miss., 18 miles north of Me- 
ridian and 349 miles from Cairo. The rates to Lauderdale 
are— 

99 a 60 49 43 
These rates are less than the average rates made for 
like distances over one-line hauls in this territory and 
do not appear to be unreasonable, but to the extent that 
they exceed the rates concurrently applicable to Meridian 
they are unduly discriminatory. 

(1) On the route from St. Louis to Meridian Lauder- 
dale, Miss., is the high-rate point and 504 miles from 
St. Louis, with rates of— 


133 111 95 78 62 54 


Average rates over oneline hauls of 500 miles are— 
116 99 83 70 60 51 
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To the extent that these rates exceed the rates concur- 
rently applicable to Meridian they are unduly discrimi- 
natory. 

(m) On the route from Chicago to Meridian, Lauder- 
dale, Miss., is the high-rate point, 713 miles from Chicago, 
with rates of— 


144 119 102 84 68 59 


These rates are less than the average rates made over 
two-line hauls for like distances, but they are unduly 
discriminatory to the extent that they exceed the rates 
concurrently applicable on like traffic to Meridian. 

(n) On the route from Louisville to Meridian the 
high-rate point is Stewart, Ala., 75 miles north of Me- 
ridian and 472 miles from Louisville, with rates of— 

119 106 88.5 75 65 50 
These rates fairly compare with the average rates made 
over two-line hauls of like distances, but to the extent 
that they exceed the rates concurrently applicable to 
Meridian they are unduly discriminatory. 

(o) On the route from Cincinnati to Meridian Stew- 
art, Ala., is the high-rate point 559 miles from Cincinnati, 
with rates of— 


129 116 98.5 83 72 56 


These rates compare reasonably with average rates made 
over two-line hauls for like distances, but they are unduly 
discriminatory to the extent that they exceed the rates 
concurrently applicable to Meridian. 

(p) On the route from Cairo to Jackson, the highest 
rated point is Canton, Miss., 23 miles north of Jackson, 
350 miles from Cairo, with rates of- 


89 71 59 50 13 38 


These rates are less than the average rates made for 
like distances over one-line hauls in this territory. To 
the extent, however, that they exceed the rates concur- 
rently applicable on like traffic to Jackson they are un- 
duly discriminatory. 

(q) .On the route from St. Louis to Jackson, Canton, 
Miss., is the high-rate point, 502 miles from St. Louis, 
with rates of— 

123 100 83 68 56 49 


These rates compare reasonably with the average rates 
over one-line hauls of 500 miles in this territory. To 
the extent, however, that they exceed the rates con- 
currently applicable on like traffic to Jackson they are 
unduly discriminatory. 

{r) On the route from Chicago to Jackson, Canton, 
Miss., is the high-rate point, 714 miles from Chicago, 
with rates of— 


134 108 91 75 62 54 


These rates compare favorably with average rates for 
one-line hauls over like distances in this territory, but 
they are unduly discriminatory to the extent that they 
exceed the rates concurrently applicable to Jackson. 

(s) On the route from Louisville to Jackson, Canton, 
Miss., is the high-rate point, with rates from Louisville 
the same as from St. Louis shown in paragraph (q). 
These rates are made over a haul of 521 miles. They 
are not higher than average rates for like distances in 
this territory, but they are unduly discriminatory to the 
extent that they exceed the rates concurrently applicable 
to Jackson. 

(t) On the route from Cincinnati to Jackson, Can- 
ton, Miss., is the high-rate point, 655 miles from Cin- 
cinnati. ‘the rates to Canton are— 

132 108 91 75 62 54 
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These rates compare favorably with average rates mad¢ 
over twoline hauls for like distances, but to the extent 
that they exceed the rates concurrently applicable t 
Jackson they are unduly discriminatory. 


Rates on the Lettered Classes. 

While the testimony in these cases has been fairl) 
full as to tue rates on the numbered classes, it has bee! 
in some instances silent, and in other instances meager 
as to the rates upon lettered.classes. In those situation: 
covered by this report in which relief from the fourt! 
section requirements is denied as to the numbered classes 
the primary reason for the denial is that the depressio: 
of rates to the more distant points has not been justified 
by the circumstances there existing. The reasons urge: 
as justifying relief in respect to the lettered classes ar: 
not different from those which have been described as 
to the numbered classes, and in all such situations relief 
will be denied both as to lettered and numbered classes 
In those situations described herein where relief 
afforded from the provisions of the fourth section as 
vo the numbered classes, and the carriers are authorized 
to continue higher rates to intermediate points, with th: 
limitation that these rates must not exceed the averag: 
rates for like distances over one or two line hauls, a 
shown from Exhibit No. 117, this limitation will apply 
both as to numbered and lettered classes. In those si 
uations described in the report where relief from the 
provisions of the fourth section is authorized with th: 
provision that the rates to intermediate points shall not 
exceed certain rates herein named on the numbered 
classes, the rates on the lettered classes must not b 
higher than the rates on the lettered classes shown 
Exhibit 117 as corresponding to the rates named therein 
on the numbered classes. 


Commodity Rates. 


The disparities shown above between the class rates 


to the long-distance points, on the one hand, and to the 


intermediate points, on the other, are not fairly repré 
sentative of the disparities that exist as to commodit 
rates. The cities of Atlanta, Birmingham, Athens, A 
gusta, Rome, Charleston, Savannah, Brunswick, Jackso 
ville, New Orleans, Mobile, Montgomery, Memphis, and 
many other important places, have a large number 
special commodity rates from eastern cities, New Orleans 
and Ohio River crossings. These commodity rates are 
usually materially lower than the rates on the classes 
in which these commodities belong. Comparatively fe. 
commodity rates are made to the intermediate point 
Washburn’s southeastern tariff No. 9, I. C. C. No. 10s 
contains approximately 160 items on which special con 
modity rates are named from Cincinnati to Atlanta. T! 
same tariff contains but 20 items on which special con 
modity rates are named to Kennesaw, an intermediate 
point on the Nashville, Chattanooga & St. Louis Railwa 
The items given below have been selected from this 
tariff, and the rates on the several items examined from 
Cincinnati to Atlanta, Birmingham, Augusta, Macon, S 
vannah and New Orleans, together with the rates on t! 
same items to the intermediate points, Kennesaw, inte! 
mediate to Atlanta, Blount Springs, intermediate to Bi! 
mingham, Greenwood, S. C., intermediate to August 
Bibb, Ga., intermediate to Macon, Allendale, S. C., inter 
mediate to Savannah, and Atmore, Ala., intermediate to 
New Orleans. 

The situation may perhaps be fairly illustrated b 
showing the class rates and the commodity rates on thes 
19 items to Atlanta and to Kennesaw: 
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From Cincinnati to— 
Item. Atlanta. Kennesaw. 
(Agricultural and cultivating implements, 
corn planters, cultivators, etc.— 


CE IETS oo 05 aie ad 4b tulle bx Rais oatenee oe $0.41 $0.48 

CORED WEG son. de onc Ae eine Sa kee .35 .45 
Brick, common— 

CPD nea > a daipins ta eRe e bass oc awes 28 -255 

Comins: PRG: ais k Fis Mode cews edit 13 -125 


Canned goods, viz., beef, pork, sausage, 
tripe, in metal cans— 
foiled 0:5 wid re ade diet dalewre hm eedo .36 48 
COREIEBEIEY TERE on ceconvvccdepoessecee .30 48 
Canned goods, broths, cove oysters, fish, 
ete., in metal cans, in barrels, boxes or 


crates 
TD. obae yo db ne nual eee oo ebb ow 52 -62 
Cer BEM .< wicoctdvatewtbsscbeca -41 .54 


Same, L. C. L., in boxes or barrels- 


ets gh dwdccpetcs baa es .78 90 
Ge THOR Sk aca Sis bee Ksit eer 57 75 
Canned meats, combined with vegetables, 
in metal cans, in boxes, barrels’ or 
crates— é 
CR DRAG: 6 da seainaed set ceoteewse os évets an 57 
CE PON a 6 o.0k 0% cdnen 8604bo Mu8 36 48 
Portland cement, or natural, in barrels 
or bags— 
Class CAGE sean cho cbawcbe> i dineichs .28 .29 
we a TT ae sey eee .16 1725 
8 Crackers, bread, cakes, in boxes or bar- 
rels— f 
ee Pee ee -52 .62 
CED SROUR i'kin cco bebt de cacusbaps 52 .64 
Crackers, bread, cakes and cracker meal, 
in barrels or boxes, L. C. L. i 
CS: BORD ng ccc dw owich s See nd as a dee sys .63 .15 
ComOGEty TRL. ...6.c0's + re wes vows we aK .52 71 
Fertilizer, as per Southern Classification 2 
Cham SUES... 02 ccs ndccpes vewel esa tcersde 41 345 
COMPUABEIEY FOCE cc cccwscecncuaevcsnes 16 215 


Furniture, viz., chair or furniture stuff or 
stock, wooden, K. D., in the rough or 
white, and chairs, K. D., in the white— 

CE OD ons a cagecctns dadbeeds aeose sas OZ 
CITIES | TED: oo cc ccc te neictenctoesss .30 44 

Household goods, rated sixth class in 

Southern Classification— 


59 §2 


CN Oe 6.6 bs Kee dade caceed en ese aes 41 5] 
Gene. GRRE... acd 0.40 0.0 hese egw ete 2 .33 
Iron and steel articles, bars and billets— s 
CHE DE. bp wens P'S Hele wd eo Shows wy ees 41 345 
Commodity rate ....ccecccccccseceses .14 1778 
Live stock, released, viz., cattle, per car 
ce a ae Tere re Pre er ome , 
SCommodity rate .....cccccecccrcvess 85.00 81.00 
Building material, wooden, viz., rough or 
dressed lumber, lath, shingles, sash, 
doors, blinds, molding, etc . 
CN ORD oid occ ccc ttiep bladed dows 400.44 41 51 
Commodity rate 2.6.65 cecercevccsvcces .28 38 
Molasses and sirup (except fountain and 
coloring sirup) O. R. L., in bulk in bar- 
rels, or in tin cans, boxed or jacketed, 
also glucose sirup or corn sirup in tin 
cans, boxed or jacketed, straight or 
mixed carloads— oa ach 
Ce PI 5 655 oon cc os oe db chadecyeeree 52 .62 
Commodity rate .......--.ceeesecccees ,o2 -44 
Glucose or corn sirup, in tank cars— — = 
CE PUR occ ccc eeccetebctvstcesesoes ba 62 
Commodity rate ........csccsessescves .28 .40 
Pickles, vinegar, sauerkraut, mustard (pre- 
pared), horse-radish, catsup,— etc., in 
glass or earthenware, packed in barrels 
or boxes, or in bulk in barrels or pails— 
Ce OS, | 8k ne ke dn ce cvmgee sash enecna4 ’ 
Commodity rate ...0..-ccecsscscccesss .52 
Stoves and ranges (except alcohe!l and 
gas, gasoline, oil and vapor stoves and 
ranges), hollow ware, stove and range 
furniture— se én 
ass  /  Betbiedg op Saree eva tered s tgn.s 1 042 
Class rate ......... = - 


Commodity rate ........cccerscseesece 

*Carload rate. 

Of the 19 items enumerated above, the establish- 
ment of such commodity rates as exist on these items 
has had the effect of increasing the discrimination against 
Kennesaw in 10 cases, the discrimination remains un- 
changed in 5 eases, and in 4 cases there is no discrimi- 
nation apparently in the rates. 

The staton Blount Springs, intermediate to Birming- 
ham, appears to be a place of small relative importance 
The disparity 
between the rates to Blount Springs and to Birmingham, 
as shown by the rates on classes, has been increased by 
the establishment of commodity rates on these 19 items 

14 of the 19 cases. 

Greenwood, S. C., intermediate to Augusta, takes 
higher class rates than Augusta. The disparity between 


THE TRAFFIC WORLD 1011 














Greenwood rates and the Augusta rates, as shown by 
the rates on the classes, has been increased through the 
establishment of commodity rates on these 19 items in 
5 cases and has been decreased~in 8 cases. 

Bibb, Ga., is intermediate to Macon, and is a place 
of small relative importance as compared with Macon. 
The establishment of commodity rates on these 19 items 
has apparently increased discrimination against Bibb in 
but two cases, and decreased discrimination in 5 cases. 

Allendale, S. C., is intermediate to Savannah. The 
establishment of commodity rates on the items shown 
above has increased discrimination in 11 cases, and de- 
creased discrimination in 4 cases. 

Atmore, Ala., is intermediate to New Orleans, and the 
commodity rates established on these 19 items have in- 
creased the discrimination in 13 cases, while in 6 cases 
the discrimination has remained unchanged. 

Many of the commodities which are shipped to the 
large consuming centers like Atlanta, Birmingham and 
New Orleans, never have moved and may never move 
to some of the intermediate stations, irrespective of what 
the rate may be. The intermediate points are in many 
instances of relatively small importance to which it is 
unnecessary to make a large number of commodity rates. 
The establishment of such rates and their continuance 
through subsequent tariff issues would make these tariffs 
unnecessarily cumbersome and serve no useful purpose. 

Rule 77 of Tariff Circular 18-A has been devised for 
the purpose of relieving the carriers from the necessity 
for publishing volumes of unnecessary rates, and where 
the rates to the more distant point have not been de- 
pressed to a level so low as to be less than reasonable 
rates to be applied to intermediate points, the tariffs 
containing such rates should carry this rule. 

In all those instances covered by this report where 
a carrier may be authorized to publish and charge lower 
rates to more distant than to intermediate points, and 
the amounts by which the rates on the several classes 
to the intermediate points may exceed the rates to the 
more distant points has been determined or may be de- 
termined by the Commission, the rates on a commodity 
to an intermediate point should not exceed the rate on 
the same commodity to the more distant point by more 
than the difference in cents per 100 pounds by which 
the rate on the class to which that commodity belongs 
exceeds the rate on the same class to the more distant 
point. For example, in subdivision D the opinion has 
been expressed that the rates from -the Ohio River cross- 
ings to the south Atlantic ports have been depressed 
by the competition of the rail-and-water routes through 
north Atlantic ports, a competition concerning which 
these petitioners are at a disadvantage. By reason of 
this competition the rates from Cincinnati to Savannah 
have been depressed to a level that is subnormal and 
cannot in fairness be applied as maxima to intermediate 
points. The intermediate point, Yenome, S. C., takes 
the highest rate. The rate on fifth class to this station 
is 66 cents per 100 pounds, while the rate on fifth class 
to Savannah is 58 cents. The excess is 8 cents. In 
ease a commodity rate exists or is established on any 
fifth-class article to Savannah of a less amount than 
58 cents the discrimination against the intermediate point 
will be to the extent of that reduction increased, yet the 
intermediate point is in no sense injured by the estab- 
lishment of the commodity rate to Savannah muniless 
were are shippers at the intermediate point who could 
use a commodity rate on this article were on established 
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to that point. Under such circumstances the require- 
ments of the situation would be fairly met if the tariffs 
containing the rates on classes and commodities from 
Cincinnati to Savannah~ carried the following announce- 
ment: 

This tariff contains rates which are less for longer than for 
shorter distances over the same line in the same direction. 
These rates are published under authority of Fourth Section 
Order No. 3866. Certain commodity rates herein published to 
more distant points are not applicable to intermediate points. 
Upon reasonable application therefor, a commodity rate will be 
published to any intermediate point which will not exceed the 
commodity rate to the next more distant point to which a rate is 
named by more than the rate on the class to which the com- 
modity belongs to the intermediate point exceeds the rate on 
the same class to the more distant point, on one day’s notice to 
the Commission and to the public. 

The routes herein described are in all instances work- 
able routes fairly direct, but not in all cases the short 
lines. In all those instances described in this report 
where carriers have been or may be denied authority to 
continue lower rates to more distant than to interme- 
diate points on the routes named, carriers operating 
other routes between the same points of origin and des- 
tination which do not exceed the length of the routes 
herein described by 15 per cent or more, and which are 
meeting via such lines the rates of the lines described 
in the report, will be denied authority to continue lower 
rates to the more distant points than to points inter- 
mediate thereto. Carriers operating via circuitous routes 
from and to the points last described, whose lines exceed 
the length of the lines described in the report by 15 per 
cent or more,. will be authorized to continue to meet the 
competition of the direct lines at the more distant points 
and to maintain higher rates to the intermediate points, 
provided: 

(1) That the rates on classes to intermediate points 
do not exceed the average rates in this territory for like 
distances over one or more than one-line hauls, as the 
case may be, as shown in the order entered herein. 

(2 That the tariffs containing commodity rates to 
the more distant points provide for the publication of 
commodity rates to intermediate stations upon demand, 
that do.not exceed the commodity rates to the next more 
distant points to which rates are named by more than 
the class rates herein authorized on the classes to which 
such commodities belong, exceed the class rates to the 
more distant points. 

In all those instances described in the report where 
carriers have been or may be authorized to continue 
lower rates to more distant than to intermediate points, 
carriers operating other routes and publishing rates from 
and to the same points may continue to meet the compe- 
tition of the lines described in the report at the more 
distant points, and may continue higher rates to inter- 
mediate points under the same restrictions above pre- 
scribed with respect to indirect routes. 





FOURTH SECTION ORDER NO. 3866. 

It is ordered, That the petitioners herein be, and they 
are hereby, authorized to continue their present class 
and commodity rates from New York to Charleston, S. C., 
Savannah and Brunswick, Ga., Jacksonville, Fla., New 
Orleans, La., Mobile, Ala., and Pensacola, Fla., and to 
other stations contiguous thereto to which rates from 
New York are made by combination on the above-named 
points of destination, which are lower than the rates 
concurrently applicable on like traffic to intermediate 
stations; provided, that the rates to intermediate local 
stations which have not been depressed by combination 
on contiguous competitive points are not increased. 
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It is further ordered, That the petitioners herein be, 
and they are hereby, authorized to continue class and 
commodity rates from New Orleans, La., to Charleston, 
S. C., Savannah and Brunswick, Ga., Tampa and Jackson- 
ville, Fla., and to stations contiguous thereto to which 
rates from New Orleans are made by combination on 
the above-named points of destination which are lower 
than the rates concurrently applicable on like traffic to 
intermediate points; provided— 

First—That on the route to Charleston described in 
the report the rates to points between Augusta and 
Charleston not affected by combination on either Charles- 
ton or Augusta are not increased and the rates to points 
between Augusta and Charleston which are made by com- 
bination on these points do not exceed such combination. 

Second—That on or before Oct. 1, 1914, on the route 
named in the report to Savannah the rates to stations 
west of Helena, Ga., are so corrected as not to exceeed 
the present rates to Helena, and the rates to stations 
east of Helena are corrected to be not higher than 5 
per cent in excess of the rates to Helena, and in no 
case exceed the combination on Savannah. 

Third—That on or before Oct. 1, 1914, on the route to 
Brunswick named in the report the rates to stations west 
of Homerville, Ga., are so corrected that they do not 
contravene the provisions of the fourth section one as 
against another, and in no case exceed the rates over 
two-line hauls for like distances shown below, and east 
of Homerville in no case exceed the combination on 
Brunswick. 

Fourth—That on or before Oct. 1, 1914, on the route 
to Jacksonville named in the report the rates to stations 
west of Lee, Fla., are so corrected that they do not con 
travene the provisions of the fourth section one as against 
another, and in no case exceed the rates over two-line 
hauls for like distances shown below, and rates to sta- 
tions east of Lee do not exceed the combination on 
Jacksonville. 

Fifth—That on the route named in the report to 
Tampa, Fla., the rates to stations between Jacksonville 
and Tampa not affected by combination on either of these 
points are not increased, and the rates to stations be- 
tween Jacksonville and Tampa which are made by com- 
bination on either Jacksonville or Tampa do not exceed 
such combination. 

It is further ordered, That the petitioners herein be 
and they are hereby, authorized to continue class and 
commodity rates from Louisville, Ky., and Cincinnati. 0. 
to Charleston and Port Royal, S. C., Savannah and Bruns- 
wick, Ga., and Jacksonville, Fla., and points contiguous 
thereto to which rates from Cincinnati and Louisville are 
made by combination on the above-named destination 
points which are lower than the rates concurrently ap- 
plicable on like traffic to intermediate stations; provided— 

First—That on the route named in the report from 
Louisville to Charleston the rates to stations between 
Augusta and Charleston affected by combination on either 
of these points do not exceed such combination and the 
rates to other stations not so affected are not increased. 

Second—That on the route named in the report from 
Cincinnati to Charleston the rates to stations between 
Columbia, S. C., and Charleston affected by combination 
on one of these points do not exceed such combination 
and the rates not so affected are not increased. 

Third—That on the route named in the report from 
Louisville to Port Royal the rates to stations betwee? 
Augusta and Port Royal affected by combination on oné 
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these points do not exceed such combination and the 
rates to stations not so affected are not increased. 

Fourth—That on the route named in the report from 

cinnati to Port Royal the rates to stations between 

igusta and Port Royal affected by combination on one 
these points shall not exceed such combination and 
rates to stations not so affected are not increased. 

Fifth—That on or before Oct. 1, 1914, on the route 
1amed in the report from Louisville to Savannah the 
rates to stations west of Helena are so corrected that they 

») not exceed the present rates to Helena, and that the 
rates to stations east of Helena do not exceed the rates 
to Helena by more than 5 per cent and in no case exceed 
the combination on Savannah. 

Sixth—That on the route named in the report from 
Cincinnati to Savannah the rates to stations between 
Columbia, S. C., and Savannah affected by combination 
on one of these points shall not exceed such combination 
and that the rates to stations not so affected are not 
increased. 

Seventh—That on or before Oct. 1, 1914, on the route 
named in the report from Louisville to Brunswick the 
rates to stations between Montgomery and Dupont, Ga., 
except Bainbridge, Ga., are so corrected as to avoid de- 
partures from the long-and-short-haul clause, and rates 
to stations east of Dupont are not higher than the com- 
bination on Brunswick. 

Eighth—That on or before Oct. 1, 1914, on the route 
named in the report Cincinnati to Brunswick the rates 
to stations between Macon, Ga., and Helena, Ga., are 
so corrected that they do not exceed the present rates to 
Helena, and the rates to stations south of Helena do not 
exceed rates to Helena by more than 5 per cent and 
in no case exceed the combination on Brunswick. 

Ninth—That on or before Oct. 1, 1914, on the route 
named in the report from Louisville to Jacksonville the 
rates to stations between River Junction, Fla.,. and Wel- 
born, Fla., are so corrected as to avoid violations of the 
long-and-short-haul clause and to be not higher than the 
rates over two-line hauls for like distances shown be- 
low, and the rates to stations east of Welborn do not 
exceed the combination on Jacksonville. 


Tenth—That on the route named in the report from 
Cincinnati to Jacksonville the rates to stations between 
Jesup, Ga., and Jacksonville do not exceed the combina- 
tion upon either Brunswick or Jacksonville. 

It is further ordered, That the retitioners herein be, 
and they ave hereby, authorized to continue class and 
‘commodity rates from Cincinnati, O., Louisville, Ky., 
Cairo, Ill., St. Louis, Mo., and Chicago, Ill., to New Or- 
leans, La., Mobile, Ala., Pensacola, Fla., Gulfport, Miss., 
and Tampa, Fla., and points contiguous thereto to which 
rates from originating points named are made by com- 
bination on the above-named destinations which are lower 
than the rates concurrently applicable on like traffic to 
intermediate stations: provided— 


First—That on the routes named in the report from 
Cairo to New Orleans, Mobile and Pensacola the rates 
to stations between Jackson and New Orleans. between 
Meridian and Mobile, and between Mobile and Pensacola 
affected by combination on one of the above-named points 
do not exceed such combination and the rates to stations 
not so affected are not increased. 

Second—That on the routes named in the report, 
Louisville to New Orleans, Mobile, Pensacola and Tampa, 
the rates to stations between Montgomery and Pensacola, 
between Montgomery and Mobile, between Mobile and 
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New Orleans, and between Jacksonville and Tampa affected 
by combination on one of the above-named points of des- 
tination do not exceed such combination, and the rates 
to stations not so affected are not increased. 

Third—That on the route named in the report, St. 
Louis to New Orleans and Pensacola, the rates to sla- 
tions between Jackson and New Orleans and between 
Mobile and Pensacola affected by combination on one of 
the above-named points of destination do not exceed such 
combination and the rates to stations not so affected are 
not increased. 

Fourth—That on or before Oct. 1, 1914, on the route 
named in the report, St. Louis to Mobile, the rates to 
stations between Meridian and Mobile are so corrected 
that they do not exceed the rates for one-line hauls of 
like distances shown below. 

Fifth—That on the routes named in the report, Cin- 
cinnati to Mobile, New Orleans, Pensacola, and Tampa, 
the rates to stations between Montgomery and Pensacola, 
between Montgomery and Mobile, between Mobile and 
New Orleans and between Jacksonville and Tampa affected 
by combination on one of the above-named points do 
not exceed such combination, and the rates to stations 
not so affected are not increased. 

Sixth—That on the routes named in the report, Chi- 
cago to New Orleans, Mobile and Pensacola, the rates to 
stations between Jackson and New Orleans, between Me- 
ridian and Mobile, and between Montgomery and Pensa- 
cola affected by combination on one of the above-named 
points of destination do not exceed such combination and 
the rates to stations not so affected are not increased. 

It is further ordered, That the petitioners herein be, 
and they are hereby, authorized to continue class and 
commodity rates from Cairo, Ill., Louisville, Ky., Cin- 
cinnati, O., St. Louis, Mo., and Chicago, Ill, to Memphis, 
Tenn., Greenville, Vicksburg and Natchez, Miss., and 
points contiguous thereto to which rates from the above- 
named points of origin are made by combination on the 
destinations named which are lower than the rates con- 
currently applicable on like traffic to intermediate sta- 
tions; provided— 

First—That on the routes named in the report from 
Cairo, Cincinnati, Louisville, St. Louis and Chicago to 
Memphis the rates to points affected by combination on 
Memphis do not exceed such combinations and the rates 
to intermediate points not so affected are not increased. 

Second—That on the routes named in the report from 
Cincinnati to Vicksburg, Greenville and Natchez the rates 
to stations affected by combination on one of the above- 
named points of destination do not exceed such com- 
bination and the rates to intermediate points not so 
affected are not increased. 


Third—That on the routes named in the report from 
Cairo, Louisville, St. Louis and Chicago to Greenville. 
Vicksburg and Natchez the rates to stations affected by 
combination on the above-named points of destination do 
not exceed such combination, and on or before Oct. 1, 
1914, the rates to intermediate stations not so affected 
are so corrected as to not exceed the rates over one-line 
hauls for like distances shown below. 

It is further ordered, That the petitioners herein be, 
and they are hereby, authorized to continue class and 
commodity water-and-rail rates from New York City to 
Augusta, Ga., Memphis, Tenn., Macon, Milledgeville, Haw- 
kinsville, Dublin and Columbus, Ga., Eufaula, Montgomery, 
Selma, Demopolis and Tuscaloosa, Ala., and to points to 
which rates are made by combination on the above-named 
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points of destination which are lower than the rates con- 
currently applicable on like traffic to intermediate sta- 
tions, provided: 

First. That on or before October 1, 1914, on the route 
named New York to Augusta, the rates to stations between 
Savannah and Augusta are so corrected as to not exceed 
the rates for two-line hauls for like distances shown below. 

Seeond. That on the route named in the report New 
York to Memphis the rates to stations between Chat- 
tanooga and Memphis affected by combination on one of 
these points shall not exceed such combination and the 
rates to stations not so affected are not increased. 

Third. That on or before October 1, 1914, on the 
routes named in the report, New York to Macon, Milledge- 
ville, Hawkinsville and Dublin, the rates to stations be- 
tween Savannah on the one hand and Macon, Milledgeville, 
Hawkinsville or Dublin on the other, are so corrected that 
they do not exceed the rates over two-line hauls for like 
distances shown below. 

Fourth. That on the route named in the report, New 
York to Columbus, the rates to stations Everett, Ga., to 
Schatulga, Ga., are not increased, 

Fifth. That on or before October 1, 1914, on the route 
to Montgomery named in the report the rates to stations 
east of Hurtsboro, Ala., are so corrected as not to ex- 
ceed the present rates to Hurtsboro, and the rates to sta- 
tions between Hurtsboro and Montgomery are so corrected 
as to not exceed the rates to Hurtsboro by more than 5 
per cent. 

Sixth. That on the route named in the report from 
New York to Selma the rates to stations between Mont- 
gomery and Selma affected by combination on one of these 
points shall not exceed such combination and the rates to 
stations not so affected are not increased. 

Seventh. That on or before October 1, 1914, on the 
route named in the report from New York City to Demopo- 
lis the rates to stations between Selma and Demopolis are 
so corrected that they do not exceed the rates to Demopo- 
lis by more than 20, 18, 15, 13, 11 and 10 cents per 1006 
pounds on classes 1 to 6. 

It is further ordered, That applications of the peti- 
tioners herein for authority to continue lower rates on 
classes and commodities from New York City to Albany, 
Ga., than the rates concurrently applicable on like traffic 
to intermediate stations be, and the same are hereby, de- 
nied, effective October 1, 1914. 

It is further ordered, That petitioners herein be, and 
they are hereby, authorized to continue rates on classes 
and commodities from New Orleans, La., to Augusta, Ga., 
and to points contiguous thereto to which rates from 
New Orleans are made by combination on Augusta which 
are lower than the rates concurrently applicable on like 
traffic to intermediate points; provided— 

That on the route named in the report, New Orleans 
to Augusta, the rates to stations between Atlanta and 
Augusta affected by combination on one of these points 
do not exceed such combination and the rates to stations 
not so affected are not increased. 

It is further ordered, That the applications of the 
petitioners herein for authority to continue lower rates 
from New Orleans, La., to Montgomery and Selma, La., 
and to Macon, Columbus and Albany, Ga., than to inter- 
mediate points be, and the same are hereby, denied, 
effective Oct. 1, 1914. 

It is further ordered, That petitioners herein be, and 
they are hereby, authorized to continue class and com- 
modity rates from Cincinnati, O., and Louisville, Ky., to 
Augusta, Macon and Columbus, Ga., and to Montgomery 
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and Selma, Ala., and to points contiguous thereto, to 
which rates from Cincinnati and Louisville are made )b) 
combination on the above-named points of destination 
which are lower than the rates concurrently applicable 
on like traffic to intermediate points; provided— 

First—That on the route Cincinnati to Augusta named 
in the report the rates to stations between Spartanburg, 
S. C., and Augusta not affected by combination on Ay 
gusta are not increased and the rates to stations affected 
by combination on Augusta do not exceed the combination 
on Augusta. 

Second—That on or before Oct. 1, 1914, on the route 
Louisville to Augusta named in the report the rates ‘o 
stations between Atlanta and August are so corrected 
that they do not exceed the rates over two-line hauls 
like distances shown below. 

Third—That on or before Oct. 1, 1914, on the route 
named in the report, Cincinnati to Macon, the rates to 
stations between Atlanta and Macon are so corrected that 
they do not exceed the rates over two-line hauls for like 
distances shown below. 

Fourth—That on or before Oct. 1, 1914, on the route 
named in the report from Louisville to Macon the rates 
to stations between Columbus and Macon are so aligned 
that they do not contravene the provisions of the fourth 
section and do not exceed the rates over two-line hauls 
of like distances shown below. 

Fifth—That on or before Oct. 1, 1914, on the route 
from Cincinnati to Columbus named in the report the 
rates to stations between McDonough and Columbus are 
so corrected that they do not exceed the rates over two 
line hauls of like distances shown below. 

Sixth—That on or before Oct. 1, 1914, on the route 
named in the report, Louisville to Columbus, the rates 
to stations between Birmingham and Columbus are so 
corrected that they do not exceed the rates over two-line 
hauls of like distances shown below. 

Seventh—That on or before Oct. 1, 1914, on the route 
named in the report, Cincinnati to Montgomery, the rates 
to stations between Atlanta and West Point are so cor- 
rected that they do not exceed the rates over two-line 
hauls of like distances shown below. 

Eighth—That on the route named in the report, Lou- 
isville to Montgomery, the rates to stations between 
Calera, Ala., and Montgomery affected by combination 
on Montgomery shall not exceed such combination and 
the rates not so affected are not increased. 

Ninth—That on or before Oct. 1, 1914, on the route 
named in the report from Cincinnati to Selma the rates 
to stations between Birmingham and Maplesville, Ala 
are so corrected as to not exceed the present rates io 
Maplesville, and the rates to stations between Maplesvill« 
and Selma are so corrected that they do not exceed the 
rates over two-line hauls of like distances shown below 

Tenth—That on the route named in the report, Louis- 
ville to Selma, the rates to stations between Montgomery 
and Selma unaffected by combinations on those points 
are not increased and the rates to stations so affected 
do not exceed such combination. 

It is further ordered, That the authority sought by 
petit‘oners to continue class and commodity rates from 
Cincinnati, O., and Louisville, Ky., to Albany, Ga., and 
Chattanooga, Tenn., which are lower than the rates con- 
currently applicable on like traffic to intermediate poin‘s 
be, and the same is hereby, denied, effective Oct. 1, 19/4 

It is further ordered, That petitioners herein be, and 
they are hereby, authorized to continue water-and-rail 
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rates on classes and commodities from New York to 
Rome, Ga., Birmingham, Ala., and Meridian and Jackson, 
Miss., and to points contiguous thereto to which rates 
re made by combination on these points, which are lower 
han the rates concurrently applicable on like traffic to 
ntermediate stations; provided— 

First—That on or before Oct. 1, 1914, on the route 
1amed in the report, New York to Rome, the rates to 
stations between Atlanta and Rome are so corrected that 
that they do not exceed the rates over two-line hauls of 
ike distances shown below. 

Second—That on or before Oct. 1, 1914, on the route 
named in the report, New York to Meridian, the rates 
from New York to stations on the Alabama Great South- 
ern Railroad between Birmingham and Meridian are so 
corrected as not to exceed the rates over two-line hauls 
of like distances shown below. 

Third—That on or before Oct. 1, 1914, on the route 
named in the report, New York to Jackson, the rates to 
stations on the Alabama & Vicksburg Railway between 
Meridian and Jackson are so corrected that the rates to 
stations between Meridian and Newton do not exceed 
the present rates to Newton, and the rates to stations 
between Newton and Jackson do not exceed the rates to 
Jackson by more than 12, 11, 10, 9, 9 and 8 cents per 100 
pounds on classes 1 to 6. 

Fourth—That on the route named in the report, New 
York to Birmingham, the rates to stations between At- 
lanta and Birmingham that are affected by combination 
on Atlanta or Birmingham shall not exceed such com- 
bination and the rates to stations not so affected are not 
increased, 

It is further ordered, That the applications of peti- 
tioners for authority to continue lower class and com- 
modity rates from New York to Atlanta, Athens and 
Cordele, Ga., via Norfolk and the south Atlantic ports 
ind from New York to Meridian and Jackson, Miss., via 
New Orleans, La., and Mobile, Ala., than the rates con- 
currently applicable on like traffic to intermediate sta- 
tions via the routes named in the report be, and the same 
are hereby, denied, effective Oct. 1, 1914. 

It is further ordered, That petitioners herein be, and 
they are hereby, authorized to continue lower class and 
commodity rates from New Orleans to Birmingham, Ala., 
via the route named in the report than the rates con- 
currently applicable on like traffic to intermediate points; 
provided, That the rates from New Orleans to stations 
between Montgomery and Birmingham which are affected 
by combination on those points do not exceed such com- 
bination, and the rates to stations not so affected are 
not increased. 

It is further ordered, That the applications of peti- 
‘ioners herein to continue lower rates on classes and 
commodities from New Orleans, La., to Atlanta, Athens, 
Cordele and Rome, Ga., than the rates concurrently ap 
plicable on like traffic to intermediate points via the 
routes described in the report be, and the same are 
hereby, denied, effective Oct. 1, 1914. 

It is further ordered, That the applications of peti- 
tioners herein for authority to continue lower class and 
commodity rates from Cincinnati and Louisville to At- 
lanta, Athens, Rome and Cordele, Ga., Birmingham, Ala., 
and Meridian and Jackson, Miss., and from Cairo, IIL, 
St. Louis, Mo., and Chicago, Ill, to Meridian and Jackson 
via routes named in the report than the rates concurrently 
applicable on like traffic to intermediate points be, and 
the same are hereby, denied, effective Oct. 1, 1914. 
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The rates prescribed herein as maxima to be observed 
at intermediate points are: 


Classes. 
Distances. 23466ABCDERHF 
300 miles— 


One line 84 69 63 51 45 38 38 31 25 46 55 52 

Two or more .-. 106 92 79 66 56 47 40 44 30 26 52 56 55 
350 miles— 

One line 103 89 73 69 55 47 40 41 33 26 50 58 56 

Two or more lines... 110 95 84 69 58 48 39 44 32 27 52 59 57 


400 miles— 
One line 110 95 77 69 58 49 41 43 34 27 51 59 57 


Two or more li .»» 112 98 87 72 60 49 39 44 32 27 60 57 


450 miles— 
One line 115 98 890 69 59 51 41 44 34 28 60 60 
Two or more lines... 114 100 89 74 62 50 39 44 33 27 62 56 


500 miles— 
One line 116 99 83 70 60 51 41 45 34 29 53 62 62 
Two or more lines... 120 104 92 76 64 52 40 46 34 29 56 64 60 


550 miles— 
One line 117 100 85 72 61 52 43 46 35 30 54.65 64 
Two or more ... 128 112 99 83 69 56 43 48 37 31 61 69 64 


600 miles— 
One line 118 102 86 74 63 53 44 47 36 30 56 64 64 
Two or more ... 181 114 101 85 70 58 44 49 38 32 62 71 66 


650 miles— x 
One line 23 106 89 78 66 56 45 49 37 32 59 67 66 


Two or more lines... 137 118 106 90 74 60 47 51 40 33 66 74 68 


700 miles— 
One line 128 110 94 82 70 59 47 51 38 33 63 69 70 


Two or more lines... 142 126 113 94 80 66 50 53 43 35 65 77 71 


750 miles— ‘i 
One line 133 114 98 86 73 62 49 54 39 34 70 73 73 
Two or more lines... 147 130 118 98 84 69 53 56 45 36 74 80 73 


And it is further ordered, That in all those instances 
covered by this report and order where carriers have 
been authorized to maintain lower class and commodity 
rates to more distant than to intermediate points, items 
in tariffs containing commodity rates to more distant 
points, which rates are not made applicable to inter- 
mediate points, shall contain and refer by proper ref- 
erence mark to a note reading as follows: 

“The rate named in this item is not applicable to all 
intermediate points. This departure from the require- 
ments of the fourth section is authorized by I. C. C.’s 
Fourth Section Order No. 3866. Upon reasonable appli- 
cation therefor a rate will be established to any inter- 
mediate point upon one day’s notice to the Commission 
and to the public which will not exceed the rate to the 
next more distant point to which a rate is named by 
more than the class rate on the class to which this com- 
modity belongs exceeds the rate on the same class to the 
more distant point.” 


MAY RAILROAD CHANGE ITS MIND? 


Has the Wabash Railroad Co. a right to change its 
mind? is practically the question involved in case No. 
6185, Northern Central Coal Co. vs. Wabash Railroad Co. 
et al., heard by Examiner Gerry of the Interstate Com- 
merce Commission in Chicago Tuesday. The case involves 
reparation amounting to $1,929 demanded by the complain- 
and for demurrage charged on coal cars which it charges 
were held under load at the mines at Huntsville, Mo. 
The coal company alleges that it had been selling cecal 
of this kind to the Wabash Railroad Co., but that the 
latter suddenly changed its mind about the kind of coal 
it wanted and there was no market for the coal already 
loaded in the cars. They stood on track and the de 
murrage piled up. 

The examiner also heard evidence in case No. 6454, 
Aetna Powder Co. vs. Wabash Railroad Co. et al. The 
question is as to the rate on four cars of dynamite from 
Aetna to Sparks Quarry and Pleasure Ridge Park, Ky. 
The combination of local rates charged, the complainant 
alleges, subsequently established a through rate. Rep- 
aration amounting to $125.95 is demanded. 
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Poultry Cars Should Be Near Freezing Point 


Department of Agriculture Tells of Its Experiments with Dressed Poultry— 
Finds Most Refrigerator Cars Faulty in Construction 


To test the efficiency of refrigerator cars in the 
shipment of dressed poultry, and to determine the 
changes that take place in this poultry in transit at 
different temperatures, the Bureau of Chemistry, United 
States Department of Agriculture, has made complete 
examinations and records of 120 carload shipments oi 
dressed poultry, which traveled an aggregate of 140,000 
miles. The hauls averaged between 1,000 and 1,500 
miles, and terminated generally in New York City. No 
car was used twice, and many different types of ordinary 
refrigerator cars were employed. The shipments were 
made in winter and summer, so that the effect of out- 
side temperatures could be determined. Many of the 
cars were equipped with accurate recording devices 
which showed the temperature near the ice bunker and 
in various parts of the car, and also outside tempera- 
tures. As a result of this experiment the specialists 
have found that the builders of refrigerator cars have 
not kept pace with the refrigerating industry in general, 
and have also determined the temperatures which best 
keep poultry fresh in long trips from Iowa or Tennessee 
to the Atlantic Coast markets. These results are re- 
ported in Bulletin No. 17, “The Refrigeration of Dressed 
Poultry in Transit,” which contains a large number of 
tables and illustrations in its 35 pages. 

The poultry shipped in these cars was carefully pre- 
pared and chilled for 24 hours to 32 degrees Fahrenheit, 
packed in one dozen to the box, and the boxes placed 
in refrigerator cars which had been iced 24 hours before 
loading. Accurate chemical analyses of the conditions 
of the poultry were made prior to the shipment, special 
attention being given to the percentage of ammoniacal 
nitrogen in the muscle tissue, which is an accurate in- 
dex of the degree of deterioration in the flesh of 
dressed poultry. The fresh chicken shows .0110 per cent 
of such nitrogen. It was found that poultry kept at a 
temperature of 18 degrees to 26 degrees Fahrenheit 
showed only .0120, while in a temperature of above 31 
degrees Fahrenheit gave a nitrogen per cent of .0131, 
and 35 degrees Fahrenheit or above a nitrogen per cent 
of .0141. 


Examination After Arrival. 


The poultry after arrival in the car was then kept 
under examination while in the wholesale commission 
houses and at the retailers. The commission houses 
kept the low-temperature shipments at 29.8 degrees 
Fahrenheit, whereas the average for the high-tempera- 
ture shipments was 32.2 degrees Fahrenhéit. The retail 
stores kept their poultry at from 35 degrees Fahrenheit 
to 39.3 degrees Fahrenheit. It was found that the high- 
temperature shipments after a transit period of five 
days showed an increase in nitrogen to .0143 per cent. 
The high-temperature shipments at a retailer’s after 
seven days showed a nitrogen percentage of .0188. The 
changes during the commission period were, therefore, 
very slight, but after four days at a retailer’s, or nine 
days after the railroad haul, the low-temperature ship- 
ments increased to .0144 per cent, which is nearly the 
same as the high-temperature shipments at the end or 
transit period. This indicates that if the car tempera- 


ture is above 35 degrees Fahrenheit the poultry when 
it reaches the market has the disadvantage of a de- 
terioration equivalent to five or more days in the market, 
and must be consumed five days earlier than that arriv- 
ing at car temperatures below 24 degrees Fahrenheit. 

The experiments indicated that less than 31 degrees 
Fahrenheit is the most satisfactory temperature of 
dressed poultry for long hauls. The ten-degree rise in 
the temperature of the car during the haul makes a 
difference in keeping time on the New York market, 
even when the market conditions are favorable. Even 
poultry excellently handled, as was the case in these 
experimental shipments, if exposed to unfavorable tem 
peratures during transportation, receives an impetus 
towards decay that cannot be overcome by subsequent 
careful treatment on the market. It is a comparatively 
simple matter to prevent decay, but it seems to be im 
possible to stop decay by the use of low temperatures 
once the decay has gained a foothold. Imperfect work 
by the carrier nullifies to a certain extent the work of 
the packer, and the wholesaler or retailer handling the 
goods on the market. The temperatures indicated by 
this investigation to be most desirable for the trans- 
portation of dressed poultry are considerably lower than 
those geterally accepted as satisfactory. 


The Efficiency of Cars. 


The information furnished by these 120 car ship- 
ments of dressed poultry indicate that most of the re- 
frigerated carriers of the United States are not built to 
maintain optimum condition during warm weather for 
the transportation of a highly perishable commodity 
such as dressed poultry. Certain refrigerator cars are 
much more efficient than others, and their increased 
efficiency apparently results from their construction. 

The insulation of the car in relation to temperature 
is its most vulnerable part, with the character of the 
ice bunker next in importance. In the past the insula 
tion has not been sufficiently heavy to maintain the low 
temperatures produced by the refrigerant, and _ the 
bunker has not been so built as to distribute its refrig 
erating effect evenly throughout the car. This last was 
fully established by the use of thermographs and the 
electric recording thermometers in various parts of the 
car. The use of a dead air space in cars is not found 
to be successful. Cork, the best known insulator, which 
is almost impervious to water and contains practically 
no nitrogenous material which might produce decay, has 
not been used to any great extent in car construction 
Wool and hair felt are good insulators, but their high 
percentage of nitrogenous material makes them bot 
bacterial media when moist. These materials when moist 
seldom dry out, and the result is putrefaction, giving 
rise to offensive odors, which contaminate goods. Som¢ 
of the vegetable or cellulose fiber insulators are per 
haps slightly more resistant to moisture and bacteria! 
action, but in time they also become moist, and th« 
alkalies present in such material hasten their chemica 
decomposition. It is for this reason that car builders 
are exerting every effort to prevent moisture from reach 
ing the insulation. Mineral woo] is least subject t 
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decay, but, on the other hand, its non-adhesive qualities 


hinder the manufacture of strong material. 


Kinds of Insulation. 


The insulation in the side walls and fioors of the 
ears used by six different lines shows no radical dif- 
ference in quality or quantity, though methods of con- 
struction in certain cases are preferable. The roof of 
the car theoretically is most severely taxed to prevent 
transmission of heat. The most efficient cars stuc’ed 
were those with the best insulated and best built roofs. 


More attention should be paid to roof and floor insula- 


tion, and the floor should be built with its insulation 
more effectively protected against moisture. 
The wire-basket principle of ice bunker is sound 


because abundant air access to ice and salt results in 
increased efficiency. A serious shortcoming of the pres- 
ent types of cars is the impossibility of equalizing the 
temperature at the center and at the bunker so that all 
parts of the sufficiently cold. Good bunkers 
and any additional insulation, together with the stowing 
of the load so as to provide passages for cold air be- 
tween packages, should materially help to improve re- 
sults. The well-cooled package does not show changes 
in temperature corresponding to those in the air of the 
car, but a long-continued increase of temperature or 
direct contact between the package and the wall of the 
ear, and therefore the source of heat, affects the goods 
in the course of time. The daily rise and nightly fall 
of temperature in the car sometimes result in slight 
changes in the packages, but it is the constant or main- 
tained rise in the average temperature of the car that 
is responsible for objectionable results noted at the 
expiration of long hauls. 


car are 


REHEARING DENIED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Applications for rehearing in 65 complaints filed by 
Bordees, Walter & Burchmore demanding reparation 
On account of lumber shipped from the South to 
lowa points after the increase from 25 to 26% cents 
per 100 pounds have been denied by the Commission. 
The complainants demanded reparation on all lumber 
shipped between Aug. 25, 1908, the day the higher rate 
went into effect, and Aug. 1, 1910, when the carriers 
restored the 25-cent rate. 

Many of the complaints are against tap lines owned 
by the complaining lumber companies, as, for instance, 
the Rapides Lumber Co. against the Woodworth & 
Louisiana Central, which, according to the findings of 
the Commission in the tap-line cases, are parts of the 





pine 


Same investment. 

The denial of the application for rehearing runs 
as to the following complaints: 
No. 3501 (Sub. No. 1)—Dierks Lumber and Coal Co. vs. C. B. & 


R. Co. et al. 





N : (Sub. No, 1)—Dierks Lumber and Coal Co. vs. K. C. 
Sou. Ry. Co. et al. 
\o. 3533 (Sub. No. 2)—Dierks Lumber and Coal Co. vs. De 
_ Queen & Eastern R. R. Co. et al. 
‘0. 3656—Rapides Lumber Co., Ltd., vs. Woodworth & Louisiana 
Central Ry. Co. et al. 
No. 3656 (Sub. No. 1)—Hudson River Lumber Co. vs. Beaumont, 
_ Sour Lake & Western Ry. Co. et al. 
N 3656 (Sub. No 2)—King-Ryder Lumber Co. vs. Beaumont, 
Sour Lake & Western Ry. Co. et al. 
3656 (Sub. No. 3)—Globe Lumber Co. Ltd., vs. Alabama & 


_ Vicksburg Ry. Co. et al. 
No. 3656 (Sub. No. 4)—Calcasieu Long Leaf Lumber Co. vs. 
Beaumont, Sour Lake & Western Ry. Co. et al. 
». 3656 (Sub. No. 6)—Louisiana Long Leaf Lumber Co, vs. 
K. C. Sou. Rv. Co. et al. 
3656 (Sub. No. 7)—Louisiana Central Lumber Co. vs. St. L. 
I. M. & Sou. Ry. Co. et al. 


THE TRAFFIC WORLD 


No. 


No. 
No. 
No. 
No. 
No. 
No. 


No. 


No 


No. 


No. 
No, 


No. 


No. 
No. 
No. 
No. 
No, 
No 

No 

No. 


. 8659 (Sub. No. 35)—Vaughan Lumber Co. vs. 


3656 (Sub. No. 8)—W. R. 
Sou. Ry. Co. et al. 

3656 (Sub. No. 10)—Longville Lumber Co. vs. 
Sour Lake & Western Ry. Co. et al. 


Pickering Lumber Co. vs. K. C. 


Beaumont, 


. 3656 (Sub. No. 12)—Sabine Lumber Co. vs. Beaumont, Sour 


Lake & Western Ry. Co. et al. 
3656 (Sub. No. 13)—Globe Lumber Co., Ltd., 


et al., vs. 
Beaumont, Sour Lake & Western Ry. Co. et al. 


3657—Southern Pine Lumber Co. vs. C. B. & Q. Ry. Co. 
et al, 
3657 (Sub. No. 1)—Temple Lumber Co. vs. A, TT.’ & S. F. 


Ry. Co. et al. 


3659—Frost-Johnson Lumber Co. vs. C. B. & Q. R. R. Co. 
et al. 
. 3659 (Sub. No. 1)—Robinson Lumber, Veneer and Box Co. 
vs. N. O. Great Nor. R. R. Co. et al. 

3659 (Sub. No. 2)—Latt Lumber Co. vs. Louisiana Ry. & 


Nav. Co. et al. 

3659 (Sub. No. 3)—Southern 
Ouachita Valley Ry. Co. et al. 
3659 (Sub. No. 5)—Eagle Lumber Co. vs. St. L. S. W. Ry. 
Co. et al. 


Lumber Co. vs. Warren & 


3659 (Sub. No. 6)—Bowman-Hicks Lumber Co. vs. Loring 
& Western Ry. Co. et al. 

3659 (Sub. No. 7)—Angelina County Lumber Co. vs. Ange- 
lina & Neches River Ry. Co. et al. 
. 8659 (Sub. No. 8)—German & Boyd Lumber Co. vs. Louis- 
iana Ry. & Nav. Co. et al. 

3659 (Sub. No. 9)—Alexandria Lumber Co., Ltd., vs Louis- 


iana Ry. & Nav. Co. et al. 
3659 (Sub. No. 11)—Alexander Gilmer Lumber Co. vs. 
Colorado & Santa Fe Ry. Co. et al. 


Gulf, 


3659 (Sub. No. 14)—Crossett Lumber Co. vs. Crossett Ry. 
Co. et al. . 
3659 (Sub. No. 17)—Freeman-Smith Lumber Co. vs. Oua- 


chita Valley Ry. Co. et al. 
3659 (Sub. No. 18)—Thomson-Tucker Lumber Co. vs. Texas 
& New Orleans R. R. Co. et al. 

3659 (Sub. No. 19)—Columbia Lumber Co. vs. St. 
Ry. Co. et al. 

3659 (Sub. No. 21)—Monarch 
Ouachita River R. R. Co. et al 
3659 (Sub. No. 22)—A. J. Neimeyer Lumber Co. vs. 
Rock, Maumelle & Western R. R. Co. et al. 


L 8s. W. 
Lumber Co. vs. Saginaw & 


Little 


3659 (Sub. No. 24)—Caddo River Lumber Co. vs. Caddo & 
Choctaw R. R. Co. et al. , 
3659 (Sub. No. 28)—Thompson-Tucker Lumber Co. vs. M. 


K. & T. Ry. Co. et al. 


3659 (Sub. No. 29)—Bowman-Hicks Lumber Co. vs. K. C 
Sou. Ry. Co. et al. 

3659 (Sub. No. 30)—Alexander Gilmer Lumber Co. vs. Gulf, 
Colorado & Santa Fe Ry. Co. et al. 

3659 (Sub. No. 31)—Angelina County Lumber Co. vs. Ange- 
lina & Neches River R. R. Co. et al. 

3659 (Sub. No. 34)—Big Tree Lumber Co. vs. International 


& Great Northern Ry. Co. et al. 

Burr’s Ferry, 
Browndel & Chester Ry. Co. et al. 

3659 (Sub. No. 36)—Chicago Lumber and Coal Co. vs. War- 
ren, Johnsville & Saline River R. R. Co. et al 
3659 (Sub. No. 37)—G. C. Goss Lumber Co. vs. 
Texas R. R. Co. et al. 

3659 (Sub, No. 38)—Powell 
Ry. & Nav. Co. et al. 

3659 (Sub. No. 40)—Huie-Hodge 
Louisiana & Gulf R. R. Co. et al. 
3659 (Sub. No. 41)—Lodwick Lumber Co. ys. 
Co. et al 

3659 (Sub. No. 47)—Thompson-Tucker Lumber Co. vs. 
Houston, East & West Texas Ry. Co. et al. 

3659 (Sub. No. 50)—Krause & Managan Lumber Co. vs. K. 
C. Sou. Ry. Co. et al. : 


Eastern 


Lumber Co. vs. Lake Charles 


Lumber Co. vs. North 


K. C. Sow. Ry. 


3665—Tremont Lumber Co. vs. Alabama & Vicksburg Ry. 
Co. et al. 
2665 (Sub. No. 1)—Tremont Lumber Co. vs. Alabama & 


‘Vicksburg Ry. Co. et al. 


No. 


. 3940 (Sub. No. 4) 


3799—Dierks Lumber and Coal Co 
R. R. Co. et al. 

3940 (Sub. No. 3)- 
Sou. Ry. Co. et al. 


vs. De Queen & Eastern 


Graham Lumber Co. vs. St. L. L. M. & 


-Louisiana Central Lumber Co. vs. St. L. 


I. M. & Sou. Ry. Co. et al. 
3940 (Sub. No. 6)—Ozark Land 


and Lumber Co. vs. C. & 


"N. W. Ry. Co. et al. 


“Q. R. R. Co. 


. 8940 (Sub. No. 


3940 (Sub. No. 9)—Louisiana Long Leaf Lumber Co. vs. 
C. & N. W. Ry. Co. et al. 

3940 (Sub. No, 10)—Louisiana Long Leaf Lumber Co. vs. 
Cc. & N. W. Ry. Co. et al. 

2940 (Sub. No. 11)—Huie-Hodge Lumber Co. vs. C. B. & 
et al. 

3940 (Sub. No. 12)—Colonial Lumber and Timber Co. vs. 
Anderson & Saline River R. R. Co. et al. 

3940 (Sub. No. 13)—Missouri Lumber and Mining Co. vs. 
C. & N. W. Ry. Co. et al. 


. 3940 (Sub. No. 17)—King-Ryder Lumber Co. vs. Louisiana & 


Pacific Ry. Co. et al. 
3940 (Sub. No. 18)—Calcasieu Long Leaf Lumber Co. vs. 
Louisiana & Pacific Ry. Co. et al. 


. 8940 (Sub. No. 20)—Hudson River Lumber Co. vs. Louisiana 


& Pacific Ry. Co. et al. 
21)—Bowman-Hicks Lumber Co. of Kansas 
City, Mo., vs. C. & N. W. Ry. Co. et al. 


. 3940 (Sub, No. 28)—W. R. Pickering Lumber Co. vs. C. & 


N. W. Ry. Co. et al. 


. 8940 (Sub. No. 33)—Dierks Lumber and Coal Co. vs. Union 


Pacific R. R. Co. et al. 


. 3940 (Sub. No. 35)—Foster-Tigner Lumber and Timber Co. 


vs. A. T. & S. F. Ry. Co. et al. 


. 3940 (Sub. No. 36)—Graham Lumber Co. vs. St. L. IL M. & 


Sou. Ry. Co. et al. 
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TRAFFIC WORLD 


The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 


has to consider—Contributions are welcomed 
“Henn einer fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.”’ 


PARCEL POST VERSUS EXPRESS 





This scheme is applicable in any part of the United 
States, as it deals, not with specific rates, which vary 
from each town, but with rate scales and zone rate sched. 
ules, which are uniform throughout the country. In order 
to make a comparison of the express and parcel post rates 
to any particular point, one must, of course, first ascer- 
tain in what zone the point is located, and what express 
rate scale applies to that point from point of shipment. 
In some localities this information is obtainable in printed 
form under one cover, but generally the simplest method 
of compiling it and having it instantly available is to in- 


sert the parcel post zone number, as well as the rate 
scale, directly after each town and city listed, in the 


express tariff. The scheme presented herewith obviates 
the necessity of looking up the actual rates, and makes 
the comparison directly from the zone and rate scale 
numbers. 

The principle on which this method of comparison is 
based is that both the express and the parcel post rate 
schedules are “distance” tariffs, and their rates therefore 
increase in direct proportion to the length of the haul. 
Parcel post rates are uniformly lower, for the smallest 
parcels, than the express rates, but the parcel post scales 
of rates increase faster in proportion to weight than do 
the express scales, so that, for each distance, there is 
a definite limit to the weight which can be sent more 
economically by parcel post. This “limit of weight” rep. 
resents the point where the sliding scales of parcel post 
and express rates intersect, and weights in excess of this 
will be cheaper by express. 

For instance, New York is in the fifth zone from 
Chicago, and takes express rate scale 40 from that city. 
Parcel post rates for zone 5 increase in proportion to 
weight, from 8 cents for a 1-pound to $1.22 for a 20-pound 
package. Express rate scale 40 gives a rate of 23 cents 
for 1 pound, and the rates in this scale increase with the 
weight up to 66 cents for a 20-pound shipment. The “point 
of intersection,” mentioned above, occurs between 4 and 
5 pounds, so that the limit of weight economical for 
parcel post handling between Chicago and New York is 
seen to be 4 pounds. (See schedule, opposite zone 5 and 
rate scales 40-44, in column marked “uninsured.”) The 
more the contemplated shipment exceeds this weight, the 
greater will be the differential offered by the express rates. 


Parcel post rates as given in the zone rate schedules 
do not provide for insurance, while the express companies 
furnish free insurance up to $50. Parcel post packages 
can be insured, however, by the payment of an additional 
fee—5 cents for values up to $25, and 10 cents for values 
up to $50—and these extra costs have been figured in 
the columns on the appended schedule marked “insured.” 
Thus, using the same points as before for illustration (Chi- 
cago-New York), we find that as between express and 
parcel post insured up to $25, parcel post is cheaper only 
for packages of 3 pounds or less, while, as between ex- 


press and parcel post insured up to $50, only 2 


could be economically sent by mail between these two 


cities. 


Express Rate 
Scales, No. 


RK ke + ae 


| ee 
Se, 5 sae 


80-100...... 
102-104...... 
105-109...... 
116-1220...... 
121-126...... 
127 -TRee ds a> 
133-1387...... 
138-140...... 


198..196.... 
ES é her's a 
138-139...... 
140-156...... 
157-161...... 
162-169...... 


22 Ibs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 
lbs. 
Ibs. 
Ibs. 
lbs. 
Ibs. 
Ibs. 
Ibs. 


23 
25 
28 
30 
34 
38 
44 
50 
50 
50 
50 
50 


Aoaovcin. > & 


Ut Ole a de Co 


6 


DD CIO ae ee CO 


CODARMAMUTH HS Bw 
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Weights Cheaper by Parcel Post. 
Insured to $: 


Uninsured. 


lbs. 
lbs. 
lbs. 
Ibs. 
Ibs. 
lbs. 
Ibs. 
Ibs. 
lbs. 
Ibs. 
Ibs. 
lbs. 


Ibs. 


lbs. 


Ibs. 


Ibs. 
Ibs. 
Ibs. 
Ibs. 
lbs. 
Ibs. 
Ibs. 


Ibs. 


Ibs. 


Ibs. 


Ibs. 


Ibs. 
Ibs. 
lbs. 
Ibs. 
Ibs. 


Ibs. 
Ibs. 
Ibs. 
lbs. 
Ibs. 
Ibs. 
Ibs. 
5 Ibs. 


Ibs 


Ibs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 


lbs 


Ibs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 
lbs. 
Ibs. 
Ibs. 
lbs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 


Zones 


or less. 


or 
or 
or 
or 

or 
or 

or 
or 
or 
or 
or 
or 


or 
or 
or 

or 
or 
or 
or 
or 
or 

or 

or 

or 
or 

or 

or 


or 
or 
or 
or 
or 
or 
or 
or 
or 


or 
or 
or 
or 
or 
or 
or 


or 
or 
or 
or 
or 
or 
or 
or 


or 
or 
or 
or 
or 
or 
or 
or 


or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 


less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
Zone 

less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less 

less. 
less. 
less. 
less. 
less. 


Zone 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 


Zone 
less. 
less. 
less. 
less. 
less. 
less. 
less. 


Zone 


less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 


Zone 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
elss. 


Zone 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 


Insured to $25. 
Nos. 1 and 2. 
15 lbs. 


16 Ibs. 


17 Ibs, 
19 lbs. 


20 Ibs. 
23 Ibs. 
26 Ibs. 
29 Ibs. 
34 Ibs. 
41 lbs. 
50 Ibs. 
50 Ibs. 
50 
No, 3. 


9 Ibs. 


9 Ibs. 
10 Ibs. 
Ibs. 
Ibs. 


_ 
— 


Ibs. 
Ibs. 
lbs. 
Ibs. 
Ibs 

Ibs. 
Ibs 

Ibs. 
Ibs. 


No. 4. 
4 Ibs. 
4 lbs. 
5 Ibs. 

5 Ibs. 
5 Ibs. 

6 lbs. 
6 Ibs. 

7 Ibs. 
7 Ibs. 


No. 5. 
2 Ibs. 
3 Ibs. 
3 Ibs. 
3 Ibs. 
4 lbs. 
4 Ibs. 
5 Ibs 


No. 6. 
2 Ibs. 
2 Ibs 
3 Ibs. 
3 Ibs. 
} Ibs. 
4 Ibs. 
4 

4 
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6 
20 


Ibs. 
Ibs. 


No. 7. 

2 Ibs. 
Ibs. 
Ibs. 
Ibs 
Ibs. 
Ibs. 
Ibs. 
lbs. 


No. 8. 
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Ibs. 

Ibs. 
3 Ibs. 
Ibs 
Ibs. 
lbs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 
Ibs 
6 Ibs. 
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Ibs. 


Ibs. 


or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 


or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 


or 
or 
or 
or 
or 
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or 
or 
or 


or 
or 
or 
or 
or 
or 
or 


or 
or 
or 
or 
or 
or 
or 
or 


or 
or 
or 
or 
or 
or 
or 
or 


or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 
or 


less 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 


less. 
less. 
less 

less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 


less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 


less 
less. 
less. 
less. 
less 
less. 
less 


less 

less. 
less. 
less. 
less. 
less. 
less 

less. 


less. 
less. 
less. 
less. 
less. 
less. 
less. 


less. 


less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 
less. 


Ibs. or le 
Ibs. or le 
9 Ibs. or le 


on 


9 


pound 


es 


9 Ibs. or less 


10 Ibs. 
12 lbs. 
13 Ibs. 
15 Ibs. 
18 lbs. 
21 Ibs. or le 
27 Ibs. or le 
36 Ibs 
50 


or le 
or le 
or le 
or 


lbs. 
Ibs. 


4 lbs. 
5 Ibs. 


s 


less 
or les 


or les 
Ibs. or les 


or les 
or less 
or iess 
or less 


6 lbs. or less 


or lk 
or 


6 Ibs. 
6 Ibs. 
7 Ibs. 
7 Ibs. 
8 lbs. 
§ Ibs. 
9 Ibs. 
10 Ibs. 
12 Ibs. 
13 Ibs. 


or ie 
or 
or it 
or 
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Ibs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 
Ibs. 
lbs. 
Ibs. 
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Ib. or | 
Ib. or ! 
Ibs. or le 
Ibs. or ! 
Ibs. o1 
Ibs. o7 
Ibs. o1 


Whobo lo hoe Se 


1 lb. oF 
Ib. or 
Ib. or 
Ibs. or 
Ibs. or 
Ibs. or 
Ibs. or 


lbs. or 
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THE 


Ibs. or less. lbs. or less. Ibs. or less. 
Ibs. or less. Ibs. or less. Ibs. or less. 
Ibs. less. Ibs. or less. 5 Ibs. or less. 
ibs. or less. 8 lbs. or less. Ibs. or less. 
Ibs. less. 8 lbs. or less. 5 Ibs. less. 
Ibs. less. 9 Ibs. or less. 5 Ibs. less. 
> Ibs. less. 9 Ibs. or less. 5 Ibs. less. 
Zone No, 8, 
} lbs. or less. 9 lbs. or less. > Ibs. or less. 
3 Ibs. or less. 10 lbs. or less. 6 lbs. or less. 
Ibs. or less. 10 Ibs. or less. 7 lbs. or less. 
lbs. or less. lbs. or less. 7 Ibs. or less. 
5 Ibs. or less. lbs. or less. lbs. or less. 
Ibs. or less. lbs. or less. Ibs. or less. 
lbs. or less. Ibs. or less. } Ibs. or less. 
Ibs. or less. Ibs. or less. lbs. or less. 
Ibs. or less. lbs. or less. Ibs. or less. 
§ lbs. or less. lbs. or less. 9 lbs. or less. 
lbs. or less. Ibs. or less. 9 Ibs. or less. 
Ibs. or less. Ibs. or less. Ibs. or less. 
0 lbs. or less. Ibs. or less. Ibs. or less. 
Ibs. or less. Ibs. or less. Ibs. or less. 
Ibs. or less. Ibs. or less. 2 Ibs. or less. 
20 Ibs. or less. 20 lbs. or less. 3 Ibs. or less. 
20 Ibs. or less. 20 Ibs. or less. Ibs. or less. 
20 Ibs. or less. 20 Ibs. or less. 5 Ibs. or less. 
20 Ibs, or less. 20 Ibs. or less. Ibs. or less. 
{ came 20 Ibs. or less. 20 Ibs. or less. 8 Ibs. or less. 
and up.. 20 Ibs. or less. 20 Ibs. or less. 20 lbs. or less. 


For weights greater than those given in these columns 
express rates will be as cheap as, or cheaper than, the 
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arcel post rates. 


Herbert H. Cutler. 


Bridgeport, Conn., May 12, 1914. 


CORRESPONDENT TAKES ISSUE 


Editor Tae TRAFFIC WORLD: 

I notice in an article on page No. 869 of the May 2 
that the Commission is losing its popularity, due 
to their slow deliberation in the Eastern Freight Rate 
ease, and as a result causing railroads in all localities 
to lay off thousands of men. 


issue 


I would have taken issue with the writer of this 
article had I not noticed the name of the writer, which 
explains itself. Nevertheless, the ardent supporters of 
“the home rule cause’s” remarks are out of order, for if 
the people of this country are to rally to the rescue of 
the railroads every time there is a day of idleness, 
which the writer of the article would have the Commis- 
sion do, it is time that we take them over and operate 
them. 
the manufacturers, who outnumber the 
the railroads depend for their 
laying off men by the thousands because 
there is no business in sight. Would Mr. Hooligan 
have the Commission give us additional money to con- 
tinue operation, regardless of whether there was aly 
business or not? 

There is just as much logic in one case as in the 
as under normal conditions we would be running 
would the railroads. 

Parlin & Orendorff Co., 

By W. M. Cave, Traffic Manager. 

Canton, Ill., May 6, 1914. 
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railroads and on whom 
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existence, 
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PARCEL POST CAUSES EXPENSE. 

Growth of the parcel post service is compelling the 

lroads to assume an additional expense in widening 

» side doors of cars in which such shipments are han- 

dled. The widening of the doors of mail cars has become 

ecessary to avoid delays to trains in loading large pack- 

ges. The railroads contend that the expense incident to 

is change in the design of equipment will reach a large 

m, for the expenditure of which they will receive no 
additional revenue. 


TRAFFIC WORLD 


STRONG MARCH SHOWING 


The third preliminary report on income and expenses 
of steam roads for March, made public by the Commission 
May 9, covering 176 roads, is of the same character as 
its predecessors. It shows a small increase in gross over 
March, 1913, with a considerable increase in net. The 
latter is due to the decrease in expenses brought about 
by the retrenchments begun in December and January. 

The reports, if continued throughout April, will make 
it probable that the advanced rate case will be decided 
against the roads, because, according to Clifford Thorne, 
the roads, during the last four years, have spent more 
for maintenance than was really necessary, so that pres- 
ent retrenchments, those who believe Thorne’s deductions 
to be correct argue, unless continued for years, will not 
bring about such a depreciation in the physical properties 
as to render them inefficient. 

While it has been generally believed the Commission 
would allow an increase in C. F. A. territory, the vigor 
of Thorne’s attack, combined with the showing made by 
the reports for March, begin to create doubts as to the 
correctness of even that conclusion. 

The summary shows the following facts: For the 
country as a whole, the net increased from $278 per mile 
to $291; for the eastern district it increased from $386 
to $398; for the southern district it increased from $284 
to $290, and. for the western district it increased from 
$227 to $242. 

For the nine months of the current fiscal year the 
net per mile is still behind the net for the corresponding 
months for 1913. For the country as a whole it decreased 
from $3,257 to $2,855; for the eastern district it decreased 
from $5,051 to $4,005; for the southern district it decreased 
from $2,437 to $2,407, and in the western district it de- 
creased from $2,711 to $2,481. 


MUST OPEN TERMINALS 


The Commission achieved a victory May 9 in the first 
skirmish in what will probably be a strongly contested 
case arising out of the Commission’s order in the com- 
plaint of the Buffalo, Rochester & Pittsburgh against the 
Pennsylvania company, which is commonly known as the 
New Castle switching case. The Commission ordered the 
Pennsylvania company to switch cars for the complaining 
carrier to industries located on the rails of the Pennsyl- 
vania at New Castle for $2 a car because it performs that 
service for other carriers at that point. In other words, 
the Commission directs the Pennsylvania to open its ter- 
minals to the Buffalo, Rochester & Pittsburgh because it 
has opened them to other carriers. 

The Circuit Court at Pittsburgh, Judge Guffington dis- 
senting, denied the application for a stay to prevent the 
order becoming effective, but it is holding the case while 
considering whether it shall issue a temporary restraining 
The order, however, has gone into effect and 
naturally the attorneys for the government believe the 
temporary injunction will be denied. They expect the 
railroad company to carry the case to the highest court, 
because it has a strong bearing on the “closed terminals” 
question. 


order. 


RATES ON WESTERN WOOL. 

The Wyoming Wool Growers’ Association is co- 
operating with the National Wool Growers’ Association 
in an effort to secure lower freight rates on wool from 
the western ranges to the Philadelphia and Boston 
markets. 
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CUMMINS BILL REPORTED 


Would Make Carriers Responsible for Damage 
Notwithstanding Liability Limitation 





The Senate Committee on Interstate Commerce has 
reported favorably, with some amendments, the bill of 
Senator Cummins (S. 4522) to amend the interstate 
commerce act. The report says: 

“The object of this legislation is to make carriers 
engaged in interstate commerce liable for the actual 
loss, damage or injury to such property caused by them, 
notwithstanding any limitation of liability or of the 
amount of recovery in any receipt or bill of lading or 
in any tariff filed with the Interstate Commerce Coim- 
mission, save in one of two cases: First, where the 
property received for transportation is hidden from 
view by wrapping or boxing; and, second, save in suvh 
cases and as to such commodities as the Interstate 
Commerce Commission has heretofore or shall hereafter 
authorize rates for transportation dependent upon tlie 
value of the property shipped, as stated in writing by 
the consignor. 

“The bill, with a number of other similar measures 
introduced from time to time by the senator from Iowa 
(Mr. Cummins) relating to the same subject matter, was 
referred to a subcommittee composed of Senators Rob- 
inson, Myers and Cummins. The subcommittee had 
hearings which were participated in by representatives 
of carriers, including railroad companies and express 
companies engaged in interstate commerce. 

“While at common law common carriers could not 
escape the consequences of their negligence by stipulat- 
ing for a release of liability, either in whole or in part, 
yet the common law, as interpreted by tne Supreme 
Court of the United States, and by the Appellate Court 
of some states, recognized as valid agreements between 
shippers and common carriers limiting the liability of 
the carrier to an agreed amount. In some cases the 
limitation was sustained on the theory that the shipper 
was estopped by his representations of value to claim 
a large amount, and in other cases upon the theory that 
the shipper had received a lower rate for the trans- 
portation of his property than would have been given 
him had the actual value been stated. Many states have 
statutes forbidding such limitations and requiring car- 
riers to respond in the full amount of loss, damage or 
injury occasioned by their negligence, and in some 
states the courts of last resort construed the common 
law to forbid such limitation. 

“The Supreme Court of the United States held in 
the case of the Pennsylvania Railroad Co. vs. Hughes 
(191 U. S., 477) that, notwithstanding it had held in 
many decisions to the contrary, the decision of the 
Supreme Court of Pennsylvania in that case to the 
effect that all agreements limiting the liability to less 
than the actual loss or damage were void at common 
law should govern and be affirmed, and in the case of 
Solan vs. Chicago, Milwaukee & St. Paul Railroad Co. 
(169 U. S., 133) the Supreme Court of the United States 
affirmed the decision of the Supreme Court of Iowa, 
which held valid a statute that forbade any limitation 
of the liability of a carrier for negligence and requiring 
it to pay full amount of loss, damage or injury. 


The Carmack Amendment. 


“The so-called Carmack amendment, adopted in 


1906, construed by the Supreme Court of the United 


Vol. XIII, No. 20 


States in the case of Adams Express Co. vs. Groninger 
and in other cases, had the effect of abrogating state 
laws forbidding limitations in bills of lading and receipts 
on the liability of carriers for negligence and consequent 
damage or injury to property transported in interstate 
commerce. The amendment was held to be a federal 
regulation of interstate commerce, dealing with the 
rights of carriers and shippers under bills of lading 
and not prescribing full liability for damage or injury 
to property transported in interstate commerce, and 
that limitations of recovery to less than actual loss or 
damage caused by the carrier in bills of lading or re 
ceipts are valid. 

“It is, of course, necessary, where the property 
shipped is hidden from view by wrapping, that the rep- 
resentation as to value made by the shipper shall in all 
cases be binding upon him. This exception covers a la 
number of articles shipped in interstate commerce, and 
especially many of those carried by express companies 

“There are some commodities which from their very 
nature the value of them cannot be known to the car. 
rier, and is peculiarly within the knowledge of the 
shipper. The carrier is compelled to rely upon the rep- 
resentations as to value made by the _ shipper. 
have, therefore, recommended the adoption of an amena- 
ment providing that where the Interstate Commerce Com 
mission has already authorized rates based upon value 
as represented by the shipper, or where the Commissio! 
shall hereafter do so, the liability for loss or damage 
caused by the carrier shall be limited to the value as 
thus represented. 

“The committee believes that no valid reason exists 
for authorizing limitations of liability on the part of 
earriers in contracts for the shipment of ordinary 
stock, and if this legislation passes, carriers will her 
after be required to respond in the full amount of dam 
age or injury occasioned to ordinary live stock while 
being shipped in interstate commerce, such property 
being expressly excepted from the provision authorizing 
the Interstate Commerce Commission to establish rates 
based on value whereby recovery is limited to a declared 
value. It is believed that the effect of this legislation 
will be to establish natural, reasonable, and just rules 
governing the liability of carriers for loss or damage to 
property caused by their negligence.” 


CHAIR OF RAILROADING. 
Announcement has been made that $100,000 has 
ready been raised for the endowment of a professorship 
of railroading in the graduate school of business adminis 

tration of Harvard University. The chair will be name 
honor of James J. Hill. The total amount required is 
$125,000, though it is proposed to raise additional funds 
to the amount of $250,000 for instruction in railroading. Th« 
Hill professorship plan is said to have been started 
Howard Elliott, chairman of the New York, New Haven & 
Hartford Railroad; Robert Bacon, former ambassador ¢t 
France, and Thomas W. Lamont, a New York banker 





OPPOSE THE DISTANCE TARIFF. 

Lumbermen interested in northern Minnesota are re 
sisting the attempts of the Great Northern, Norther? 
Pacific, Soo wine and other railroads to apply the Cash- 
man distance tariff law, recently enacted in Minnesota 
to the lumber industry. The roads proposed to raise ‘1¢ 
rate to 7.8 from towns which formerly had a 6-cent raté 
to St. Paul. The 7.8-cent rate is warranted under ‘he 
Cashman law. Hearings are being conducted in St. Poul. 
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Abrogation of Average Agreement 


Data on Which American Association of Demurrage Officers Based Its Action—Increased 
Detention, Decreased Demurrage 


The accompanying table shows the data furnished by 
murrage managers on which the American Association 
Demurrage Officers has decided to abrogate the aver- 

agreement. In brief, the figures show for the 
month November, 1913, which was the period cov- 

ed the investigation, that under “straight’’ rules 
re would have been more than twice as much de- 
irrage as there was under the average plan for the 
ime detention. Most of the demurrage managers say 
average detention to cars under the average plan 
greater than under “straight” rules, though three of 
hem say it is less. 

Naturally, the managers of bureaus where the av- 
detention is said to be greater under the average 
the average plan does not promote car effi- 
The other three, in reply to the question, “Please 


of 
by 


erage 
an, say 


ciency 


by 


average 


to 


s 
= 
v 
of 


agreements 
covered 


> total number 


average 


» hanuling a hk 


of 
in eftect, 


Number 


Bureau 
Association.... 
Bureau.... 


Db. & S. 
Freight 
«& Ss. 

igo Dem. Bureau....... 
East Tenn. D. & S. Bureau 
lll. & lowa Dem. Bureau. 
Arkansas 
ermountain 


vaIna 
idian 
ntral D. 


Dem. Bureau. 
lisville D. & S. Bureau..... 
Missouri Val. D. & S. Bureau.. 
N. C. Dem. Bureau... 
Northern Dem. Bureau 
Pacific Car Dem. Bureau. 
Southeastern Dem. Bureau.. 
Tenn. D. & Bureau 
Va and West Va. Dem. 
Western Dem, Bureau 
Wisconsin Dem. Bureau 
Total. 


- s 


Bureau... 


No 


state in detail from your observation and experience with 
the average agreement the points in favor of or against 
the plan from a ear efficiency standpoint,” reply 
lows: 


as 


Intermountain Demurrage Bureau. 


Based upon our experience with firms now operating 
inder average agreement, a considerable increase in car 
efficiency is shown. This is largely due to the fact that 
the unloading facilities have been improved, numerous 
modern conveniences have been adopted and every effort 
is made to secure credits, with but very little attempt 
to allow debits to accumulate. On the whole, based upon 
ich experience as we have had, the operation of the 
iverage agreement plan tends to promote car efficiency. 


» 


Southeastern Demurrage Bureau. 


From my observation and experience with the aver 
agreement, nothing can be said in favor of same 
from a car-efficiency standpoint, notwithstanding the fig- 
ures furnished for the month of November show a lower 


age 


those 
certain 


unload them, 
in excess of five. 


average detention than cars handled under straight rules. 
The objections are numerous, but the principal one that 
occurs to me now is that the average shipper or receiver, 
knowing that in the regular course of his business, with- 
out any extra exertion on his part, will earn a large 
number of credits, delays the unloading of cars until it 
suits his convenience to do so, only being careful to 
if possible, before they earn any debits 
In other words, my experience is that 
practically all of the demurrage that we get under the 
average plan is ‘the debits in excess of five, and that 
debits up to and including five, which represent a large 
proportion of the delay, are offset by credits earned in 
the usual and ordinary conduct of the consignee’s busi- 
ness, without incurring any additional expense, or without 
any special effort on his part to load or unload promptly. 
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No Yes Greater 1.72 1490.00 
demurrage rule not in effect in this district. 
No No Greater ® 6690.00 
Yes No Greater 1.82 12875.09 
No 5% do Greater 1.50 719.00 
No No Greater 1.84 6476.00 
Yes * Greater * 3269.00 
Yes Less 297.00 
No Greater ; 1980.00 
No Greater 
Yes Yes Yes 1, 
Yes No Greater 
agreement rot in effect in this territory. 
No No Less 1.85 4395.00 
Yes No $ ° s 
No No 1.49 
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Wisconsin Demurrage Bureau. 


Our observation is, and experience has been, that the 
average agreement benefits mostly those firms whose out- 
bound business exceeds their inbound. That to this ex- 
tent, therefore, it makes for car inefficiency. Pramtical 
demonstrations have already been given to the National 
Association of Railway Commissioners and that the rule 
is decidedly obnoxious from a car-efficiency standpoint. 
Any rule that will shrink the penalty for car detention cor- 
respondingly fails in the effect to be derived. 


President Taylor Explains. 


R. A. Taylor, manager of the Virginia and West Vir- 
ginia Demurrage Bureau and recently elected president of 
the American Association of Demurrage Officers, asked for 
data showing on what the latter association bases its action 
for the abrogation of the average agreement wrote as 
follows: 

“The action was based upon the experience obtained 
in the practical operation of the rule, which shows that 
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it operates to increase car delay and thereby decrease 
car efficiency. In substantiation of that statement, figures 
were compiled, showing detention under the straight plan 
and under the average plan, together with the amount of 
demurrage accruing under the average plan, and 
the amount that would have accrued had the same 
business been handled under the straight plan. These 
figures showed greater detention under the average plan, 
and, further, that the amount of demurrage that would 
have accrued under the straight plan would have been 
much greater. 

“The plan makes directly against car efficiency, in that 
it allows time in excess of the general average time con- 
sumed in loading and unloading cars, and any rule ecal- 
culated to shrink the penalty for car detention, fails cor- 
respondingly in the effect which is sought to be derived; 
another point in connection with the average rule is that 
it provides that the charge for demurrage on one car 
shall be dependent upon the handling of some other car 
or cars; this would seem contrary to the idea of all tariff 
construction,” 


SUSPENDED TARIFFS 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 

By fourth supplemental order in I. & S. No. 431, May 
7, the Commission suspended from May 11 and later 
dates the operation of certain schedules contained in 
tariffs of the Chesapeake & Ohio Railway Co., the Balti- 
more & Ohio Railroad Co., Detroit, Toledo & Ironton 
Railroad Co., Toledo, St. Louis & Western Railroad Co., 
and the Wheeling & Lake Erie Railroad Co. 

The suspended schedules contain proposed increased 
class and commodity rates from interstate roints to 
Quincy, Ill., and Quincy rate points, which are similar 
to these ccentained in tariffs of other carriers which were 
suspended to the same date by a previous order in the 
same docket. 


By third supplemental order in I. and S. No. 432, May 
7, the. Commission suspended until Aug. 13, 1914, the 
operation of certain schedules contained in the following 
tariffs which were to become effective as indicated: 

Detroit, Toledo & Ironton Railroad Co.—Sup. 9 to 
Detroit, Toledo & Ironton Ry. I. C. C. No. D-23, effective 
May 23, 1914; Sup. 8 to Detroit, Toledo & Ironton Ry. 
I. C. C. No. D-197, effective May 23, 1914; Sup. 8 to De- 
troit, Toledo & Ironton Ry. I. C. C. No. D-224, effective 
May 24, 1914; Sup. 32 to Detroit, Toledo & Ironton Ry. 
I. C. C. No. 1032, effective Jume 1, 1914; I. C. C. No. 3, 
effective May 11, 1914. 

The Wheeling & Lake Erie Railroad Co., W. M. Dun- 
can, receiver—Sup. 15 to W. & L. E. I. C. C. No. 809, 
effective May 26, 1914. 

The suspended schedules contain proposed increased 
proportional class and commodity rates from interstate 
points to upper Mississippi River crossings similar to 
those contained in tariffs of other carriers which have 
been suspended to the same date by a previous order 
in the same docket. 





By second supplementaal order in I. and S. No. 448 
April 28, the Commission suspended from May 11 until 
August 29 the operation of item No. 19-J, Sup. 32 to 
Chicago, Burlington & Quincy Railroad tariff I. C. C. 
No. 9299. 

The suspended item contains proposed increased rates 
applicable to the transportation of coke, in carloads, from 
Chicago and other points, to points in Iowa. Similar in- 
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creased rates appearing in tariffs of other carriers were 
suspended until the same date by a previous order in 
the same docket. 





By third supplemental order in I. and S. No. 448, April 
28, the Commission suspended from May 10 until August 
29 the operation of the following tariffs: 

Chicago, Rock Island & Pacific Railway—Sup. 33 
to I. C. C. No. C-8637, Sup;-37 to I. C. C. No. C-8789, 
Sup. 24 to I. C. C. No. C-8889, Sup. 11 to I C. C. No. 
C-9252, Sup. 14 to I. C. C. No. C-9363, Sup. 11 to I. C. C. 
No. C-9367. 

The suspended tariffs contain proposed increased 
rates applicable to the transportation of coke, in carloads, 
from Chicago and other points to points in lowa similar 
to those contained in tariffs of other carriers, the opera- 
tion of which was suspended to the same date by a 
previous order in the same docket. 


By an order entered May 7, in I. & S. No. 452, the 
Commission suspended from May 11 until September 8 
the operation of item No. 4840-A, Sup. 29 to Agent F. A. 
Leland’s tariff I. C. C. No. 969 and item 4840-A, Sup. 29 
to Agent Eugene Morris’ tariff I. C. C. No. 386. The sus- 
pended items contain proposed increased rates applicable 
to the transportation of matches, in carloads, from St. 
Paul territory -and Chicago territory to southern Okla- 
homa points. The present rate from Chicago rate points 
to Colbart, Thackerville, Davidson and other points in 
Oklahoma, is 82% cents per 100 pounds. The proposed 
rate is 87 cents. The present rate from St. Paul ter. 
ritory to the same points is 84% cents, and the proposed 
rate is 87 cents per 100 pounds. 

May 7, in I. and S. No. 453, the Commission sus- 
pended from May 11 until September 8 the operation 
of Toledo, Bowling Green & Southern Traction Co. tariff 
I. C. C. No. 36. The suspended tariff provides for an 
increase of $1 per car for switching of carload shipments 
of brick, tile, drain or sewer pipe, and other commodities 
between Wilson, O., and Kerper, O., destined to or origi- 
nating at interstate points. The present charge is $4 
per car and the proposed charge is $5 per car. 

April 17, in I. and S. No. 454, the Commission sus- 
pended from May 10 until September 7 the operation of 
certain schedules contained in Agent F. A. Leland’s tariff 
I. C. C. No. 1042. The suspended schedules contain ;ro- 
visions increasing rates applicable to the transportation 
of petroleum road oil and petroleum tailings, in carloads, 
from Oklahoma points to Kansas City, Mo., and otter 
points. The present rate on road oil from Oklahoma City 
to Kansas City is 12% cents per 100 pounds. The pro- 
posed rate is 26 cents per 100 pounds. Like advances 
are made between other points on this commodity and 
on petroleum tailings. 


By ninth supplemental order, in IL & §. No. ! 
April 28, the Commission suspended from May 8 and 
later dates until Sept. 5, 1914, the operation of certiin 
schedules contained in tariffs named in the order. The 
suspended schedules cancel joint freight rates applica)le 
to and from points located on the Moshassuck Val!cy 
Railroad, which would result in an increase in rates on 
such traffic. 


HEARING ON BOILERS. 
The Commission will hear at Washington at 10:30 
a. m., June 3, those who wish to appear in the mat cr 
of the preparation, approval and establishment of ru'°s 
and instructions for the inspection and testing of locor 0- 
tive boilers and their appurtenances. 








Ly 


16, 1914 THE TRAFFIC WORLD 1023 


NEW HAVEN INQUIRY 


—— 


harles S. Mellen Testifies After Wrangle Be 


tween Folk and McKeynolds 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Bu.iding, Washington, D. C. 

Against the protest of Attorney-General McReynolds, 

irles S. Mellen was placed on the witness stand Thurs- 
morning in the New Haven inquiry by the Interstate 

iymerce Commission. Siripped of its verbiage, his tes: 
ony was that, scon after J..P. Morgan made him rresi- 
t of the New Haven, the board of directors turned over 
him 8,000 shares of New Haven to be used in acquiring 
minority interest in the New York, Westchester & 


ston, supposed to be held by Tammany men. In addi- 
n to the minority interest to be acquired, there were to 


ea 


thirteen changes in the charter of the Westchester. 
e chenges were made and the stock was acquired at a 
to the New Haven of about $1,200,000. 

Chief Counsel Folk tried to get Mellen to admit that 
money was used as a corruption fund. Mellen said he 


is after results, not men, meaning that he was buying 


railroad right of way, some construction work and a 


ranchise by getting control of the minority stock. The 
ew Haven had fifty-one per cent of the stock when it was 


1 
i 


i 


med desirable to acquire the minority interest. 

“Ton cents a pound,” snapped Mellen, when he was 
ced what he deemed the minority stock to be worth. He 
d out the $1,200,000 on due bills issued by the late 
ice Inspector Byrnes of the New York police force, a 
cgnized power in Tammany Hall. 

A 5,COd Word Statement. 

The most significant occurrence, however, was the 

that as soon as Mellen got on the stand he began 


eading a 5,000 word statement as to the effort of the Grand 


nk to get into Boston and Providence. He stands in- 


dicted on a charge of conspiracy to restrain trade by keep- 


g the Grand Trunk out of Boston. The statement covers 


re 


] 


nsactions in connection with the matter on which the 
ictment is based. The hurry with which he testified on 
t subject indicated to thcse who know of the disagree- 
t between the Commission and the Department of Jus- 
» that, so far as the former is concerned, the former 
sident of the New Haven has turned state’s evidence, if 
his testifying immunity is granted, which McRey- 


lds insists will be the result. 


The reading of that prepared statement and the short 


ross-examination by Chief Counsel Folk led to a postpone- 


t of the hearing to next Tuesday to enable Mellen to 
papers needed to supply details of the Westchester 
l. He said he could not go to New England, make the 
‘ed search of his papers and return before Tuesday. 
ere were no other witnesses then available, so the hear- 
was adjourned. 
How desirous Mr. Mellen is of having his testimony at 
; time apply to the declaration that he kept competition 
of Boston and Providence is easily to be inferred from 
concluding raragrarh of his statement, which reads 
llows: “In no respect, so far as I can recall, was there 
thing done or contemplated that would have restrained 
r party from doing anything in the way of construc- 
of lines in New England that its interests at any time 
' have warranted, and I was particular to express this 
ny directors and my executive committee when I asked 
m to authorize the agreement which I executed and 
t to Mr. Chamberlin, as a proposition from our company 


to his, and I particularly expressed to them that this in no 
way affected the situation with regard to the Grand Trunk’s 
extension into Providence.” 


Ready to Tell All, 


Mr. Crim, Mellen’s attorney, announced that Mr. Mel- 
len is ready to make a full exposition of everything he 
knows; that at previous hearings, upon his advice, he had 
declined to do so. 

That was taken as indicating that in the opinion of 
Crim, Mellen is now taking an immunity bath, although 
when the trial on the indictment is called, the point may 
be made that this inquiry is merely an investigation by 
what amounts to a Senate committee, since the Commis- 
sion is acting on the Norris resolution. But an answer to 
that may be that the Commission instituted an inquiry of 
its own and Chief Counsel Folk suggested indictment un- 
der the criminal sections of the Act to regulate commerce 
and therefore the testimony is compelled, not under the 
Senate resolution, but under the Act to regulate commerce 
and the subject matter is that which is dealt with in the 
indictment. d 

It is a complicated legal proposition on which the two 
branches of the government seem to be in danger of going 
into court taking opposite views. In the ‘discussion that 
has arisen by reason of the friction, the Commission is 
credited with taking the position that Mellen was a mere 
hired man and that the responsible ones are the big 
financiers of the New Haven, and that when the time 
comes the. Comniission will not call the directors, thus 
separating Mellen from his colleagues and making him a 
witness for the government in any prosecutions of them 
that may be undertaken. 

William Rockefeller has already filed a doctor’s cer- 
tificate saying his life would be endangered were he to be 
forced to take the stand. 


Folk Asked to Leave. 


A day of warm discussion and some hard feeling be- 
tween the Department of Justice and the Interstate Com- 
merce Commission was closed Wednesday by the announce- 
ment of Commissioner McChord that the hearing in the 
New Haven investigation would be resumed Thursday 
without any change in the original plan. The trouble was 
in regard to the plan to place on the witness stand Charles 
S$. Mellen, former president, and several of the directors of 
the New Haven. 

The Department of Justice, through Attorney-General 
McReynolds, entered an emphatic protest to the Commis- 
sion against the calling of Mr. Mellen and the directors of 
the New Haven as witnesses. It was pointed out by the 
Attorney-General that their testimony might render them 
immune from prosecution, if such disclosures as might 
be made would justify criminal proceedings, and it might 
also embarrass the Department of Justice in its efforts to 
effect a dissolution of the New Haven and the Boston and 
Maine railroads, 

Within a few minutes Mr. McChord and Joseph W. 
Folk, chief counsel for the Commission, left -the conference 
showing evidences of excitement. 

Mr. Folk was asked why he left the conference at Mr. 
McReynolds’ office. When he hesitated about replying Sen- 
ator Norris said: “Well, I will tell you. He and Commis- 
sioner McChord left because they practically were asked to 
do so by the Attorney-General.” Senator Norris, author 
of the New Haven investigation resolution, and Senator 
Kern were in the conference. 

Mr. Folk smiled and remarked: “As the Senator has 
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told you that | will say that the conduct of Mr. McReynolds 
was such that we did not care to remain.” 


Conference With President. 


Attorney-General McReynolds had a brief conference 
with President Wilson Tuesday night on the New Haven 
situation. Later he was asked if he thought the exam- 
ination of Mr. Mellen and the New Haven directors would 
give them immunity from prosecution. 

“I think it would,” he replied. 

Lewis C. Ledyard attended Tuesday’s sessions and par- 
ticipated in a lively verbal tilt with William B. Lawrence of 
Boston, one of the witnesses, who represents the largest 
individual holding of Boston & Maine stock. Mr. Law- 
rence said that his family’s holdings of stock had depre- 
ciated nearly $1,500,000 since the absorption of the Boston 
& Maine by the New Haven. 

Mr. Ledyard challenged the accuracy of that part of 
Mr. Lawrence’s evidence concerning a rlan of the late 
J. Pierpont Morgan to effect a general consolidation of 
railroads and express companies. He was promised an 
opportunity to be heard later on that matter. 

The widely advertised appearance of C. S. Mellen 
did not take place Tuesday morning, the time scheduled. 
Chief Counsel Folk did not explain the failure, but it 
was admitted that he and Attorney Crim went over Mr. 
Mellen’s papers the night before with a view to picking 
out such parts of the story as the former president has 
told for elaboration under the questioning of the chief 
counsel. There had been no official acknowledgment that 
Attorney-General McReynolds had rrotested to the Com- 
mission against its placing of witnesses on the stand 
and thereby giving them immunity should there be any 
possibility of prosecution by the federal or state govern- 
ments. Mr. Folk said he had submitted the question as 
to whether there should be further probing to the Com- 
mission itself. 

T. E Byrnes a Witness. 


Timothy E. Byrnes was the witness at the Tuesday 
morning session and W. B. Lawrence at the afternoon 
session. Byrnes was asked to explain the work done by 
the apparently large staff of special counsel and publicity 
agents of the New Haven. Among those receiving pay- 
ments were W. S. McNary of Boston, who got $1,000 for 
studying the Boston situation created by the threat of 
the Grand Trunk to come into that city. He recommended 
that the New Haven co-operate with the Grand Trunk 
rather than to fight it. 

“The New Haven did not prevent the entry of the 
Grand Trunk into Boston,” the witness added, by way 
of comment. Charles W. DeKnight, a Washington lawyer, 
got $1,000 for work in connection with the retention. of 
the Long Island Sound steamers by the New Haven, the 
witness guessed. Byrnes said that Rear-Admiral Bowles, 
retired, president of the Fore River Ship Building and 
Engine Works, recommended the payment, the employ- 
ment having been made through President Mellen. Many 
of the vouchers prepared by Byrnes, he said, was for 
work he had not ordered, but he prepared the vouchers 
because he knew that Mr. Mellen would not order any- 
thing that was not right. 

“Mr. Mellen’s orders were, ‘not a dollar for legisla- 
tion,’ and, so help me God, I don’t believe a dollar was 
ever paid for legislation,’ volunteered the witness. 

The great interest of the Tuesday session was cen- 
tered, not in the testimony of the witnesses, but in the 
fact that Mellen and Lewis Cass Ledyard were in the 
room, attentive listeners to the testimony, and probably 
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better informed as to the reasons for the employment o' 
the men whose services were under discussion than the 
man on the stand. 


Comedy Element Strong. 


The comedy element was strong in the Monday se: 
sion. Timothy E. Byrnes, former vice-president of the 
New Haven, who had charge of the Boston office of the 
road and generally looked after the company’s interests 
before the legislature and in the publicity end, contributed 
it. He hired lawyers to act as “legislative counsel,” news- 
paper and magazine writers to prepare “copy” and adver- 
tising agents to distribute the matter which the company 
desired to have published. 

“Don’t call them lobbyists,’’ said Byrnes to Chief 
Counsel Folk, when the latter applied that term to men 
hired by the witness to appear before the legislature. 
“They are registered as ‘legislative counsel’ in the records 
that are kept in Massachusetts.” 

“Oh, I see, a ‘rose by any other name,’” retorted 
Folk. 

At another point, intended by the chief counsel to 
be impressive, Byrnes insisted upon being called Tim- 
othy, and not merely Tim. Examiner Gartner announced 
that “we will call you Timothy if you prefer.” 

This interruption and breaking up of the yroceedings 
came at the point where Governor Folk was impressively 
asking the witness: “Do you mean to say that you did, 
or did not, know that the New Haven was interested in 
the trolley question pending before the legislative com- 
mittee, sitting in recess, of which Knowles was a mem- 
ber?” 

Knowles is a man who was elected to the Massa- 
chusetts legislature while he was serving the New Haven 
as station master. While a member he was admitted 
to the bar. When the legislative session was at an end, 
but before the term for which Knowles had been elected, 
Byrnes hired him, at $3,000 a year, as a lawyer, to 
settle claims for personal injury damages. He did none 
of that work, but confined his operations to rerorts on 
the train service and on the state of the public mind with 
respect to the New Haven. 

Mr. Folk asked the witness if he did not talk about 
the political situation with a man he mentioned. 

“IT don’t remember, but I probably did, that being 
one of my weaknesses,” retorted the witness. “I prob- 
ably talked, not only about the Massachusetts political 
situation, but about politics elsewhere, but I hope to 
recover from such foolishness.” 

Chief Counsel Folk reviewed the whole story of Prof. 
Bruce Wyman's retention, as counsel for the New Haveu, 
at $10,000 a year, while holding the law professorship 
of Harvard. He also brought out the fact that a younger 
brother of the professor and his father, at times re 
ceived $50 and $25 a day for publicity work. 

Attorney Crim, who represents Mr. Mellen, generally 
asked questions which made the witness say that all 
he was testifying to had already been placed in the 
record and published in the newspapers. 


Dummy Directors and Officers. 


The examination of dummy directors and officers pro 
ceeded May 7 and 8. The cross-examination of John G. 
Billard, Thursday afternoon, did not develop anything 
worth mentioning beyond the facts set forth by Billard 
in the prepared statement he submitted earlier in the day. 
He took the position that he had furnished the money. 
carried all the risk and took the profits accruing out of 





Vay 


the ¢ 
Have 
to be 
setts 
organ 
stock 
C 
of th 
the 
distin 
name, 
said ] 
him t 
his tr 
from 
that | 
but tl 
posses 
a 
Chief 
incorp 
that t 
he pr 
wheth 
He sa 
of wh 
it was 
each p 
check 


Th 
of the 
rado kt 
freight 
involvil 
ritory. 
turned 
which 
which 
one me 
has beg 

The 
basis, a 
nent fo 
souri R 
generall 
be 100 
to any 
certain 

Cha 
matic ¢ 
that the 


GO 

The 
venient 
turer wh 
of Imror 
United § 
just been 
Commerce 
Governm: 
Was form 
annual vi 
States.” 





May 16, 1914 THE 
he deals in Boston & Maine stock, which first the New 
Haven got rid of because its purchases were supposed 
to be illegal, and then bought back when the Massachu- 
setts legislature authorized the railroad holding company 
rganized by the New Haven to hold the Boston & Maine 
stock. 

Charles F. Linsley, one of the original incorrporators 

the Billard Co., and Birdsey E. Case, treasurer of 
the Metropolitan Steamship Co. of New Jersey, as 
listinguished from the Maine corporation of the same 
iame, were on the stand Friday. The former frankly 
said he served as an incorporator because Billard asked 

m to do so. The latter told as much as he could of 
his transactions as treasurer of the steamship company, 
from memory. Time and again he told the chief counsel 
that he could not remember details about transactions, 
jut that he would send copies of all the papers in his 
possession and then from them give explanations. 

“I didn’t say that,” he said time and again, when 
Chief Counsel Folk put questions to him in which were 
incorporated bits of testimony. “I wonder if you think 
that that is fair, trying to put words into my mouth,” 
he protested, when he said he could not remember 
whether a check came by mail or was handed to him. 
He said he received about $400,000 when the company 
of which he was treasurer was organized, but he said 
it was impossible for him to remember how much from 
each particular contributor of assets or in what way the 
check came to him. 


WESTERN RATE REDUCTION 


The heads of the freight traffic departments of all 


western trunk line railroads leading into Colo- 
have issued orders for the preparation of new 
freight tariffs for the entire trans-Missouri territory, 
involving a complete readjustment of rates in this ter- 
The work in compiling the new tariffs has been 
turned over to the trans-Missouri tariff committee, of 
which W. A. Poteet is the head. This committee, on 
which all trans-Missouri roads are represented, has held 
and the work of framing the new tariffs 


of the 
rado 


ritory. 


one meeting, 
has begun. 

The new tariffs are to be made on a percentage 
basis, and the adjustment so established will be perma- 
nent for the entire trans-Missouri territory. The Mis- 
souri River is to be the starting point, and it has been 
generally agreed that the rate to Salt Lake City shall 
be 100 per cent. Rates to Denver common points or 
to any other point in trans-Missouri territory shall be 
certain percentages of the rates to Salt Lake City. 

Changes in rates to any territory will mean auto- 
matic changes to all other points in the territory, so 
that the same percentages shall be always maintained. 

GOVERNMENT ISSUES REFERENCE BOOK. 

The U. S. Department of Commerce announces a con 
venient reference book for the exporter or the manufac- 
turer who is interested in foreign trade, in the Bulletin 
of Imrorts and Exports of Merchandise Into and From the 
United States by Countries and Principal Articles. It has 
just been published by the Bureau of Foreign and Domestic 
Ccmmerce and is sold by the superintendent of documents, 
Government Printing Office, at Washington. The material 
was formerly included as Table No. 19 in the large quarto 
annual volume, “Commerce and Navigation of the United 
States,” 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 


The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
The Western Classificaticn Committee will on the dates and 
at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 52. Inter- 
ested persons desiring to appear and present arguments will be 
heard in the committee conference room, 1875 Transportation 


Building, Chicago. 
MONDAY, MAY 18, 1914. 


Docket No. 71—2:00 P. M. 


(Cancels Item 12, Page 146.) 

Gelatine, Not Otherwise Indexed by Name: In bags, L. C. L. 
one and one-half times first class; in cartons, in barrels or 
boxes, L. C. L., second class; in bulk, in barrels or boxes, 
. C L., second class; in packages named, C. L., minimum 
weight 30,000 pounds, third class. 

(Amends Item 12, Page 146.) 

Gelatine, Not Otherwise Indexed by Name: In bulk, in barrels 
or boxes, L. C. L., third class. 

(Amends Item 12, Page 146.) : 

Gelatine, Not Otherwise Indexed by Name: In cartons, in bar- 
rels or boxes, L. C. L.. third class. 

(Cancels Item 10, Page 166.) 
Jelly or Dessert Powders: In barrels or boxes, second class. 


DOINGS OF THE TRAFFIC CLUBS 


Following are the chairmen of the 1914 committees 
of the Detroit Transportation Club: House Committee, 
J. A. Sullivan: Entertainment, R. P. Hurley; Reception, 
A. V. Ulrich; Membership, William A. Burns; Publicity, 
A. C. Baird; Sick and Visitation, M. T. Stiling; Auditing, 
J. S. Kellie; Judiciary, J. W. Dohany. 

Edward D. Ryan, traffic manager of the Milburn Wagon 
Co., was re-elected president of the Toledo Transportation 
Club at the annual meeting. A large vote was polled by 
Joseph Goldbaum, Ryan’s only competitor for the office. 
The other officers and committeemen elected are: First 
vice-president, W. A. Hopkins, of the Wabash; second vice- 
president, D. E. Butler, of the Ann Arbor; treasurer, 
Florien von Nostitz, of the Michigan Central; secretary, 
Harry S. Fox; executive committee, C. W. Eggers, W. H. 
Blank, William E. Budd; membership committee, John 
Redding, L. S. Kirkby; auditing committee, C. C. Dibble; 
trustee benefit fund, J. J. Whelan. The report of Treasurer 
F. von Nostitz showed that the club starts the new year 
with $2,772.98 in its treasury, including the usual sum set 
aside for the benefit fund. The total membership, as 
indicated by the report of the retiring secretary, J. S. 
Marks, is 312. 

The Traffic Club of Baltimore is making arrangements 
for its second annual outing, Saturday, June 13, at Miller’s 
Park, Dundalk, Md., on the shore of Chesapeake Bay. 
The Traffic Club of Pittsburgh has accepted a challenge 
to play a game of baseball, and a large number of their 
members will be on hand to root. It is also expected that 
a large number of members from the New York, Phila- 
delphia, Chicago, Detroit and Boston traffic clubs will 
attend. The dinner will be an old-fashioned Marvland one, 
consisting of Maryland fried chicken, Smithfield ham and 
seafoods, for which Maryland is femous. There will also 
be trarshooting by professionals, bowling contests and 
other sports. The Fourth Regiment Band and field music 
will be on hand to receive the visitors and will also be 
at the rark to furnish music. This is to he an all-day 
affair, and arrangements have been made for special train 
service to the park, and our out-of-town guests will be 


well taken care of. 
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WATER-LINE HEARINGS 


—_——— 


Applications of Railroads for Permission to Re- 
tain Control of Boat Lines 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Bu-lding, Washington, D. C. 

The hearings on the applications of rail carriers for 
permission to hold their water lines, notwithstanding the 
prohibition of the Panama Canal part of the Act to regu- 
late commerce, consumed the entire week. The testimony, 
direct and on cross-examination by Examiner Elder, was 
not illuminating. The Commission’s officials are proceed- 
ing on the theory that the control of the water lines by 
the rail carriers is opposed to the public interest, because 
the railroad-owned lines are used to prevent competition 
on the lakes in the package-carrying business. The bulk 
cargo trade is not controlled by the railroads, and shippers 
in the upper lake regions believe the package freight busi- 
ness should be restored to the competitive condition pre- 
vailing as to bulk freight. 

The witnesses for the railroad-owned boat lines have 
undertaken to point out that there is big competition be- 
tween the lake lines themselves and between the lake lines 
and the ocean-and-rail differential routes; that the public, 
by reason of their ownership of the lake lines, is benefited 
in that there is a regular service and a service that is 
expedited to such an extent that the merchants are de- 
pending on it more than ever, even on high-class mer- 
chandise. 

H. C. Hamilton, at the Wednesday afternoon hearing 
said the Lehigh needs a lake line more than any other 
trunk line, because it has no rails to the West. Freight 
Traffic Auditor was recalled to explain some of the figures 
sutmitted by him. Examiner Elder reserved the right to 
recall him for cross-examination because, as he thinks, 
there is a conflict between exhibits put in by Mr. Brownell 
in the advanced rate hearing and figures furnished by 
Mr. Dosman. The latter said there is no conflict and 
proceeded to explan how Mr. Elder had misunderstood 
the commerce embraced in two statements which he had 
supposed covered identical matters. 


Application of Erie. 


Consideration of the application of the Erie to be 
allowed to continue its one-fourth ownership interest 
in the Mutual Terminal and Mutual Transit companies, 
which operate the Mutual steamers on the Great Lakes, 
was begun by the Commission May 8 H. S. Noble, 
assistant traffic manager of the Mutual, was put on the 
stand as a witness in behalf of the Erie to show the 
services rendered to the rail carrier by the water line. 
Mr. Noble submitted three exhibits showing the busi- 
ness of the company, as it concerns the Erie Railroad. 

Examiner Elder asked questions about the tonnage 
intended to bring out facts tending to show that the 
Erie, Lehigh, Delaware, Lackawanna & Western and 
the New York Central use the Mutual boats to keep 
traffic in their control and to send as much of-it all 
rail as possible. He spent a long time in trying to 
find out what caused the Mutual to lose the peanut 
tonnage that formerly moved on commodity rates to 
the Twin Cities and upper lake ports. Attorney Taylor, 
for the Erie, registered a mild protest against asking 
the witness questions along that line, because, accord- 
ing to the witness, the Erie had never handled any of 
that business. He thought possibly that road had once 
handled a carload of peanuts, but the business was lost 
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to the Mutual boats through the refusal of Virginia ra | 
earriers to join in through routes and joint rates on 


that Virginia product. He thought the arrangement 
were broken in 1908, but he was not sure of that. 
He said that the large increase in east-bound to 
nage duritg 1913 was due in part to the general 
crease in business that year and to the fact that t! 
Mutual had put on one more boat and had made th: 
Canadian ports as regular stops during that year. 


Heald and Noble Examined. 


Charles M. Heald, president of the Mutual Terminal 
and Mutual Transit companies, and H. S. Noble, assista: 
trafic manager of the transit company, were examine: 
May 9 in the hearing on the application of the Erie f 


permission to retain its interest in that water line. The 
object of the questions asked by Examiner Elder, if there 


was any olject other than to get all the facts about t 
finances of the two companies into the record regardl: 
of whether they seem to have any bearing or not; was 
not obvious. Mr. Heald testified in the advanced rat: 
case about the financial transactions by means of whi 
the proprietary railroad companies borrowed money 
four per cent and loaned it to the terminal and transit 
companies at six per cent. Another part of his testimony 
at that time indicated that the subsidiaries have balances 
loaned to the froprietary companies on which they pa) 
interest to the railroad companies, but on which th: 
receive no interest. 

The comment made on that state of affairs at 
advanced rate hearing was to the effect that the amount 
of interest paid on balances deposited with the propri 
etary companies should not be counted as expenses tend- 
ing to show that there is a necessity for the advance 
of rates. 

Examiner Bolle made an examination of the affairs 
of this company similar to that made by him of 
Western Transit Co., the owner of the Anchor Line. He 
put his report in evidence. 


Lake Line Ownership. 


The Erie’s application for permission to retain owner- 
ship of the Erie Railroad Company’s Lake Line came on for 
hearing Monday following the disposal of that company’s 
application to continue its interest in the Mutual Transit 
Company. Vice-President and Secretary David Bosma! 
Auditor of Freight Traffic Revenues C. E. Hildum and As 
sistant General Freight Agent H. C. Snyder were the 
nesses. 

Mr. Bosman related the history of the line, which 
been in existence for half a century, having been kni 
as the Union Line prior to its change of name. It is 
opinion that the public interest is better served by the 
steadiness of lake rates through the close co-operation \« 
tween the rail and lake carriers than it would be if « 
was independent and trying to bankrupt the other under 
the competitive system without regulation or control. 

Mr. Hildum’s testimony consisted of -exhibits gi\ins 
a ten-year view of the finances of the company, muc)) 0! 
which was placed in the record in the advanced rate « 15¢ 
hearings. 

Mr. Snyder holds the opinion that the public is | 
fited by the consolidation of the lake and ra‘l carrie! 
the manner in which they are now connected. The !:k' 
line, by itself, could not maintain the soliciting force | \14! 
the two companies combined keep in the field in all | "'s 
of the world. He offered exhibits showing the ager ‘es 
for the line that are independent of the railroad «)™ 
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y’s agencies. He said that the competition of the 

in-and-rail routes keeps the lake-and-rail rates as well 

the all-rai] routes down. The Erie’s boats steam from 

ffalo, N. Y., and Fairport, O., to Milwaukee and Chicago, 
| make Manitowoc a port of call on the eastward voy- 
The chief effect of the ocean-and-rail routes, aside 

n keeping down rates, is to make necessary more fre- 

nt sailings of the lake line steamers. They must do that 

meet the daily service afforded by the ocean-and-rail 
ites to Chicago and Milwaukee territory. Another no- 
able effect is that during the middle of the season of 

e navigation, the boats, in order to maintain their sched- 
s, often leave port with light loads, and that makes the 
rvice more expensive than if there were fewer sailings. 


Brandeis and Free Service. 


Louis D. Brandeis brought his “free services” theory 
nto the Tuesday hearing on the application of the Erie 
continue in ownership and control of its lake line. He 
ed questions tending to bring out the views of D. W. 
Cook, vice-president and general counsel of the Erie, on 
proposition that the cost of getting freight from Man- 
ttan to the rails of the trunk lines in New Jersey ought 
ye borne by the shippers and not by the trunk lnes. 
» latter, the testimony shows, pay lighterage and give 
practically unlimited storage so as to be able to get busi- 
s which would naturally go to the New York Central. 
Mr. Cook frankly said that that was an expense of 
ng business which the carriers would gladly place upon 
the shippers if a way for do'ng that could be devised. 


Mr. Cook placed in evidence statements showing that 
Erie makes only an indirect profit out of its owner- 
) of the lake line, the indirect profit being that which 
comes from be‘tng allowed to remain in the competitive 
field at all. Other trunk lines have their lake lines, and 
the Erie, to remain in the field at all, must have similar 
lers. He said the business of the Delaware, Lacka- 
& Western refused by the Erie lake line 
because the Lackawanna refused to pay handling charges 
Chicago. The Balttmore & Ohio pays those handling 
arges, so the contract with that carrier is still in force. 
The Baltimore & Ohio contract provides for a mini- 
m on business handled by the Erie lake line. The 
witness explained to Examiner Elder that the minimum 
plies to every shipment, no matter how small. Mr. Elder 
emed to have the impression that the B. & O. would have 
to pay 95 cents, whether a given shipment amounted to 
e ton or less. The witness explained that the minimum 
plies to any quantity. 


nna was 


Mr. Cook said that the contracts for this year elim- 
te atl rail-lake-rai] business on which the proportions 
so that nothing is left for the lake carrier. He said 
re were times in other years when the lake carrier, 
arently, had to pay for the privilege of hauling freight. 
“There is too much competition,” said Mr. Cook. “My 
ggestion is that the whole matter can be relieved by 
putualizing the Lake Michigan lines, putting them into 
hands of responsible parties so that there will be no 
l-ups or blackmailing. The competition of the ocean- 
lines is something that you must never forget. They 
the livest competitors we have and without a lake 
e the Erie could not remain in the competitive field at 


The Lehigh Valley Railroad Company’s application for 
rm‘ssion to retain its ownership and control of the Le- 
h Valley Transportation Company, the corporate name 
its steamship line on the Great Lakes is based on the 
position that unregulated and unrestrained competition 
iong package freight carriers would result, in a short 
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time, in the disappearance of any service upon which the 
public could depend, either for regularity or steadiness 
of rates. 

E. J. Henry, general western agent of the line at Chi- 
cago, was the witness put on the stand. ._He submitted 
tables showing that the service is expensive, but of a 
character demanded by the public and such as the railroad 
desires to give, believing it to be for the best interest of 
itself and the public that there should be the regulated 
competition, such as now exists between rival routes at 
rates that, while not remunerative, considering the pack- 
age steamers as independent agencies, are yet worth 
while because they enable the railroads owning them to 
remain in the competitive field. 

Mr. Henry said that without doubt the greatest com- 
petition is between the rail-and-lake lines and the ocean- 
and-rail routes, to which reference has often been made 
in these hearings. He said the ocean-and-rail lines have 
the same rates westbound as the lake-and-rail, while on 
export business easttound their rates are lower. 

Examiner Elder undertook cross examination on a 
contract between the Lehigh and the Traders Dispatch, 
made in 1883, but practically had to abandon it because 
the witness said the contract had never been observed 
within twenty years, to his knowledge. 


FINES FOR LAW VIOLATIONS 


Charged with shipping, in interstate trade, meat prod- 
ucts which did not bear the marks of federal meat inspec- 
tion, a number of persons have been recently fined, ac- 
cording to the U. S. Department of Agriculture’s an- 
nouncements. Armour & Co., in New York, were fined 
$25; Louis Adler, in Kansas, was fined $25 and costs, and 
J. W. West, in Kansas, was fined $7.50 and costs. 

Because it confined live stock in cars for more than 
twenty-eight hours without unloading for feed, water and 
rest, the Wabash Railroad Co. in Indiana has had two 
penalties of $100 each imposed for two violations of the 
twenty-eight-hour law. The fines also covered the costs, 
which amount to $16.10 in one case and $12.10 in the 
other. 

The live stock quarantine law has been recently 
violated by a number of persons and corporations, and 
fines have been imposed as follows: ilonroe Seabolt 
(Georgia), $100; Yazoo & Mississippi Valley Ry. Co. (Lou- 
isiana), $100; Louisville & Nashville Railway Co. (Ten- 
nessee), $100 and costs; Kansas City, Mexico & Orient 
Railway Co. (Kansas), $100 and costs; Denver & Rio 
Grande Railroad Co. (Utah), $100. 

TWO REPARATION CASES. 

Examiner Gerry of the Interstate Commerce Commis- 
sion heard two reparation cases in Chicago Wednesday. 
Ip case No, 6528, D. Friedlander & Co. vs. Chicago, Mil- 
waukee & St. Paul Railway Co., it is alleged that in 1912 
and 1913 the complainant concern made shipments of duck 
coats from Chicago to Tacoma and Seattle and paid a rate 
of $2.60, though there was a rate of $2 in force on duck 
clothing. In case 6€81, the Armour Grain Company seeks 
$852.80 from the Illinois Centra] Railroad Co. It alleges 
that it shipped 82 carloads of wheat from local points on 
the Illinois Central in Illinois through Chicago and recon- 
signed it through Toledo to eastern destinations. At the 
time Toledo was not named as a lake port through which 
,troportional rates were aprlicable. The amount of the 
reparation asked is based on the difference between the 
local rate to Chicago and the proportional rate on traffic 
destined beyond. 
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Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 

In this department we shall answer simple questions relat- 
Ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C 


Express Charges Not Recoverable in Damage Suits. 


Wisconsin.—‘We recently forwarded via express ship- 
ment which reached destination so badly damaged that 
same was an entire loss, with the exception of a small 
amount of salvage. We have included in our claim 
amount of express charges paid and would thank you to 
advise, through the columns of THe TRAFFIC WORLD, if, 
in your opinion, we are not entitled to the amount of 
prepaid charges.” 

The receipt usually issued by the various express 
companies stipulates the value of the property for car- 
riage and the amount of liability incurred by the company, 
in case of loss or damage, unless a greater value is 
agreed upon at the time of shipment. This receipt is 
construed by the courts as a contract of limited liability, 
that is, “in consideration of the rate charged for carry- 
ing said property, which is regulated by the value thereof 
and is based upon a valuation of not exceeding $50 unless 
a greater value is declared, the shipper agrees that the 
value of said property is not more than $50,” etc., and 
the courts have almost uniformly held that a carrier may 
by fair, open, just and reasonable agreement limit the 
amount recoverable by a shipper, in case of loss or 
damage, to an agreed value made for the purpose of 
obtaining the lower of two or more rates of charges 
proportioned to the amount of the risk. Adams Express 
Co. vs. E. .H. Croninger, 226 U. S., 491 (page 163, Jan. 
18, 1913, Traffic World). K. C. S. R. Co. vs. Carl, 227 
U. S., 639 (page 1127, May 24, 1913, Traffic World). 

The contract having expressly stipulated the value of 
the property carried, and the exact amount that the 
owner may recover, the latter will be estopped from 
recovering a larger value, even though the larger value 
is made so by the addition of the prepaid express charges 
only. It is a fact that by contract, under the Uniform 
Bill of Lading, the owner may, under certain conditions, 
recover prepaid freight charges, but only because the 
parties have agreed to modify the common law which 
enables the carrier to recover freight charges on lost 
or damaged shipments. There is, however, no such 
provision in the express company’s receipt. 

= te * 


Paragraph 2, Section 3, Uniform Bill of Lading Not Ap- 
plicable to Delayed Shipments. 


iNlinois—“Shipment of hops, California to New York, 
unreasonably delayed, which is admitted by carriers: hops 
reached New York in good condition, market 20 per cent 
lower than on day shipment should have been offered 
for delivery had car been accorded the usual movement. 
Paragraph 1, section 1, of bill of lading, reads: ‘The 
carrier or party in possession of any of the property 
herein described, shall be liable for any loss thereof, or 
damage thereto except as hereinafter provided.’ Is it 
your understanding that the above means that the dam- 
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age must be only to the shipment; that when there is 
no actual loss thereof or damage thereto the shipmen 
paragraph 2 of section 3 of the bill of lading, cannot 
used and that common law liability is applicable?” 
Paragraph 2, section 3, of the Uniform Bill of Lading 
providing that the amount of any loss or damage shall 
be determined by the value_of the property at place of 
shipment, instead of at place of destination, as declared 
by common law, and thus changing the common law, 
must be strictly construed. This section does not ex- 
pressly include delayed shipments, which shipments are, 
however, referred to, in a different sense, in other sec- 
tions of said bill of lading, and thus indicating a purpose 
to exclude such shipments from that particular section. 
It therefore follows that this section has no application 
to shipments merely delayed in transit, and as no other 
section stipulates the liability of a carrier in such ship 
ments, recourse must naturally be made to the common 


os 


law. 
~ a * 


Liability of Consignor for Freight. 


Connecticut.—“A customer forwarded to us a ship 
ment of goods on which we were to make repairs. The 
goods were the property of the customer. We made the 
necessary repairs and received payment and shipped the 
goods to the customer on March 1, 1913. On July 5, 1913, 
we received a notice from the railroad company, stating 
that goods were on hand at destination refused. We 
wrote customer several letters, but did not receive any 
reply; therefore, let the matter drop on Dec. 1, 1913, 
presuming that the railroad company would take the mat- 
ter up with consignee. On Feb. 19, 1914, the railroad 
company again notified us that goods were still on hand 
at destination, refused, and asked us to advise disposi- 
tion. One of our clerks, not understanding the circum- 
stances, ordered the goods returned. The railroad com- 
pany returned the goods to us on April 25 and we were 
obliged to pay storage charges of $14.25 plus an east 
and west bound freight charge of $2.33, or total charge 
of $16.58, whereas we only received 40 cents from cus- 
tomer for repairing the goods, which were not our prop- 
erty. As we have an open account with the railroad 
company, this freight was paid before it was referred 
to the writer, and now we wish to return the shipment 
to the railroad company and have them refund to us 
$16.58, as the goods were not our property, although 
one of our clerks ordered them returned.” 

As compensation for the carriage of goods, the car- 
rier has the right to make reasonable charges. This 
it may demand in advance, and make its payment, if it 
so chooses, on condition of the acceptance of the goods: 
or it may, after it has performed the service, recover 
the lawful amount as freight upon the goods. Such an 
amount may be recovered from the consignor, as tle 
employer, or from the consignee, as the owner, if he has 
accepted the goods. By the consignor signing or acce)t- 
ing the bill of lading, issued or signed by the carrier, a 
contract of employment is entered into between the two 
parties by which the carrier agrees to transport and thc 
consignor to pay therefor. In fact, it has been held that 
the consignee may be deemed as the agent of the shipper. 
and that the carrier is not obliged to collect the freisht 
from the consignee, even when the bill of lading contains 
the cause that the consignee is to pay the freight thereon. 

If, therefore, the consignor has assumed actual con- 
trol and ownership of the goods by instructing the carricr 
to return the shipment refused by the consignee, he wil! 
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liable, not only for the freight charges both ways, but 
also for all other charges accruing after the delivery of 
shipment at destination. 


* * * 


Loading L. C. L. Freight Into Consignee’s Vehicles. 


Ohio.—“A consignor at Chicago makes an L. C. L. 
ipment of flour, in sacks, to certain consignee in Cleve- 
land. The shipment is unloaded into railroad company’s 
warehouse at Cleveland, and placed in a separate pile 
from other freight. Consignee pays freight charges and 
signs receipt, but when he returns to warehouse refuses 
») accept shipment unless loaded in his wagon. I wish 
ou would kindly advise if there is any law making it 
compulsory for a carrier to load or assist consignee to 
oad shipments on his wagon. In other words, what con- 
stitutes a delivery of an L. C. L. shipment?” 


Note.—IiItems in the Docket marked with an asterick (*) are 
new and have not been carried in the publication during the 
oreceding week. 

May 16—Oral argument at Washington, D. C., at 10 a. m.: 
5558, Sub. No. 1—Kelly’s Creek Colliery Co. et al. vs. Kanawha 
& Michigan Ry. Co. et al. 
May 16—Chicago, Ill._—Examiner Gerry: 
4788—Central Commercial Co. vs. L. & N. R. R. Co. 
6177—Price Lron and Steel Co vs. Ind. Harb. Belt R. R. Co. 
et al, 
6179—Mogul Motor Truck Co. vs. C. B. & Q. R. R. Co. 
May 16—Boston, Mass.—Examiner Butler: 
|. & S. 417—Rates on paper between stations on B. & M. 
R. R. 
May 16—Oral argument at Washington: 
6350—Pacific Navigation Co. vs. Suu. Pac, Co. et al. 
6366—Big Basin Lumber Co. et al. vs. Sou. Pac. Co. et al. 
May 16—Philadelpiha, Pa.—Examiner Brown: 
6189—Red Ash Coal Co. vs C. R. R. of N. J. 
May 18—Il’rovidence, R. 1.—Examiner Butler: 
6097—Providence Fruit and Produce Exchange vs. N. Y. C. 
& H.R. R. R. Co. 
6124—Providence Fruit and Produce Exchange vs. 
Co. et al. 
6395—I’rovidence Fruit and Produce Exchange vs. American 
Express Co. et al. 
May 1&—Philadelphia, Pa.—Examiner Wood: 
6652—Schrager Coal Co. vs. D. L. & W. R. R. Co. et al. 
* 6770—Weston, Dodson & Co., Inc., et al, vs. C. R. R. of N. J. 
May 18—I. & S. 406—Yreight rates between points in Minnesota 
via interstate routes and between points in Minnesota and 
other states. 


May 18—Chicugo, IllL—Examiner Gerry: 
6178—T. C. Kennedy vs. N. Y. C. & H. R. R. R. Co. et al 
|. & S. 382—Cement rates from Mason City, Ia., to Beach, N. D 


May 18—Kansas City, Mo.—Examiner McKenna: 
|. & S. 402—Westbound transcontinental rates on buckwheat 
and corn flour. 


May 18—Sioux Falls, S. D.—Examiner Watkins: 
|. & S. 6689—State of South Dakota et al. 
West Ry. Co. et al. 
|. & S. 6690—State of South Dakota et al. vs. Alabama & 
Vicksburg Ry. Co. et al. 
Fourth Section Applications Nos. 2860 and 2880 of the C. M. & 
St. P. Ry. 
May 19—Sioux Falls, §. D.—Examiner Watkins: 
|. & S. 374—Rates on malt from Sioux Falls, S. D. 
|. & S. 375—Rates on hogs from Sioux Falls, S. D. 
5772—Turner Creamery Co. vs. C. M. & St. P. Ry. 
6077—Charles W. Farrell vs. C. M. & St. P. Ry. Co. et al. 
1. & S. 409—Live stock rates from points in Colorado, South 
Dakota and other states to Omaha, Neb., and other points. 


May 19—Chicago, Il]—Examiner Gerry: 
4868—Barnes Grocery Co. vs. St. L. I. M. & Sou. Ry. Co. et al 
6147—R. Heller & Co. vs. A. T. & S. F. Ry. Co. 
6149—Obion Hardware Co. et al. vs. C. I & S. R. R. Co. et al 
May 19—New Haven, Conn.—Examiner Butler: 
$371—James B. Shaw vs. Rutland R. R. Co. et al. 


May 19—Keokuk, Ia.—Examiner McKenna: 
6291—\Weber-Kirch Mfg. Co., vs. C. B. & Q. R. R. Co. et al 


May 20—Des Moines, Ia.—Examiner McKenna: 
Fourth Section Application No. 1948 of W. H. Hosmer, in con- 
nection with Docket 6621, Rath Packing Co. vs. Ill. Cent 
R. R. Co. et al 
May 20—Chicago, Il] —Examiner Gerry: 
3130—Stearns & Culver Lumber Co. 
et al. 
May 20—Washington, D. C.—Commissioner Meyer: 
5370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 


P. R. R 


vs. Ahnapee & 


vs. L. & N. R. R. Co 


THE TRAFFIC WORLD 


1029 


As a matter of law, it is not the absolute duty of 
carriers to unload carloads of package freight, although 
it is now the general custom, and is expressly provided 
in the Official and Western classifications, that carload 
freight must be loaded and unloaded by the shipper. 
Less-than-carload shipments are usually loaded and un- 
loaded by. the carriers, except when they are so heavy 
or bulky as not to be conveniently handled by the regu- 
lar station employes. But there is nothing in the law 
or the Uniform Bill of Lading which obligates a carrier 
to load L. C. L. freight from warehouse or platform into 
shipper’s teams. In fact, by the consignee receipting for 
the goods in question after their being placed into the 
warehouse, the liability of the carrier became that of 
warehouseman only, and the law does not place the ob- 
ligation upon a warehouseman to load goods into a con- 
signee’s vehicle. 


Docket of Pie Commission 


May 20—Chicago, Ill—Examiner Gerry: 
Fourth Section Applications, Numbers: 
799—St. L. & S. F. R. R. Co. 
2138—M. & O. R. R. Co. 
602—New Orleans & Northeastern R. R. Co. 
1548—Southern Ry. Co. 
461—Alabama & Vicksburg Ry. Co. 
458—N. C. & St. L. R. R. 
1952—L. & N. R. R. Co. 
In connection with 


May 20—New York City—Examiner Eutler: 
6399—I_ehigh Valley Coal Sale Co. vs. L. V. R. R. Co. 
ee & -Hasslacher Chemical Co. vs C. & O. Ry. 
et al. 
* 6416—McArthur Bres. Co. vs. El Paso & S. W. 
a date to be hereafter fixed). : 
6500—Bayway Chemical Co. vs. C. R. R. of N. J. et al. 


May 20—Hearing of Docket No. 6340, Mt. Pleasant Fertilizer Co 
vs. N. O. & N. W. R. R. Co et al.. now assigned before 
Examiner Gerry at Chicago, IIL, is postponed to a date to 
be hereafter fixed. 


May 20—Des Moines, la.—Examiner McKenna: 
6188—Marshall Oil Co. of lowa vs. A. T. & S. F. Ry. Co. et al 
6621—Rath Packing Co. vs. Ill. Cent. R. R. Co. et al 
6452—Humane Remedy Co. vs. C. Great West. R. R. Co. et al. 


May 21—Hearing of Docket No. 6697, Chas. M. Biskie vs. N. Y. 
N. H. & H. R. R. Co. et al, now assigned before Examiner 
Butler at New York, is postponed to a date to be here- 
after fixed. 

May 21—Chicago, Tll.—Examiner Gerry: 

6212—Omaha Packing Co. vs. C. M. & St. P. Ry. Co. et al 
6164—Swift & Co. vs. A. T. & S. F. Ry. Co. et al. 
6680—Swift & Co. vs. S. A. L. Ry. Co. et al 


May 21—Hearing of Docket No. 6704, Geo. R. Gregg & Co. vs. 
N. Y. Cc. & H. R. R. R. Co. et al., now assigned before Ex- 
aminer Butler at New York, N. Y., is postponed to a date 
to be hereafter fixed. 


May 21—Des Moines. la —Examiner McKenna: 
6251—I ouden Machinery Co. vs. A. T. & S. F. Ry. Co. et al 
6499—Ciesler & Co. vs. A. T. & S. F. Ry. Co et al 
= Moines Poultry and Butter Co. vs. C. & N. W. Ry 
0. 


May 21—New York City—Examiner Butler: 
a Coke and Coal Co. vs. N. Y. C. & H. R. R. 
o. et al. 


May 22—Chicago, Tll._—Examiner Gerry: 
6748—Wilcox Co. vs. C. & N. W. Ry. Co. 


May 722—Philadelphia, Pa.—Examiner Butler: 
5939—J. S. Wentz & Co. vs. L. V. R. R. Co. et al 
5948—PRobert G. Kay vs. Dry Fork R. R. Co. et al. 
§994—Chas Warner (Co. vs. D. L. & W. R. R. Co. et al. 
May 22—Chicago, Ill._—Examiner Gerry: 
6550—Frost Mfg. Co. vs. A. T. & S. F. Ry. Co. et al 
6683—Southern Wisconsin Sand Gravel Co. vs. C. 
Ry. Co. 
May 23—Ft. Dodge, Tla.—Examiner McKenna: 
6285—P ly mouth ps Products Co, vs. Ft. Dodge, D. M. & So 
R. R. Co. et al. 


May 23—Chicago, Til.—Examiner Gerrv: 
6263—W. WW. Rarnard Co, vs. C. & N. W. Ry. Co. et al. 
6548—Squire Dingee Co. vs. C. & N. W. Ry. Co. et al. 
ee & Bascomb Rope Co, vs. C. R. I. & P. Ry. Co. 
et al. 
Fourth Section Application No. 629. 
May 23—Philadelphia, Pa.—Examiner BRutler: 
a 2” ty Pont de Nemours Powder Co. vs. Wabash R R Co. 
et al. 
6092—TNu Tont de Nemours Powder Co, vs. L. & N. R. R. 
ose Pont de Nemours Powder Co. vs. Lexington & Hast 
v. Co. 
Mav 25—Washington, D. C.—Examiner Brown: 
6506—Mixed Car Dealers’ Assn. vs. D. L. & W. R. R. Co. et al. 


(postponed to 


& N. W. 
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May 25—Mason City, Ia.—Examiner McKenna: 
6481—Jacob E. Decker & Suns vs. Minn, & St. L. R. R. Co 
et al. 
May 25—Philadelphia, Pa—Examiner Butler: 
6213—Wued & Skilion vs. Suu. Ry Co. et al. 


6376—A. G. Woud and E. A. Skilton et al. vs. A. C. L. R. R. 


Co. et al. 
6560—\\ vod & Skilion vs. Wabash Sou. Ry. Co. et al. 
* 6738—John A. Cranston Lumber Co. vs. A. C. L. R. R. Co. 
et al. 
May 25—Chicago, I!ll—Examiner Gerry: 
6720—swift & Co. vs. C. Gt. West R. R. Co. et al. 
6739—Swift & Co. vs. Mo. l’ac. Ky. Co. et al. 
6743—Swift & Co. vs. P. R. R. Co. et al 
May 25—Pittsburgh. Pa.—Examiner Watkins: 
|. & S. 388—Transit privileges on grain products at Pitts- 


burgh, I'a 
1, & . 6685—Crawford & Bunce et al. vs. P. C. C. & St. L. 
et al. 


May 26—Clinton, Ia.—Examiner McKenna: 
6222—F. Smith & Suns vs, C. & N. W. Ry. Co. et al 


May 26—Chicngo. Ill.—Examiner Gerry: 
6719—Sulzberger & Suns Co. vs. Sou. Pac. Co. et al. 
6729—F. J. Lewis Mfg. Co. vs. D. & R. G. R. R. Co. 
6733—F. J. lewis Mfg. Co. vs. C. R. Ll. & P. Ry. Co. et al. 
May 26—Philadelphia, Pa.—Examiner Butler: 
621€—Commercial Coal Mining Co vs. I. R. R. et al. 
6313—F ill & Collins vs. P. & R. Ry. Co. et al. 
6305—Wistar, Underhili & Mixon vs, A, C. L. R. R. Co. et al 
6322—North Americun Smelting Co. vs. B. & O. R. R. Co. 
et al. 
May 27—Chicago. Tll._—FExaminer Gerry: 
6713—Peter Schoenhufen Brewing Co. vs. Pere M. R. R. Co. 
et al. 
6744—Schultz & Gowen Co. vs. C. M. & St. P. Ry. Co. et al. 
6748—Wilcox & Co. vs. C. & N. W. Ry. Co. 
May 27—Philadelphia, Pa.—Examiner Rutler: 
6397—S. F. Scattergood & Co. vs. C. M. & St. P. Ry. Co. et al 
6402—S. F. Scattergzond & Co. vs. N. Y. O. & W. et al. 
6538—9. F. Scuttergonod & Co. vs. I, S. & M. S. Co. et al. 
6472—Ducktown Sulphur Copper and Iron Co. vs. L. & N 
RR. Co. 
May 27—Peoria, Tll.—Fxaminer McKenna: 
6230—Amerienn Mill’ng Co. vs. C1. & 9. R. R. Co. et al. 
6298—American Milling Co. vs. Y. & M. V. R. R. Co. et al 


May 28—Springfield, Ill—Examiner MeKenna: 
6221—Ashland Farmers’ Elevator Co. vs. C. & A. R. R. Co. 
et al. 
May 28—CNicago, ll —Fxaminer Gerry: 
67274—S. C. Rartle:it Co. vs. C. P. & St. L. R. R. Co. et al. 
6741—S. C. Rartlett Co. vs. C. P. & St. L. R. R Co. et al. 


May 28—Philidelphia, Pa.—Examiner Butler: 
65323—Noamenick Federica vs Sou. Pac. Co. 
6°0°—Rangor National Slate Co. vs. L. V. R. R. Co. et al. 
6738—!uohn A, Crunston Lumber Ca vs. A. C. L. R. R. Co. 
et al 
June 1—Toledo, 0.—Examiner McKenna: 
6293—Milburn Wagen Co. vs. L. S. & M.S. et al. 
6458—<haffmaster & Stephens vs. N. O. & N. E. R. R. Co 
et al. 
June 1—St. T.ouis. Mo.—Examiner Gerry: 
1. & & 184—Advances on hardwood and other kinds of lumber. 


June 1—Columbus, 0.—Examiner Gerry: 
€0970—Frderal Glass Co. vs. C. R. I. & P. Ry. Co, 
4696—Chas. Roldt Co vs. C. R. I. & P. Ry. Co. 

June 1—Parkersbure. W Va.—Examiner Henderson: 

* 6157—B. S. Cunningham et al. vs. B. & O. S&S. W. R. R. Co. 


June 1—St. Louis. Mo —Examiner Gutheim: 
* 6474—Spoke Mfrs.’ ‘ssn. et al. ve. St. L. S. W. Ry. Co. et al 


Jure 3—Fvansville. Ird.—Eraminer Henderson: 

* 6502—Malev & Wertz vs. C.C C. & St. T. Ry. Co. 

* 6519°—W._ H. Small & Co, et al vs. Ill. Cent. R. R. Co. 
* 6779—'ndiana Tie Co. vs. Tl] Cent. R. R. Co. 


June 3—Oral argument at Washington. D. C.: 

* 6520—Ontario Iron Ore Co. vs. N. Y. C. & H. R. R. R. Co. 
et al. 

* 6€2°-—\Verchants’ Exchange of St. Louis vs. B. & O. R. R. Co. 
et al 

June 4—Oral argurrent at Wash'neton, D. C.: 

* 431C—Rowline Green Business Men’s Protective Assn. vs. L. & 
WwW. R. R. Co. et al. 

* 6£23—Tanrers’ Supply Co. vs. L. & N. R. R. Co. et al. 

* 1. & S. 202—‘dvanees en lumber and other commodities from 
Oregon, Washington and cther states to eastern points. 


Jure 5—Oral argument at Washington, D. C.: 
* 49°6—In the matter of private cars. 


Jure 5—Ft Wayne, Ind —Exar'ner Henderson: 

* ae) Delater Concentration Co. vs. L. S. & M. S. Ry. Co. 
et al. 

* 6254—1merican Steel Dredge Co. vs. American Express-Co. 

* €511—S. F. Rowser & Co. vs G. R. & L Rv Co et al. 

* 6725—"ndependent Cocperage Co. vs. Me. Cent. R. R. Co. et al. 


June €—Oral argument at Washington, D. C.: 
*I. & S. 11—The Tap Line case. 
Prescott & Northwestern R. R. Co. 
Winona & Southern R. R. Co. 
Crit‘enden RR. 
Pelens, Parkin & Northern Ry. 
Oberlin. Harmpten & Eastern Ry. 
Tirps*n & Henderson Ry. 
Trement & Gulf Rv. Co. 
Fernwocd & Gulf R. R. Co. 
Kentwood, Greenbure & Southwestern R. R. Co. 
Gulf & Sabire River R. R. 
Natchez, Columbia & Mobile R. R. 
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June 6—South Bend, Ind.—Examiner Henderson: 
* 6369—Fullerton-Powell Hardwood Lumber Co. vs. T. & 0 
Ry. Co, et al. 


June &—South Haven, Mich —Examiner Henderson: 
* 6532—Board of Public Works of the City of south Haven 
Mich., vs. Kalamazoo L. S. & C. Ry. Co. et al. 


June 9—Lansing, Mich.—Examiner Henderson: 

* 6241—Lansing Co. vs. Ann Arbor R. R Co. et al. 

* 6365—Isbell-Brown Co. vs. Grzend Trunk Western Ry. 
et al. 

* 6791—Hart Bros. vs. Pere Marquette R. R. Co. et al. 

June 10—Detroit, Mich.—Examiner Henderson: 

* 6237—Michigan S'teel Boat Co. vs. Mich Cent. R. R. Co. et 

* 6292—Michigan Steel Boat Co. vs. A. T. & S. F Ry. Co. 

* 6706—Manson-Campbell Co. vs. Grand Trunk Western Ry. 

June 10—Oral argument at Washington, D. C.: 

* 1. & S. 383—Passenger fares between Somerset, Md., 
points in the District of Columbia. 

* 6587—-Fox River Valley Mfrs.’ Assn. vs. Me. Cent. R. R 
et al. 

* 6389—New York Docket Ry. vs. B. & O. R. R. Co. et al. 


June 11—Oral arzument at Washington, D. C.: 

* 6483—Board of RR. Commissioners of the State of Mo 
tana vs. A. & P. Ry. Co. et al. : 

* 1. & .S. 386—Gravel and sand switching charges at Chicag 


June 11—Cadillac, Mich.—Examiner Henderson: 
* 67°3—McClintick & Co. vs. Ann Arbor R. R. Co. et al. 
June 11—Oral argument at Washington, D. C.: 
* 6551—Eagle Distillery vs. L. H. & St. L. Ry. Co. et al. 


June 13—Escanaba, Mich.—Examiner Henderson: 

* 6678—Chas. W. Davis vs. M. St. P. & SS. M. Ry. Co. 

June 15—Green Bay, Wis.—Examiner Henderson: 

* re Produce Co. vs. M. St. P. & S. S. M. Ry. 
et al. 

* 6778—Paine Lumber Co. vs. C. & N. W. Ry. Co. et al. 

* 4880—Thomas Produce Co. vs. C. M. & St. P. Ry. Co. et 

June 16—Milwaukee, Wis.—Examiner Henderson: 

* 6242—United States Glue Co. vs. C. & N. W. Ry. Co. et : 

* 6261—Chamber of Commerce of the City of Milwaukee 
M, St. P. & S. S M. Rv. Co. et al. 

* 6377—L Rosenheimer Malt and Grain Co. vs. St. P. M. & 
Ry. Co. et al. 

*.6378—Jottelet & Co. vs. C. & O. Ry. Co. et al. 

* Fourth Section Application No. 1548 of Southern Ry. Co 
connection with No 6378. 

June 17—Milwaukee, Wis.—Examiner Henderson: 

* 6435—Petit Salt.Co. vs. C M. & St. P. Ry. Co. et al. 

* 6675—Waukesha Lime and Stone Co. vs. C. M. & St. P. 
Co. et al. 

* 6722—Altert Trostel & Sons vs. L. V. R. R. Co. 


June 18—La Cresse, Wis.—Examiner Henderson: 

* 6195—G. Heileman Brewing Co. et al. vs. C. B. & Q. R 
Co. et al. 

* €637—John Gund Brewing Co. vs. C. & N. W. Ry. Co. et al 

* 6782—West Salem Canning Co. vs. C. & N. W. Ry. Co. et al 

June 20—Minneapolis, Minn —Exyaminer Henderscn: 

* 616C—Minneapolis Threshing Machine Co. vs. Minn. & St 
R. R. Co. et al. 

* 6181—Minneanolis Threshing Machine Co. vs. M. St. P. & S 
. M. Ry. Co. et al 

* 6°C2—Red Wine Linseed Co. vs C. M. & St. P. Rv. Co. et al 

6°96—Northwestern Feed Co. vs. C. R. Tt. & P. Ry Co 

Fourth Sectien Application No. 2042 of W. H. Hosmer, agent 

in ecennection with No. 6202. 


June 22—Minneapolis, Minn —Examiner Henderson: 

* 6312—Nat‘onal Pole Co. et al. vs. Minn & Int. Ry. Co. 

* €35°—Fullerten Lumber Co. vs. C. R. I. & P. Ry. Co. et a 
* €64290—Brver Bres. Lumber Co. vs C M. & St. P. Ry. Co 
* 6558—Gamble-Robinscn Co. vs. Minn. & St. L. R. R. Co. et 


June 23—Minneapolis, Minn.—Examiner Henderson: 

* 6°61—VcCavull-Ninsmore Co. vs. Mo Pac. Ry. Co et al. 

* 6673—MecCaull-Dinsmore Co. vs. C. M. & St. P. Rv. Co. 

* €59°64—W'estern Lumber and Grain Co. vs. C. M. & St 
Ry. Co. 

* 6629—Ga™ble-Robinson Co. et al, vs. Chicago Great Western 
R. R. Co. et al. 

June 24—Minreapolis. Minn.—Examiner Henderson: 

* 6522—F. P. Stocv Fruit Co. vs Northern Express Co. et a 

* 6783—Drake Marble and Tile Co. vs. N. Y. Cent. & Wes! 
Rv. Co. et al 

* 1, & S. 404—Trarsit privileges on grain and grain products 
at St. Croix Falls, Wis 

Jure 26—wluth, Minn.—Examiner Henderson: 

* ee ee Co. vs. Northern Pacific Ry. 
et al. 

* 6°74—Nvplex Mfe. Co. vs. C. M. & St. P Ry. Co. 

* 6650—Rradlev Timber and Ry. Supply Co. vs. Minn. & 
Ry. Co. et al. 





** 


APPLICATIONS UNDER PANAMA CANAL ACT. 
Hearings at Washington, D. C.. New Willard Hotel, 10:00 a. m. 
Mav 18 and 19%—Docket 6579. 

The New York Central & Hudson River R. R. Co. (Mutual 

Transit Co.). 
Mav 20 and 291—Docket 6573. 
The New York Central & Hudson River R. R. Co, (West:rm 
Transit Co.). 
Mav 22 and 22—Docket #83. 
Rutland R. R. Co. (The Ruttard Transit Co). 
Mav 2? and 2%—Docket 6785. 
The New York Central & Hudson River R. R. Co. (Rutlond 


Transit Co.) 
May 25 and 26—Tocket 6624. 
The Grand Trunk Ry. Co. of Canada (Canada Atlantic Trar sit 
Co. only\. 
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iy 16, 1914 


PERSONAL NOTES 


The Chicago Great Western Railroad has appointed 
W. Fowler inspector of transportation, with headquar- 


s at Chicago. 

John D. Carter has been appointed commercial agent 
the Atchison, Topeka & Santa Fe Railway, at Detroit, 
‘ceeding C. J. Kendall, assigned to other duties. 

T. K. Bensel has been appointed assistant general 
eight and passenger agent of the Peninsular & Occidental 


Steamship Co., with headquarters in Jacksonville, Fla. 


C. T. Cope, traveling freight agent, Southern Railway, 
Rome, Ga., has been promoted to assistant commercial 


ent. H. A. Platt has been promoted to succeed him. 

J. M. Mooney, assistant freight claim agent of the 
rthern Pacific Railroad at Tacoma since 1908, has been 
insferred to St. Paul. J. J. McManus will succeed him 
Tacoma. 

L. Van Orden has been appointed general agent of the 
ake Tahoe Railway & Transportation Co. at San Fran- 
sco, and N. R. Martin has been appointed general agent 

Los Angeles. 

The Chicago & Alton Railroad has announced the ap- 
intment of E. F. McDaneld as general agent of the freight 

epartment, with headquarters in Salt Lake City. He suc- 
eds H. W. Prickett, resigned. 

Irving Mitchell, general dairy agent of the Chicago, 
Rock Island & Pacific Railroad, died Tuesday at his home 
in Vinton, Ia. He had been in the employ of the company 
for twenty-six years and was 68 years old. 

C. B. Lindsay, traveling freight agent of Missouri 

ific-Iron Mountain, Denver & Rio Grande and Western 
acifie reilroads, at Little Rock, Ark., has been appointed 

ymmercial freight agent at Pine Bluff, Ark. 

J. T. Conley, general freight agent of the Chicago, 
Milwaukee & St. Paul Railroad, announces the appoint- 
ment of H. R. Bush as traveling freight and passenger 
agent at Tallas, to report to W. D. Belt, Jr.. commercial 
agent at Dallas. 

S. W. Greaves, assistant auditor of the St. Louis South- 
western of Texas at Tyler, Tex., has been aprointed freight 
and passenger accountant of the St. Louis Southwestern, 
with headquarters at St. Louis, succeeding Charlton Mes- 
sick, promoted. 

The Boston & Maine Railroad announces that Ben- 

pin Campbell. vice-president in charge of traffic, having 
resigned, the office is abolished. The freight traffic man- 
iger and the general passenger agent will report directly 
to the president. 

FE. S. Reader, traveling freight agent of the Western 
Pacifie Railway, has been appointed general agent of the 
Western Pacific Railway, Denver & Rio Grande Railroad 

Missouri Pacific-Iron Mountain system, with headquar- 

at Reno, Nev. 

C. L. MeManus of Brownsville, Tex., has been ap- 
nted supervisor of demurrage (on freight cars) for 

state of Texas, with office at Austin. This appoint- 
nt has been made by the executive committee of the 

rican Railway Association. 

W. Bayard Sadler, in service of Southern Railway since 

1903. during which time he has filled various posi- 
ns at Richmond, Charleston and Washington, has been 
moted to chief clerk to the assistant freight traffic man- 
rat Atlanta, to succeed H. A. Tripp, promoted to market 
nt, 

F. G@. Adams, who was recently appointed commercial 
nt of the Grand Trunk at Winnipeg, Man., has been 
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appointed division freight agent, with office at Winnipeg. 
W. J. P. McGregor, commercial agent at Moncton, N. B., 
succeeds Adams as division freight agent, with office at 
Edmonton, Alta, 

Charles R. Capps, vice-president, in charge of traffic, 
Seaboard Air Line Railway, announces that C. A. Car- 
penter, general manager of the Tavares & Gulf Railroad, 
has become assistant general freight agent of the Seaboard 
Air Line, with offices in Jacksonville, vice J. A. Fox, trans- 
ferred to Baltimore. 

J. A. McTague, contracting freight agent of the Dela- 
ware, Lackawanna & Western, at New York, has been 
appointed contracting freight agent at Minneapolis, suc- 
ceeding D. J. Collins, deceased. H. G. E. Pansius, contract- 
ing freight agent, at New York, succeeds McTague, and 
Gordon E. Gaines succeeds Pansius. 


DIGEST OF NEW COMPLaiNTS 


No. 6828. Stamford Cycle Co., Stamford, Tex., vs. A. T. & 
S. F. Ry. Co. et al. 

Alleges that rates charged by defendants on seven ship- 
ments of motorcycles from Chicago, Ill, to Stamford, Tex., 
are umreasonable and unjust. Demands reasonuble and just 
rates and reparaticn 

No. 6830. Columbia Gold Min‘ng Co., Sumpter, Ore., vs. Oregon- 
Washington R. R. & Nav. Co. et al 

Against a rate in excess of $5.50 per ton on ore, Sumpter. 
Ore., to Tacoma, Wash , as unreascnable and excessive. Ask for 
a jo'nt through rate not to exceed $5.50, and reparation. 

No, 6&31. Powell & O’Rourke, St. Louis, Mo., vs. St. L. I. M. 
& S. et al. 

Against charges for elevaticn of corn at Westwego, La. 
Cerise and desist order, the establishment of maxima rates. 
and reparaticn asked for. 

No. 6832. T'nited States Glue Co., Carrollville, Wis., vs. Chi- 
caro & Northwestern et al. 

Unjust and unreasor@ble charges on shipments of dry glue 
from Carrcllville to Winsten-Salem, N. C., due to alleged 
misrouting. Reasonable rates asked fer, and reparation. 

No. 6836. Ruemmeli-Dawley Mfg. Co., St. Louis, Mo., vs. Mis- 
sovri Pacific et al. 

Unjust and unreasonable L. C L. charges on ice cans, 
under Western Classification, owing to “nesting” require- 
ments and regulaticns. Ask for the establishment of just 
and reascnable classification. 

No. 6837. Wright Coal and Coke Co., 
Hagerstown & Freder‘ck Ry. Co. et al. 

Uniust and unreasonable rates on coal, Frederick to points 
in Marvland. Virg'nia, West Virginia and Pennsylvania, by 
reason of the absence of joint through rates. The establish- 
ment of maxima rates asked for, and reparation. 

No. 6838. Ben Bergerman, Pueblo, Colo., vs. A. T. & S. F. 
et al. 

Alleges unjust and unreasonable rates on overalls from De- 
trcit to Pueblo. Demands rep?ration 

No. 6239. Rayner & Parker, Philadelphia. vs. L. & N. et al. 

Against a through rate of 38c on lumber, Poly, Ala., to 
Altoona, Pa.. dve to diversion in transit. Demands maxima 
rates and reparaticn. 

No. 6840. Doran & Co., Cincinnati, vs. Nashville, Chattanooga 


& St Touis et al. : 
Alleges excessive charees cn lumber originating at Chat- 
tenoova and shipped to Canadien points, due to unreasonable 
recensignment rvles at Chattanocga. Demands reasonable 
mavima rotes and reparation. 
No. 6841. Ceneral Chemical Co., New York City, vs. Pennsyl- 
vania R. R. 

Ava'nst a charge for licht-weigh'ne cars to be used in the 
transportation cf ore. Demands repar*tion. : 
No. 6842. Buick Motor Co. et al. vs. Philadelphia & Reading 

et al. 

lleges unjust classification of bar steel C. L.. from points 
of origin in Pennsylvan‘a and Ohio to destinat‘ons in Michi- 
gan Ask for the establishment of a just and reasonable 
classificaticn,-and reparation. 

No. 6843. American Steel and Wire Co. vs. Alabama & Vicks- 
burg et al. ‘ 

Complaint against and application for suspension of Item 
No. 36. Pave 194, Southern Classification No. 40, I. C. C. No. 
19, es apnlied to flat wire. : : 

No. 6244, Chamber cf Commerce, Freeport, Ill, vs. lines in Cen- 
tral Fre'eht Ascociaticn and Eastern Trunk Line territorv. 

Seainst the cless rates between Freeport erd all points in 
Fastern Trunk Line. Central Freieht Association and New 
England Freieht territories. Ask that Freeport be placed in 
the 122 per cent grovn from and to the Fast. 

No. €845. Mode-to (Calif.) Chamber of Commerce vs. West- 
ern Pacific et al. 

Against the absence of joint throurh rovtes and rates from 
Stecktcn to Mofesto Ask fer jo'nt throveh rates and routes. 

No. 6877. Prake Marble and Tile Co., St. Paul, Minn., vs. Sou. 
Ry. Co, et al s 

‘Alleges that rates on rough marble blecks from Fnoxville, 
Tenn., and adjacent quarry points to St. Paul. Minn., are 
unreasonable and unjust and that rates on rough sawed and 


Frederick, Md., vs. 








an 


* 


x 
% 


1032 THE TRAFFIC WORLD 


sand-rubbed marble slabs from Knoxville, Tenn., to Kansas 
City, Mo., are unreasonable and unjust. Demands reasonable 
and just rates and reparation, 

No, ane. Ballou & Wright vs. N. Y. N. H. & H. R. R. Co. 
et al. 

Alleges rates for the transportaticn of motorcycles from 
Armory, Mass, to Portland, Ore., and Seattle, Wash., are un- 
reasonable and unjust, subject.ng complainant to damages 
in the sum of $1,283.30. for which reparation is asked. 

No. 6715, Sub. No. 5. Midland Lumber Co., Sumter, Minn., vs. 
Cc. M. & St. P. 

Against the interstate rates on coal from Duluth and other 
head of the lake pcrts to Brownton as unjust and unreason- 
able in comparison with rates on intrastate shipments for 
like distances Demands reasonable rate and reparation. 

No. 6715, Sub. No. 6. Lampert Lumber Co., Foxhome and other 
places in Minnesota, vs, Great Northern et al. 

Same as preceding. 

No, 6715, Sub. No. 7. Fairchild Fuel Co., Grand Forks, N. D., 
vs. Great Northern et al. 

Same as preceding. 

No. 6715, Sub. No. 8 Fairchild Fuel Co. vs. Chicago, Min- 
neapolis, St. Paul & Omaha et al. 

Same as preceding as to hard coal. 

No. 6794, Sub. No. 2. Duluth Elevator Co., Minneapolis, Minn., 
vs. Great Northern. 

Alleges unjust and unreasonable rates on hard and soft 
coal from Duluth-Superior to Twin Cities and related points. 
Demands reasonable rate and reparation. 

No. 6794, Sub. No. 3. Monarch and Duluth Elevator Companies, 
Minneapolis, vs Northern Facific. 

Same as preceding in respect to grain. 

No. 6794, Sub. No. 4. Dower Lumber Co., Wadena, Minn., vs. 
Northern Pacific. 

Same as preceding as to coal. 

No. 6794, Sub. No. 5. Dower Lumber Co., Wadena, Minn., vs. 
Great Northern. 

Same as preceding as to lumber and coal. 

No. 6794, Sub. No. 6. Wilcox Lumber Co., Detroit, Minn., vs. 
Northern Pacific. 

Same as preceding as to lumber and coal. 

No. 6552, Sub. No. 8. Public Service Co. of St. Cloud, Minn., 
vs. Great Northern et al. 

Against rates of $1.25, $1.15 and $1.05 on soft coal from 
Duluth and Superior and Allouez to St. Cloud as unjust, un- 
reasonable and wnduly discriminatory. Ask for a rate not 
exceeding 93c, and reparation. 

No. 6552, Sub. No. 9. State Elevator Co., Minneapolis, vs. Great 
Northern et al. 

Against rates on hard and soft coal frem Duluth, Superior 
and Allouvez and Itaska to points in Minnesota as unreason- 
able and confiscatory. Ask for reasonable reparation. 

No. 6750, Sub. No. 1. Central Commercial Co. et al. vs. Atch- 
ison, Tcpeka & Santa Fe et al. 

Against rates of 27c and 32c to Chicago and Milwaukee 
respectively on petroleum tailings as unjust, unreasonable, 
excessive and unduly discriminatory. Ask for reasonable 
rates, and reparation amounting to $8,540. 

No. 6846. Mutual Oil Co., Kansas City, vs. Atchison, Topeka & 
Santa Fe. 

Against rates on petroleum and products, C. L., Coffeyville, 
Kan, to Superior. Neb., as excessive, unreasonable and un- 
just. Demand reascnable rates and reparation. 

No. 6847. Radford-Portsmouth Veneer Co. vs. Norfolk & West- 
ern et al. 

Against rates on veneer from Radford, Va., to Chicago, 
Oshkosh, W'‘s., Rockford, Ill., ard Neenah, Wis., as unreason- 
able and unjust. Demands maxima rates and reparation. 

No. 6848. T. O. Duckworth, Dubuque, vs. Illinois Central et al. 

Against a bridge toll of 30c imposed on passengers using 
the Dumleith and Dubuque bridge when competition permits. 
Demends reasonable rate 

No. 6849. Atlas Coal and Coke Co., Baltimore, vs. Pennsylvania 
R. R. et al. 

Against reconsignment charge of $2 per car on coal from 
the Viola collierv te Paltimore yards as unreasonable and 
univst. Memands reparation. 

No. 6259. Indianapolis Chamber of Commerce et al. vs. Boston 
& Maine et al. 

Alleres excessive, unreasonable ard vnlewful rates on fric- 
t'on boards, Haves, N. H., to Indianapolis, Ind. Asks for 
rep*ration. 

No, 6951. Globe Creal Co. Chicago. vs Erie R. R. et al. 

Allege unjust and unreasonable rates on coal from Pennsyl- 
vania poirts to Chicaero «rowing out of excessive switching 
cherees, Demands reparation. 

No. 6812. Sub. No. 1. W. H. Whitesell, Los Angeles, Cal., vs. 
Cc. BR & Q. et al. 
Avairet ( L, and L. ©. LL ratines on motoreveles, Chicago 
to Los Angeles, as exorbitant, unjust, unreasonable. Demands 
just and reasonable rates and reparation. 
No. 6812, Sub. No. 2. Norman W. Church, Los Angeles, vs. 
A. T. & 8S. F. et al. 

Aesinst T. C T. and C L. ratines on motorcycles from 
Wagon Works, Ohio, to Los Angeles. Demands just and 
rea onable rates and reparation. 

No, 6852. Jewett, Bigelow & Brooks, Detroit, Mich., vs. C. H. 
& D. et al. 

Against demurrage charges on coal at docks at Toledo 
grow'ne out of fieol conditions in Ohio. as unreasonable. 
Reparation demanded. 


No. 6853. Imperial Valley Oil and Cotton Co., El Centro and 
Calex'o, Cal.. vs. Southern Pacific et al. 

Aga'nst a rate of 68%c on cott«nseed mel. C. L, from 
Cslexio and El Centro to El Paso. Tex., as unfair, unreascn- 
able, excessive and unjust. Ask for a rate not to exceed 25c, 
and reparation. 

No. 6854. J. E. Bartlett Co., Jackson, Mich., vs. M. St. P. & 
S. S. M. Ry. Co. et al. 
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Against a rate of 39%c on cottonseed meal, C. L., from 
Jackson, Tenn., to Barron, Wis. Ask for the establishment 
of a rate of 12%c, and reparation. 

No. 6855. The Marshall Car Wheel and Foundry Co., Marshal! 
Tex.. vs. Texas & Pacific et al. 

Against a rate of $5.1. per ton cn coke, Bessemer, Ala., to 
Marshall, Tex., as unreasonable, unjust and discriminatory 
4sk for a irate not to exceed $3.75, and reparat-on. 

No. 6856. S. W. Hershey, York, Pa, vs Northern Central. 

Alleges excessive charges on shipments of wheat from York, 
Pa., to New York, Baltimore, Hanover and New Freedom, 
reascn of absence of milling-in-transit privileges at Hano 
Reparation demanded. 

No. 6857. Lord & Bushnell Co., Chicago, Ill, vs. Texas & 
Pacific et al. 

Excessive charges on shipments of C. L. lumber, Boley: 
La., to Butler, Pa., due to alleged misrouting. Repara: 
demanded. 

No. 6858. American Woolen Co., Boston, Mass., vs. N. Y. N. H 
& H. 

Excessive, unreasonable and unjust rates and weights 
shipments of wool, in bags and bales, from Boston, Mass., to 
Providence and Olneyville, R. I. Cease and desist order and 
reparation demanded. 

No, 6859. Pittsburgh Crucible Steel Co. vs. Pennsylvania Co 

Excessive, unjust and unreasonable demurrage charges 
Reparaticn asked amounting to $1,062. 

No. 6874. Delaware, Lackawanna & Western for the right 
continue its one-quarter interest in the capital stock of the 
Mutual Terminal Co. of Buffalo. 

No 6561, Sub. No. 5. The McCaull-Dinsmore Co., Minneapolis, 
Minn,. vs. Missouri Pacific et al. 

Excessive and unjust charges on shipments of bulk shelled 
corn, fowa points to Kansas City. Demand reparation. 


MINOR UNREPORTED OPINIONS 


No. A599, Case No. 5961. Atwood-Stone Co. vs. C. M. & St 
P. Ry. Co. et al. Rates for the transportation of grain screen- 
ings, C. L., from Minneapolis, Minn., mixed and graded at 
Wabasha, Minn.. and reshipped to South Bartonsville, IL, not 
found unreasorable or discriminatory and complaint dismissed 

No. A601, Ca:e No. 5925. Kalamazoo Tank and Silo Co. vs 
Michigan Central et al. Fourth Section Application No. 1873 
Rates for the transportaticn of fir lumber from Ballard and 
Larson, Wash, to Kalamazco, Mich., not found unreascnable 
Defendants held to have justified the maintenance of higher 
rates cn fir lumber, C. L., from Minnesota Transfer, Minn., 
to Kalamazoo, Mich... than frcm Minnesota Transfer to Grand 
Rapids, Mich., and the application for relief from the provisions 
of the Fourth Section to that extent granted. 

No. A€03, Case No, 4903. Davidscn Lumber Co et al. vs 
Sou. Ry. Co. et al. Previous finding that complainant's routing 
instructions on shipments of lumber from Camden, 8S. C., to 
Wilmington, Del. and Atlantic City, N. J., were strictly ob- 
served. Sustained. 

No. A605, Case No, 6063. Chattancoga Sewer Pipe and Fire 
Brick Co. vs. Alabama Great Southern R R. Co. et al. Rate 
of 19c on sewer pipe, C. L., from Chattancoga, Tenn., to 
Plaquemine, La., not found to have been unreascnable or un- 
justly discriminatcry and complaint dismissed. 

No. A602, Case No. 6166 and Sub. Docket No. 1. Alabam 
Chemical Co. vs. M. & O R. R. Co. et al Rate of $7.15 per 
net ton on pvrites cinder from Montgomery, Ala., to Collinsv-lle 
Ill., and $7.80 per net tcn to Federal, JIl., found to be unreason- 
able to the eytent that they exceed $2.55 and $2.60 per gross 
ton respectively. 

No. A604, Case No. 5748. R. O. Campbell Coal Co vs. L. & 
N. R. R. Co. et al. Charges collected by defendant on cova 
Cc. L., from Haversham, Tenn., originally consigned to Gaines 
ville, Fla.. and reconsigned to Clifton. Ga., not found to hav 
been unreasonable or otherwise in violation of the act an 
complaint dismissed. 

No. A606, Case No. 5543. J. F. Dale Sand Co. et al. vs 
Sou. Rv. Co. et al. Rate fer the traneportatien cf sand, C |! 
from La Granee and Saulsbury, Tenn., to Birmingham, Ala 
and points in Birmineham Mistrict not found to have been un- 
reasonable and compleint dismissed. 

No. A607, Case No. 5817. Kalamazoo Tank and Silo Co 
vs. Michigan Central R. R. Co et al. Rates en siles, C. L. 
from Kalamazoo, Mich.. to Verona and Paris, Kv. not found 
unreasonatle or unduly diccriminaterv and ccmvlaint dismissed 

N6, A608, Case No. 6183. Ray Patterson Milling Co. vs. Mo 
Pac. Ry. Co. et al. Rate cn wheat and product from points in 
eastern Kansas to Memphis, Tenn., with transit privileges at 
Coffevville. Kan.. not shown to have been unreasonable and 
complaint dismissed. 

No. A609. Case No. 5705. Geismar & Heymann vs. Ill. (en! 
R R Co. Defendant’s failure to compress certain sh‘pments 
of cotton linters from Grenada, Miss.. to New Orleans. La.. no 
shown to have been in viclatien of tariff or to have resulted in 
undve diseriminaticn. Cormovlaint dismissed. 

‘No. A€10, Cease No. 5644. Forester Lumber Co. et al VS 
Sov. Ry. Co. et al. Comp'ainants allere that defendants _™'s- 
rovted carload shipment of lumber frem Fairmount. © C.. 
Philadelnh‘a, Pa., and from Fershaw. S. C. to Atlantic (' 
N J. Held: That routine instructions on h'l's of lading were 
observed bv defendants an4 comonplaint is diemissed. d 

No. A611, Cose No. 4521. Riverside Mills ws. Augusta & 
Saranneh Stearbost Co. et al. No. 4550. Enterprise Mfe. 6°. 
vs. Aucusta & Savanneh Steamboat Co. et al Cherees acs sed 
en cotton fectorv sweep'nes bv ratl and water from Avegusta 
Ca., to Pawtucket. R. T., fend vnrreasonsble. Rate ef 54c eT 
100 pounds assessed on cotton piece gcods by rail and water 
from Augusta, Ga., to Sandersdale, Mass. found to have !ee? 
unreasonable to the extent that it exceeded rate of 38c per 1% 
pounds. Reparation awarded. 
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CONFIDE IN THE PUBLIC 


--———— 


Advice Given to Railroads in Address by G. W. 
Simmons of St Louis 


May 16, 1914 


In an address on the subject, “Take the Public 
Into Your Confidence,” before the Traffic Club of Kan- 
sas City, last month, G. W. Simmons, vice-president of 
the Simmons Hardware Co., St. Louis, said, in part: 

“The American people are to-day facing one of the 
most important crises in their history—a crisis which 
will largely determine the future of commercial de- 
velopment of this country—upon which depend the hap- 
piness and prosperity of every inhabitant. The wozid 
is engaged in a tremendous commercial warfare, in 
the skill of American workmen and courage of 
financiers have put this country upon a 


which 
American 
pinnacle, 
“One element, which, though insignificant in itself, 
has caused an interruption in that immense prosperity, 
is that species of insect known as the political dema- 
gogue whose slogan has been ‘penalize success.’ We 
have foolishly listened to the plausible eloquence of 
the demagogue, and have consented to one attack after 
another upon the great industria] institutions as they 
been assailed as public evils. 
“To-day there is little or no hostility against the 
railroads—only the desire that the rights of the public 
shall be conserved. The feeling is general that the 
railroads should receive sufficlent revenue to enable 
them to render service adequate to the needs of our 
growing country. Morally we have gotten ourselves into 
the state of mind of the New England housewife who 
feels so strongly against dust and flies that in her pur- 
suit of these pests she incidentally drives from her 
house all the comfort, happiness and everything else a 
home should contain. 


have 


Government an Enemy. 

“For many years the honorable business interests of 
the country have looked upon our government, both 
State and national, not as friends, but as enemies. In 
all parts of our. land demagogues have risen to the 
highest offices in the gift of the people by proclaiming 
their hostility to business. Bankers and merchants of 
unquestioned integrity have been haled as malefactors 
before investigating committees of our lawyer legis- 
lators, because they have committed the sin of having 
achieved great success and having contributed to our 
much-boasted .supremacy in the world’s markets. The 
Whole power of government in the hands of these 
uipractical theorists has been expended against the 
evolution of economic law. 

‘Playing war is in the air—we see it on every 

We are playing war with our railroads, and we 
don’t realize what we are doing. In seven months the 
fastern lines have lost over $58,000,000 in revenue, yet 
we continue to make them the object of our attack. 
To-day our legislative and regulative bodies are killing 
the railroads and general business, and we are boasting 
of it, for they don’t know what death means. They 
are attempting to accomplish by a delay of legislation 
= What can only be brought about by economic evolution 

“Let us now ring down the curtain and stop the 
Show by throwing on the flood light of publicity that 
the whole world may see the facts and know all of the 
inner workings of our commercial fabric. If once this 


hand 
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can be accomplished we may safely trust to the ever 
fair and patriotic sense of justice of the great American 
people to see that fair play is given. ‘Take the public 
into your confidence’ might well be the motto of every 
large corporation in the country, particularly of the 
railroads and other public service organizations. The 
whole country is now realizing that we can have no 
prosperity unless it is shared alike by all our indus- 
tries—unless our largest buyer, the railroad, has the 
money with which to go to market—unless the railroad 
has the money to spend for its sustenance and growth 
there will be none to circulate between the butcher 
and baker and candlestick maker, and every othr 
shopkeeper and producer whose customers are railroads, 
and those whose money comes directly or indirectly 
from railroads. 
Government Regulation. 

“The public will, of course, ins’st upon government 
regulation of large corporations, and rightly so—not as 
an indictment of the corporation, but as a frank recog- 
nition of a prevailing trait in human nature which de- 
mands that no body of men shall have unaudited and 
ubrestrained power. We must remember certain dis. 
closures of unwise and even dishonest management and 
betrayals of trust are often taken to be typical of large 
corporations rather than the unusual exceptions we 
believe them to be. These disclosures come as a shock 
to the public just when it is beginning to take an 
honest interest in things of this sort—in seeing that the 
railroads get a square deal. The average jury of farm- 
ers who sit in a railroad damage suit are inherently 
prejudiced against the railroad, although not nearly so 
much as in past years. They are, however, honest, but 
badly advised. Therefore let us adopt a wide-open 
policy of ‘Take the public into your confidence,’ and be 
so frank and straightforward as to win them over to 
a realization of facts. 

“Whether we like it or not, we are traveling steadily 
toward governmental regulation of our large and semi- 
public corporations. It is our duty to see that such 
regulation is intelligently directed in accordance with 
the modern methods and efficiency we expect our cor- 
porations to use in the conduct of their business. A siv.gle 
system of accounting which will omit all complicating 
cross entries and prohibit any juggl'ng of figures, but 
give plainly the facts as they exist, with no attempt to 
show up or conceal anything, will go a long way toward 
securing that public support and backing which is abso- 
lutely essential to insure prosperity. 

“It will not be difficult under such a plan to get 
the facts honestly before the public, as on the whole 
our newspapers and magazines are honest and fair and 
will print these facts if they are sure they tell the 
whole story accurately. The average publication has 
a patriotic undercurrent to do the right thing, and will 
print the news if it is assured of the truth, the whole 
truth, and nothing but the truth.” 


MISSOURI EXPRESS RATCS. 

Intrastate express rates in Missouri will be cut from 
15 to 21 per cent within forty-five to sixty days. This 
announcement was. made by John M. Atkinson, chairman 
of the Missouri public service commission. Atkinson 
said the new rates will go into effect as soon as the new 
tariff schedule is worked out. It was said that the re 
duction in rates is satisfactory to the express company 
officials. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
Other branches of trattic work. Contributions are welcomed. THE IT KAFFIC 
WOUKLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


TERMINALS NEARING COMPLETION 
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The machine was broken, but that’s about all we 





Canadian Pacific Railway Co. terminal improvements 
at Vancouver, B. C., are nearing completion. The gen- 
eral scheme embraces a passenger station and office 
building on land immediately east of the present pas- 
senger station. Another dock, 200x490 feet, has been 
built. In order to avoid a grade crossing and the con- 
sequent delays to traffic between the city and the piers, a 
steel viaduct is being built on the line of Granville and 
Burrard streets passing over the tracks to the piers. 
An incline is also being built on the west side of the 
Granville street viaduct to the wharf, thus giving access 
to the lower deck of the pier and freight sheds and to 
the water front. 

The passenger station is a combination stone and 
brick structure with a steel frame. The station is di- 
vided into two principal levels, on the lower. of which 
are the baggage, mail and express rooms, while on the 
upper are ticket offices and waiting rooms. Above the 
public rooms in the station the space will be devoted 
to the general offices of the railroad company. The in- 
terior arrangement of the office space will be on the 
unit system. 

The principal problem was to provide easy and eco- 
nomic communication between the city, the railroad sta- 
tion and the piers. It is expected that the station will 
be ready for occupancy during the summer and that the 
steamship station facilities will be available somewhat 
earlier, although, due to the necessity of removing the 
old station before the viaduct can be built on the exten- 
sion of Granville street, the use of the present grade 
crossing over the freightyard tracks will have to be 
maintained for a month or two longer. 


THE SCIENTIFIC SHIPPING CLERK 





(American Machinist.) 

The packing and shipping of machines that are easily 
broken has become a specialty requiring minute knowledge. 
We make such machines, and, needless to say, we have 
a lot of breakage trouble in spite of all the experimenting 
we do with various kinds of packings, writes an expert in 
the American Machinist. For instance, we sent one of our 
machines to Europe not long ago, and the machine was 
received at that end totally smashed. The man who re- 
ceived it advised us that we should have packed the 
thing in goat’s hair. Perhaps he was right, but where, in 
America, could we get several carloads of goat’s hair at 
alow rrice? Our principal packing compound is excelsior. 

In experimenting with one of our new modes of pack- 
ing, we recently sent a macHine from New York to Seattle, 
then to ’Frisco, Los angeles, New Orleans, Chicago and 
back again, giving all agents at all points strict instruc- 
tions to leave the box closed. The agents all complied 
and the box was returned to New York. without a hitch, 
But the curiosity of our receiving man got the better of 
him and he unpacked it, “just to see if it was broken,” 
without observing things carefully enough as he unpacked. 


learned, because this man had ruined all other evidence 
of probable cause, and we had to do the thing all ove: 
again. When the tox is about due, we shall take pains 
to have the receiving man either jailed or fired, or, 
he is religiously inclined, we might make him swear on 
a Bible that he will not touch the box. 


REFUSED AND UNDELIVERED FREIGHT 





In its report to the National Industrial Traffic League 
as to the adoption by the American Railway Association 
of the rule recommended by the League’s committee pro- 
viding for notification to the consignor in the event prop- 
erty, on arrival at its destination, is refused or the delivery 
agent is unable to effect delivery, the League’s committee 
on car demurrage and storage, J. C. Lincoln, chairman, 
says: 

It is necessary that great care shall be taken by shippers 
to see that their packages are marked so as to show the « 
signee’s name and destination in full. Prceper marking of pa 
ages aids in the securing of correct load-ng, prompt forwa 
ing and proper delivery. It is therefore important that all 
marks should be removed. 

As an additional precaution for the recovery of gcods wl 
should go astray or arrive at destination and are uncalled for 
or refused, the shippers should mark on the package t ! 
name and address, preceded by the word “from,” as with this 
informaticn, where goods go astray or are undel:vered, the c: 
rier will have an opportunity to advise the shipper so that he 
may protect his interest in the property. 

With the establishment in the code of storage rules of new 
Rule 2, Section B, paragraph 1, with relation to refused or un- 
claimed freight, shippers are now assured that notice w-ll be 
given of the refusal cf such L. C L. shipments, or the inability) 
of the delivering agent to make delivery. 

Your committee is still in negotiation with the American 
Railway Association with reference to the adcption of a dif 
ferent rule to be applied on shipments of perishable freight 
which may be refused or unclaimed, and is also negotiating 
for the establishment of a rule requiring that consignor s 
be notified in the case of property sent to a public warel: 
so that his interest in the property may be conserved. 


ELECTRIC VEHICLE ASSOCIATION. 

A meeting of the Electric Vehicle Association of Amer- 
ica, to be held May 22, will be devoted to the subject, “The 
Electric Vehicle in Parcel Post Service for Economy and 
Reliability.” The general subject will be presented by 
S. G. Thompson of the Public Service Electric Co. of 
Newark, N. J. Frank W. Frueauff, chairman, Parcel Post 
Co-operative Committee, National Electric Light Associa 
tion, will present the workings of his committee, discussing 
the subject from the viewpoint of the electricity supply 
companies. James H. McGraw, chairman, Parcel Post 
Delivery Committee, Electric Vehicle Association, will, in 
indicating the work accomplished by his committee, show 
the great influence of the development. 


BIG YEAR EXPECTED. 


Adjustment’ of the rail-and-lake freight rates and 
stallation of refrigerator Service on lake boats and in 
the dock freight houses will result, according to Dul:'th 
Great Northern Railway officials, in the biggest year’s 
business ever done at the company’s St. Louis Bay sheds. 
The big dock sheds will become the distributing cen'‘cr, 
they say, for the whole Northwest. 
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You know what a big, 
powerful, dignified posi- 


tion Traffic manager is. 

You know what wonderful possibilities for present and 
future promotion, prosperity and influence the remarkable 
position of Traffic Manager offers. You know that this pro- 
fession gives you the opportunity you have wanted, to advance yourself 
quickly to the bigger positions of power. If you act now it will be one 
of the best things you have ever done for yourself. This is your oppor- 
-~e to —- prepare yourself for a big paying position as Traffic 
Manager anc 


Earn $35 To 
$200 Weekly 


Thousands of large shippers 
and all Railroadsneed trained 
Traffic Experts and Managers 
—newly created positions are 
open with handsome salaries. 
The demand for trained men 
is greater than the supply. 
fecently enacted railroad 
rate laws and Interstate 
Commerce regulations have 
produced new conditions that 
necessitate trained specialists 
—men who knew how to 
route shipments, to obtain 
shortest mileage, quickest deliveries—lowest rates. With such paonieies 
you can qualify for an important, big-salaried position with a future—quick. 


We Train You BY MAIL 


at home, in spare time, without giving up your position or income. The cost is small— we make the payments 
to suit you. Ali you need to get into this powerful big paying occupation is ordinary intelligence and our 
training. No matter where you live, what your work ‘Is now, how small your pay, how long your hours—no 
matter what your education—if you can read and write intelligently —our Interstate Commerce Course will 
train you expertly to handle proficiently a big Traffic job—to merit and retain influence, respect, power and 
puts you in way to earn $35 to $200 weekly. 


The La Salle method is simple, practical, logical—anybody can 
ost orous et oO readily master it. lt is the work of some of the greatest Traffic 
Experts in America. It covers thoroughly every feature of the 


profession you will need to know—it is different and more complete than other method of home training in Interstate Commerce. 
This is the largest home-Study Extension University in the world—our graduates are recognized as real experts—they are trained 


to do the kind of work that commands big positions with big salaries. 
This is a new, uncrowded i a a 


Experts Now Needed i232 S222 F 4 satceaenin, 


atonce. Let us train University, Dept. 2 


peat UNCROWDED PROFESSION  oirwithower® Chicago, Il. 


dignity, respect and and a big income, with almost unlimited opportunities. Don’t re- Send at once, without expense 
main in a small job that thousands of men are constantly after—let us make you the to me, FREE copy of your famous 
master—the big man—a successful leader among men. book “10 Years’ Promotion In One”; 


F Send the Coupon below now and also book telling how | may, without 
REE Remarkable Book receive free copy of our much O interfering with my present position, 
talked of book “10 Years’ Promotion In One’’—learn more prepare myself to become a Traffic 


about the big opportunities now open—learn how easy it is for you to become Expert. 
a traffic specialist. Remember, only trained men can secure the big posi- 


tions open—remember 
’ that employers are al- 

waysseeking trained 

and og 


office men. Se 
the coupon for particulare and the free book, “10 Years’ Promotion Address 
in One.’”’ Send no money—everything sent to you FREE. 


La Salle Extension University, Dept. 20 Chicago, Ill. Occupation .. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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CONSULAR TRADE REPORTS 


Opening of New Docks at Bombay. 


On March 21 the Viceroy of India formally opened 
to shipping the great new Alexandra Dock at Bombay, 
construction of which began in 1905. Supplementing the 
data presented in Daily Consular and Trade Reports for 
March 3, 1913, it may be stated that the area of this 
dock is 49% acres, while the depth is 37% feet at mean 
high water, thus placing it among the world’s principal 
single docks. It is, however, only part of the large 
scheme which the Bombay port trustees are gradually 
bringing into operation by which the commercial facil- 
ities of the port will be enormously increased. 

The trustees are also constructing a large railway 
receiving and sorting yard, in which cars from the Great 
Indian Peninsula and Bombay, Baroda and Central India 
railways will be received from up-country and distributed 
by the Port Trust Railway, which is also under con- 
struction, to their respective destinations in the several 
trade depots or the docks. By improving railway facil- 
ities in existing docks and by laying down suitable 
lines for serving all berths in the Alexandra docks, the 
trade of Bombay, which is at present chiefly dealt with 
by the slow and expensive agency of the bullock cart, 
will be revolutionized. 

The Hughes Dry Dock, attached to the Alexandra 
Dock, has been specially constructed to accommodate the 
largest battleship in the British Navy. The total ex- 
penditure on all-these great recent works is estimated 
at about $32,000,000. 

The trustees are also constructing a communicating 
passage between the Alexandra and Victoria docks which 
will provide four more 500-foot berths. In addition the 
harbor-wall frontage will extend for a length of nearly 
6,000 feet, and will provide berths or vessels with a 
depth of water at mean of lowest ordinary spring. tides 
of 28 feet. The port will, when these large extensions 
are completed, be capable of accommodating three times 
the tonnage for which berths were lately available. 





Kalamata Harbor to be Deepened. 


The Greek government has appointed Mr. Philip 
Carvounis, director of the National Bank of Greece 
(Kalamata branch), as chairman of a committee to 
report on and undertake the dredging of Kalamata Har- 
bor. Since the construction of the mole and break- 
water many years ago nothing has been done to make 
the harbor available for all classes of ships. Vessels 
of more than 3,000 or 4,000 tons gross register must 
anchor in the open bay, a place ill suited for loading 
or discharging cargo in bad weather. Since the ground- 
ing of a 4,000-ton steamer in the harbor last autumn 
many vessels of lighter tonnage which might safely 
enter anchor at a great distance from shore. The 
handling of freight will be greatly facilitated when the 
harbor is deepened, but it is doubtful if the large 
passenger steamers will find the port roomy enough for 
maneuvering. 

Those interested in the proposed work should com- 
municate with Mr. Philip Carvounis, director of the 
National Bank of Greece, Kalamata, Greece, in Greek 
or French. 


Steamship Service to Prince Rupert. 


It is reported that the Holt Steamship Co. intends 
to make Prince Rupert, B. C., a port of entry to con- 
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nect with the Grand Trunk Pacific Railway, which wil] 
soon complete the connections of its transcontinenta) 
line. The arrangement will afford a trade outlet across 
the continent, and the Holt Line fleet of freight ships, 
which visit Vancouver and Victoria monthly from Liver- 
pool and the Orient, will probably make regular calls 
outward and inward at Prince Rupert, thereby giving 
to that port exceptional shipping facilities. 





CHARGE FOR SPOTTING 


The Houston Packing Co, of Houston, Tex., has sent 
the following letter to Geo. B. McGinty, secretary of the 
Interstate Commerce Commission: 

“We note with material interest and very much dis- 
satisfaction the proposticn now laid before your honorable 
body by the common carriers for permission to assess 
an extra charge for the service rendered in the spotting 
of cars on to private tracks and industrial spurs. As a 
corporation duly organized under the laws of the state 
of Texas and engaged in the slaughter of live stock and 
the sale and distribution of provision manufactured there 
from, with main plant and stock-pens located at Houston, 
Tex., and branches at Shreveport, La., Lake Charles, La., 
Beaumont, Tex., Galveston, Tex., and Memphis, Tenn., 
all of which are located on private spur or industrial 
tracks, and inasmuch as the construction of freight 
rates are built upon a foundation of principles maintained 
and established throughout the existence of your honorable 
Commission and predicated on basis of the actual service 
performed and for the use of equipment owned or con- 
trolled by the carrier, we hereby offer protest and seri- 
ously object to any rule or amendment applied that would 
have the effect of forcing a fixed charge in addition to 
the regular published freight rates on either car or less 
than-carload lots received at or delivered to any industry 
situated on private or industrial spur tracks. 

“After thorough investigation into the merits-bearing 
capacity of this propostion, we sincerely hope you will 
remain neutral to fair rate adjustment by urging the car- 
riers to desist from such a discriminatory attitude, the 
adoption of which would result in undue discrimination and 
which is contrary to all Interstate Commerce Commiss‘on 
acts to regulate commerce.” 





TIP SYSTEM CONDEMNED 


Directing the Pullman Co. to correct within thirty 
days numerous conditions found to exist throughout its 
service in California, the state railroad commission has 
issued its findings from an investigation into the rules, 
regulations and practices of the car corporation, which 
has extended over six months. 

While there are ten separate subjects of complaint, 
the commission lays its greatest emphasis upon the in- 
attention of employes to patrons of the company and the 
inadequacy of the present wage paid to porters, who are 
paid $27.50 a month and who are compelled to look to 
the traveling public for their principal income. 

The report criticizes the Pullman Co. for forcing its 
employes to rely upon the “tip system,” and it says that 
unless reform steps are taken the commission will. insti- 
tute an investigation into the rate of the company, with 
a view either of increasing the rates of the corporation 
so as to enable the company to pay proper wages or of 
determining if the company has the earnings, but not (1e 
will, to pay a fair wage. 








May 16. 








Ma 


THE TRAFFIC WORLD 


UNITED STATES AND DOMINION TRANSPORTATION CO. 
DOMINION TRANSPORTATION CO., LTD. 


FREIGHT and PASSENGERS LINES 


LAKE SUPERIOR 


SAILING 


GEORGIAN BAY 


Connections with all rail and boat lines at 


DULUTH 
FT. WILLIAM BAYFIELD 


PORT ARTHUR ASHLAND 
SAULT STE.MARIE MICHIPICOTEN 


OWEN SOUND 


SERVICE UNEXCELLED 


Write for FREIGHT TARIFFS, DESCRIPTIVE LITERATURE of our SCENIC ROUTES and SCHEDULES to 


L. P. HOGSTAD, Superintendent. 
DULUTH, MINN. 


UNITED FRUIT COMPANY 


Steamship Service 
Regular Passenger and Freight Sailings from 


NEW YORK, BOSTON & NEW ORLEANS 


—TO— 

Kingston, Port Antonio and: Jamaica Outports, Ha- 
vana, Cuba, Colon and Bocas del Toro, Panama, 
Cartagena, Puerto Colombia and Santa Marta, 

Colombia, 
Port Limon, Costa Rica, 
and ports of 
Gautemala, Honduras and British Honduras. 


CONNECTIONS. 

At COLON—for Panama City and Pacific Coast 
ports of Colombia, Ecuador, Peru, Chile, Mexico 
and Central America. 

At CARTAGENA and PUERTO COLOMBIA—for 
Bogota, Medellin and interior points of Colom- 
bia. 

At PORT LIMON —for San Jose and other points 
on the Northern Railway. 

At PUERTO BARRIOS—for Guatemala City and 
other points on the International Railways of 
Central America. 


ADDITIONAL SAILINGS from Philadelphia, 
Baltimore, Mobile and Galveston. 


For rates and other information address 
M. V. RODNEY General Freight Agent, 
17 Battery Place, New York, N. Y. 
J. J. KELLEHER General Freight Agent, 
630 Common Street, New Orleans, La. 


L. D. ROSENHEIMER, Traffic Manager Cc. E. AINSWORTH, Manager 
CHICAGO, ILL B, 


SAULT STE. MARIE, MICH. 


LABOR-SAVING 
COST-CUTTING 


Conveyers 


OF ALL TYPES, BOTH 
GRAVITY AND POWER 


The Mathews Line of 

Handling Devices are recog- 
nized as standard ,represeat- 

ing the highest degree 
of mechanical efficiency. 

The passing of 
the truck and plat- 
form elevator marks 
the introduction of 
scientific and auto- 
matic handling ap- 
pliances for secur- 
ing maximum speed 
and economy in the 
handling of package 
freight, in wood, 
paper or metal con- 
tainers. 


We put the first steel, ball-bearing Gravity Conveyers on 
the American market. Now we have many perfected types 
—one for almost every purpose. 

Our patents cover the best-known and most successful 
mechanical ideas employed in conveyer construction, both 
gravity and power. 

Our devices are used almost exclusively by leading manu- 
—— wholesalers, jobbers and handlers of every known 
produc 


Mathews Gravity Double-Roller Spiral 


Every industry has its handling problem, involving a large 
annual expense for wasted time and labor. For nearly all 
of such problems we have a mechanical solution. 

Send for our catalog covering equipment for handling mis- 
cellaneous commodities. 

Special spiral catalog and special brick conveyer and lum- 
ber conveyer catalogs on request. 


MATHEWS GRAVITY CARRIER CO. 


‘ TORONTO, ont. 
Branch Factories |LONDON- ENG. Ellwood City, Pa. 
Branch Offices in an pee tis Cities 


RAILROAD TARIFFS # BLAKELY SERVICE 


Means correctly set, proper type display, good printing, and, 
finally, prompt service. We solicit a portion of your work 


THE BLAKELY PRINTING CO., 413-430 S. Market St, CHICAGO 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 





™ - 
Br iak 


Sago ee 


1038 THE TRAFFIC WORLD 


WASHINGTON RATE CASE 





The Public Service Commission of Washington has 
settled the famous distributive rate case, which had 
been pending before the Commission in one form or 
another since June, 1909, by granting the Great North- 
ern Railway Co. permission to file and publish tariffs 
conformable to its amended petition, anything in the 
distributive rate order of Feb. 5, 1912, to the contrary 
notwithstanding. The order is to be effective upon the 
dismissal of certain cases in the Federal Court. 

As summed up by the Commission itself, the order 
accomplishes the following results: 

Class rates generally in the state will be reduced 
about 25 per cent; Tacoma will be put on an equality 
with Seattle to Spokane and points in eastern Washing- 
ton taking Spokane rates; Spokane jobbers will secure 
carload rates on important commodities required to 
enable them successfully to compete with the coast in 
the territory immediately adjacent to Spokane; Everett 
will secure concessions which are deemed important by 
its commercial interests; the wheat growers of the 
Mansfield district will secure a grain rate to tidewater 
1 cent lower than the Commission considered it had 
power to prescribe; the results which moved the Com- 
mission to deny the petition in its original form will 
not ensue; Tacoma, Seattle and Everett will have an 
exact equality of rates to Spokane, this being the con- 
dition that had prevailed for many years prior to the 
Distributive Rate Order; the litigation now pending in 
the Federal Court will be dismissed; the unsettled con- 
dition of rates prevailing since the filing of the original 
complaint in June, 1909, will no longer be the- cause of 
repeated efforts on the part of the jobbing interests of 
one city to obtain advantages over competitors in other 
cities. 
~ The Commission says the only opposition to this 
settlement of a perplexing question came from the rep- 
resentative of the commercial interests of Tacoma, 
which the Commission says, so far as it has been able 
to discover, has no immediate or direct interest in this 
branch of the rate question. 


POTATOES AND APPLES. 
Cases 6321, Albert Miller & Co. vs. C. & N. W. Ry. 
et al., and 6477, Albert Miller & Co. vs. Wabash R. R. 
Co. et al., were heard by Examiner Gerry of the Inter- 
state Commerce Commission in Chicago, Monday. No. 
6321 involves a charge of an unreasonable minimum on 
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potatoes from Wisconsin producing points to C. F. 4 
territory. No. 6477 alleges an unreasonable charge op 
two carloads of apples from Glasgow, Mo., to Grand 
Rapids and Necedah, Wis. I. and S. 382, in the matter of 
cement rates from Mason City, Ia., to Beach, N. D., went 
over until May 18. A similar case was being heard iy 
St. Paul before Examiner Watkins. 


et 


SUES TO COMPEL THROUGH RATES 





Attorney-General Lyndon A. Smith of Minnesota 
has brought suit in the Ramsey County District Court, 
seeking to compel the Chicago, Milwaukee & &t. 
Paul to establish through rates from points on its main 
line to Duluth. The St. Paul road has no tracks of its 
own into Duluth, but in 1900 it entered into an agree 
ment with the Northern Pacific, whereby it was given 
the privilege of using that company’s tracks from St. Paul 
to Duluth for freight transportation. In making intra. 
state rates it has considered the St. Paul-Duluth line as 
independent of it, and has charged the local rates to St 
Paul from the point of origination and then added the 
local rates from there to Duluth. The State Railroad 
and Warehouse Commission recently ordered that through 
rates be made,on all such shipments in accordance with 
the state schedules, but it is said the company has re 
fused to do this, and the suit is the result. 


LARGE SHIPMENT OF THRASHERS. 


The largest single shipment of thrashing machines 
ever made from Chicago was assembled Thursday by the 
Rumely Co., to leave Friday in two sixty-car trains over 
the Rock Island and Burlington routes for Kansas City, 
Dallas and Guthrie. One separator and one engine were 
loaded on each of the 120 flat cars, making the value of 
each car’s load $3,000, and the value of the entire ship 
ment $360,000. The trains were decorated with American 
flags, and each car had a bright banner with the name 
of the consignee painted on it. The order is not a stock 
shipment, but the company’s total orders since April 1. 


CHICAGO PACKAGE FREIGHT. 


Eleven hundred and nineteen package freight cars left 
Chicago during the week ended April 18, according to 4 
report made by the traffic department of the Chicago As 
sociation of Commerce. Of the entire number less than 
15 per cent show any delays in transit and the shipments 
are made to all points of the United States. 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 











H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bidg., St. Louis, Mo. 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 






























Watson & 
Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. 
Pioneer Building. St. Paul, Minn. 






John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 
















Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 








Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bidg., 
Chicago, IIl. 





















Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. EB. Williamson (Transportation 
Expert and Statistician) is associated. 
805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


Cc. D. Chamberlin 












Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bidg., Cleveland, Ohio 



















Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233. Broadway, New York. 































Blackmar & Bundschu 


Attorneys and Counsellors 
Suite 904 Commerce Building, 
Kansas City, Mo. 
Special Attention to Rate Claims and 
Practice Before the Interstate Commerce Commission 











H. Earlton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C. 








Rufus B. Daniel 


Interstate Commerce Cases Only 


rk Ra El Paso, Texas 













BORDERS, WALTER & BURCHMORE 
555-561 Rbdokery, CHICAGO 
M. W. Borders Luther M. Walter John S. Burchmore 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 
AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILIT:'“ 
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WILLYS FAVORS INCREASE 





John N. Willys, president of the Willys-Overland Co. of 
Toledo, and head of half a dozen other automobile and 
parts manufacturing concerns, has written the following 
letter to the chairman of the Interstate Commerce Com- 
mission: 

“After considering from every angle the matter now 
before your honorable body, pertaining to the general in- 
crease in rates, I am constrained to write and express to 
you my belief in the advisability of such action. I am 
convinced that conditions warrant it and that carriers are 
entitled to a larger revenue for the service they perform. 

“So I would respectfully ask to be placed on record as 
not only not objecting to the increase, but as strictly advo- 
cating it, notwithstanding the fact that it will mean a large 
increase in the expenses of my company. 

“I might add that the Willys-Overland Co. and the 
several companies owned by it and myself making parts 
for Overland cars, are, as you are doubtless aware, heavy 
shippers. The Willys-Overland Co. alone ships and loads 
per annum, and pays freight charges on inbound carload 
shipments, exclusive of coal, oil and lumber, considerably 
over $200,000 per annum.” 


PLEA FOR THE RAILROADS, 


A plea for segregation of railroads from trade and in- 
dustrial corporations in the administration trust bill was 
made Monday before the Senate Interstate Commerce 
Committee by A. P. Thom, general counsel for the South- 
ern railway. Mr. Thom said that he and other railroad 
men protesting against the Senate bill represent 150,000 
miles of road. He declared the railroad problem should be 
studied by itself and regulatory laws enacted separately. 
With Mr. Thom appeared Robert S. Lovett of the Union 
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Pacific, President Samuel Rea of the Pennsylvania, Fran 
Trubull, chairman of the boards of Chesapeake & Ohio ind 
Missouri, Kansas & Texas railroads and others. 


= 





PANAMA CANAL TRAFFIC. 

For the first time water-borne traffic is now passing 
through the Panama Canal, according to a report that has 
been received at the headquarters of the Panama Railroad 
in New York. Though confirmation of the. report has not 
yet reached Washington, it is known that ample provision 
had been made by Colonel Goethals for the institution of 
water service, limited at first to barges, beginning not 
later than May 10. According to the Panama Railroad 
report, the service actually began May 9, and a steady 
stream of barges in tow is now passing through the canal. 


PACIFIC CAR DEMURRAGE. 


The report of the Pacific Car Demurrage Bureau for 
March, 1914, shows: Total cars reported, 158,523, as 
against 148,112 for March, 1913; total commercial cars 
held overtime, 2,794, as against 3,443; company cars, 
1,772, as against 2,334; days, 7,360, as against 8,629. 


TITLE ABANDONED 


The Cincinnati, Georgetown & Portsmouth Railroad 
and Felicity & Bethel Railroad Co. announce that the use 
of the title “The Ohio Southeastern System” as applied 
to these companies in connection with other companies 
has been discontinued. All communications to these com- 
panies should be addressed in their corporate names to 
Cincinnati, O. 


POSITIONS WANTED OR OPEN 


EXPERT RATE AND CLAIM MAN, at present Au- 
ditor and Claim Agent for small railroad and for some 
time past Traffic Manager for one of the largest in- 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference. 
Will require thirty to sixty days in which to get re 
lieved. B. M. C. 32, The Traffic World, Chicago, III. 














TRAFFIC MANAGER—Practical rate man, having had 
considerable experience in revising, billing, applying rates 
and preparation of rate data for hearings. Ten years’ of 
experience in both local and general offices, occupying 
positions as Chief Claim Clerk, Accountant, and Traveling 
Auditor. Best references; address J. R. 31, Traffic World, 
Chicago, III. 


CARS 


We Lease All Steel Modern Tank Cars to Shippers of Liquid Freight 
TERMS REASONABLE 


KEITH CAR COMPANY 


Peoples Gas Building 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 


of material assistance to manufacturers. 


We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 
Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 


Huguenot Express Co. 
NEW YORK, N. Y. 


624 West Thirty-sixth St. Phome 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 
of town a specialty; up-to-date facilities. for storage 
and distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO 443 Marquette Buliding. 
ST. LOUIS 1501 Wright Bullding. 


Carload distribution to all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 


Terminal Transfer & Storage Company, Inc. 


U. 8S. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 


Bash Storage Company 
FT. WAYNE, IND. 

Unsurpassed facilities for storing, handling, trans- 
ferring and forwarding goods; ample cold storage plant in 
connection, if desired. Yard room for outdoor storage. 
Two private switches connect plant with all roads. Give 
estimated amount of space required and kind of goods. 
Ft. Wayne has thirteen railroads, interurban and steam. 
Second city of Indiana. 


Savannah Bonded Warehouse and Transfer Co. 
SAVANNAH, GA, 


WE CAN RECONSIGN AND STORE ANYTHING. 
CUSTOM HOUSE BROKERS. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. “Unsurpassed facilities’’ for stor- 
ing, handling, transferrimg and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, tramsfer and 
reshipping agents, cusf$m house brokers. Bomded and 
free warehouses. 


Wiesenfeld Warehouse Co. 


JACKSONVILLE, FLA, 


STORAGE, DISTRIBUTING AND REFORWARDING 
In heart of business district. On both rail and water. 
Prompt attention to all shipments, large or small. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 


If you want the names of Warehousemen at 
cities not shown in this Directory, write 
The Traffic Service Bureau, 
Chicago. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters. to co-operate with the Inter- 
state Commerce Commission, state rau- 
road commissions and transportation 
“omparies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 


Officers. 


H. G. Wilson President 
Commissioner, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
J. Keavy Vice-President 
Commissioner, Freight and Traffic Di- 
vision Chamber of Commerce, Indian- 
apolis, Ind. 
Oscar F. Bell Secretary-Treasurer 
T. M. Crane Co., 836 South Michigan 
Ave., Chicago, Il. 
David P. Chindblom Asst. Secretary 
5 North La Salle St., Chicago. 


National Implement and Vehicle Assocla- 
tion. W. J. Evans, Freight Traf, Mer., 
American Trust Bldg., Chicago, Ill. 


National League of Commission Merchants 
of the United States. J. J. Castellini, 
Pres., Cincinnati, O.; R. S. French, 
Business Manager, 202-204 Franklin St., 
New York. 


Northern Pine Manufacturers’ Assocla- 
tlon. H. S. Childs, Secy., Minneapolis. 
Sterling Manufacturers’ and Shippers’ 
Association. In charge of traffic in- 
dustries located at Sterling and Rock 

Ill. W. P. Benson, President; H. 
H. Wood, Vice-President; W. J. Bur- 
leigh, Secretary-Treasurer; W. E. Long 
Traffic Manager. 


The Memphis Freight Bureau. L. R. 
Donelson, Pres.; 5 Thomas, Vice- 
Pres.: James 8S, Davant, Commissioner, 
Memphis, Tenn. 
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DO YOU NEED HELP 


IN MAKING ¢ 


RATE COMPILATIONS? 
TONNAGE COMPARISONSr 


FINANCIAL OR STATIS- 
TICAL TABLES? 


LET US SERVE YOU 


Write or Telegraph for Estimates 


Special Service Department 


The Traffic Service Bureau 





